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PUT THE CARDS ON THE TABLE 


As horse traders or poker players, the carriers are 
not displaying much skill or nerve these days; witness 
the western grain-agricultural products rate situation. 
The Commission, on complaint of growers showing 
themselves to be in a serious business predicament, or- 
dered extensive reductions on grain in the west. Many 
thought the decision unwarranted by the facts and that 
the carriers would be justified in fighting. But they did 
not fight. Instead, they offered to substitute for the 
western grain reductions a ten per cent cut on all agri- 
cultural products over the entire country, exeept New 
England. . Their motive here was partly political, of 
course, and partly, no doubt, a real desire for better dis- 
tribution of the benefits to shippers of reductions in rail- 
road revenue. The Commission then refused to recon- 
sider its grain order. Thereupon the carriers promptly 
announced that they would make the ten per cent agri- 
cultural reduction anyhow. It seems to have been a 
game of heads the farmers win and tails the railroads 
lose. The agricultural bloc seems to have the carriers 
just where it wants them—afraid to call their souls their 
own. Let us hope that the American Farm Bureau Fed- 
eration and Mr. Howard, its president, will not be too 
unreasonable or grasping and that, in their newly ac- 
quired role as administrators of the traffic policies of the 
railroads, they will not disregard utterly the rights of 
others. 

The rate situation is in a rather more serious situa- 
tion than most persons comprehend. In the first place, 
the carriers are in no position, we think, to make any- 
thing like a general reduction in rates until operating 
costs can be reduced. If they would take that position 
and adhere to it consistently and firmly, there would be 
Pretty general agreement with them; where there was 
not agreement there would at least be respect and under- 
Standing. But if, in a genuine desire to relieve business 
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conditions or with the purpose of conciliating public 
opinion that freight rates are too high, the carriers 
thought best to make a material reduction in rates, then 
they should offer to make a general reduction in all rates 
and announce that that was as far as they could possi- 
bly go. There would still be respect and understanding, 
even if not entire agreement. But what do they do? 
They dicker with this and that faction of shippers—the 
farmers especially—and, by offering reductions on the 
commodities in which the so-called agricultural bloc is 
interested, seek to obtain for themselves advantages in 
legislation, or, at least, protection from adverse legisla- 
tion. They must stand their share of the blame if, in 
consequence, shippers of other commodities insist on 
similar reductions, refusing to credit statements of the 
carriers as to the financial impracticability of making © 
them, in the face of their dealings with their farmer 

friends. : 

The time has certainly come when we must give 
serious consideration to the system of political rate- 
making and rate-making by conference and cabal that is 
springing up. Insofar as the Commission is a party to 
it or lends encouragement to it, it is to be condemned 
even more than the carriers, whose selfish or narrow 
motives might be explained on the ground that they owe 
no legal obligation to the public; but the Commission 
is appointed with a duty to discharge and the methods 
for its proper procedure are laid down by the law. We 
insist that proposals for general rate reductions be made 
and explained in the open and that the Commission give 
consideration to them on their merits, with the interests 
of all shippers and the entire transportation system in 
mind. We protest against agricultural reductions made 
for the purpose of insuring the carriers against adverse 
legislation. Such things do not restore business confi- 
dence or help it on the road to normalcy. They do quite 
the contrary. 

Now is the time for men whose names stand for 
something to come forward with representations of this 
kind and take the negotiations for lower rates out of the 
suspicion into which they have fallen. We think there 
was no special need for the rate inquiry which the Com- 
mission is now conducting; it was brought about largely 
because of the devious practices that have been followed 
lately. But, now that it is on, we hope the Commission 
will find either that no general rate reduction is advisa- 
ble until there have been reductions in operating costs, 
or that a reduction of such and such a per cent should 
be made. We further hope that if a reduction is found 
to be justified, the Commission will say that it should 
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A Harbor Made to Order 


Los Angeles has expended $8,000,000 on waterfront improvements and has 
voted an additional $4,500,000 for further improvements. 














The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 





Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. : 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 


Write for Illustrated Book, Port Maps and Harbor Information 


Board of Harbor Commissioners 


EDGAR McKEE, President 
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be applied by the percentage method on all commodities, 
for the reason that the rates on ail commodities were 
increased under the decision in Ex Parte 74. We think 
a general reduction of ten per cent, or five per cent, or 
even less, of this. sort would go farther to restore public 
gonfidence and business health than all the concessions 
to this or that special interest that have been and are 
being planned. There may be some proper difference 
of opinion as to whether reductions—if reductions prove 
possible—shall be made by the percentage method or by 
commodities; but there can be only one opinion as to 
the proper method of reaching a conclusion. The cards 
should all be on the table and the Commission should 
do the dealing under the inspection of the public. 


HALL AND AITCHISON 
’ The country is to be congratulated on the reappoint- 
ment by President Harding of Commissioner Hall and 
Commissioner Aitchison. We say this, not because 
either of these two gentlemen is necessarily the best ap- 
pointment that could be made to fill the vacancy caused 
by the expiration of his term the end of this year, but 
because both have given good service and their long 
éxperience and accumulateed knowledge is valuable on a 
Commission which, without them, would be composed 
of a majority of members who were novices. Then, too, 
though it would be possible, of course, to replace them 
with men of more ability, the chances are that, if the 
President went outside the present Commission for his 
candidates, he would yield to political importunities and 
appoint men of much less ability as well as, of course, 
much less or no experience. We are glad that the Presi- 
dent’s easy attitude toward this important body has 
changed enough so that the weakening of the Commis- 
sion has been thus far checked. Even if there were no 
especially important matters before the Commission for 
consideration it would not be well to have it composed 
largely of raw recruits; but now would be the very 
worst time that could be imagined for such a change. 
The Commission has never been confronted with more 
important issues than at present. It has not so far 
evinced any particuJar strength in dealing with them. 


It is fortunate that we at least need not fear any further 
weakness. 


THE SENATE SMELLS A MOUSE 

As an example of even more than the usual lack of 
intelligence on the part of the United States Senate and 
individual members of it, we call attention to the reso- 
lution offered by Senator Pittman, of Nevada, and 
adopted by the Senate, calling for an investigation of 
the Transcontinental Freight Bureau on the theory that 
it is not a disinterested body but an institution of the 
tailroads. Senator Pittman and the Senate might have 
saved their effort and the exposure of their ignorance by 
the expedient of writing a letter to- Mr. Countiss asking 
him the nature of his bureau. He probably would have 
admitted, what everybody who knows anything about the 
traffic machinery of the country knows, that the railroads 
pay his salary and that his bureau is, of course, a rail- 
Toad institution. We suggest that next the Senate inves- 
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tigate the Railroad Executives’ Association for not put- 
ting Clifford Thorne on one of its committees. 


THE TRAFFIC CLUBS 

The traffic clubs have done much toward bringing 
about better understanding between railroad men and 
shippers and among shippers and railroad men them- 
selves. There is much that yet can be done, however. 
Some of it could be accomplished under present condi- 
tions but some of it, perhaps, would call for a widening 
of the clubs’ scope and consequent inclusion of certain 
classes of railroad men who today are only slightly rep- 
resented in the memberships. 

As to the former, there apparently is something to 
be desired yet in the way of relations among railroad 
traffic officials themselves. It scarcely seems credible 
that certain through rates ordered published by the In- 
terstate Commerce Commission have been in effect for 
considerably over a year and that the traffic officials of 
the roads involved have not yet been able to agree 
among themselves on the divisions to be applied. And 
yet this is true. Apparently they are willing to agree to 
the propositions made, “in principle,” but, when it comes 
to applying the principle, all kinds of objections are 
urged and meeting after meeting adjourns without any 
agreement being reached. 

Again, there are certain lines of inter-territorial busi- 
ness on which through rates have been in effect for 
years and no mutually satisfactory percentages or meth- 
ods of division of earnings arrived at, with the result 
that, in some cases, the auditors’ accounts are being held 
up pending agreement, and in others the terminal road 
that collects the freight charges makes settlement on 
the basis it is contending for and the initial road is 
forced to accept, recouping itself as far as possible by 
pursuing a similar course on business moving in the 
opposite direction. A more absurd situation could hardly 
be devised by the Mad Hatter or the Mock Turtle. 

As to the other part, while some of the railroad 
operating officials are members of traffic clubs, they are 
comparatively few, which is a pity. Contact between 
them and the industrials is highly desirable. Also, the 
relations between the railroad operating and traffic offi- 
cials are, perhaps, not always as close and cordial as 
they should be. Each might learn much from the oth- 
ers and many misunderstandings might be done away 
with. . 

Then again, there are the freight claim agents. Few 
of them have traffic club affiliations and, consequently, 
they miss the opportunity to get into ¢lose touch with 
the public. No doubt every claim agent will agree “in 
principle” to the statement that no letters should be 
allowed to go out of his office in which any statement is 
made which he would not be willing to make to the 
claimant if he met him face to face. And yet such let- 
ters, with veiled insinuations and ironic remarks, are 
written every day. Every industrial traffic manager will 
acknowledge that his correspondence with freight claim 
agents should be as courteous as his conversation with 
freight claim agents would be, and yet how often is this 
principle ignored? Personal intercourse, even though 
Of course, no 


only in a social way, would remedy this. 
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freight claim agent can come into personal contact with 
all claimants, but the traffic club offers the opportunity, 
locally at all events, and if it was used it would go far 
to demonstrate to the claimant that the freight claim 
agent is human and wishes to do right and to the freight 
claim agent that the claimant is only asking for what he 
believes to be his due. And when the claim agent and 
the claimant have learned this through personal contact 
in their own city they will realize that the same condi- 
tion prevails in other cities and a much greater degree 
of harmony will result and claims will be more promptly 
settled or withdrawn—as the circumstances may justify. 





RATES ON IRON ORE TO LAKE PORTS 


Operating and accounting testimony by the North Western 
road took up the whole of the tenth day of the hearing in Chi- 
cago on No. 12071, Adriatic Mining Co. et al. vs. C. & N. W. et al., 
December 16. The complainants’ side of the case, which in- 
volves the rates from producing iron ore ranges in Minnesota, 
Wisconsin and Micihgan to the ore docks at Duluth, Two Har- 
bors, Escanaba, Ashland and Marquette, was put in last July 
and the present hearing, which began December 7, before Ex- 
aminer Hosmer, was given over to testimony by interveners and 
by defending carriers. 

Dock superintendents of the North Western at Ashland and 
Escanaba explained in detail the services given to the ore by 
the carriers at those points. This included maintaiing a force 
of laborers at each of the docks, numbering somewhere around 
200, day and night. Particular stress was laid on the expense 
and work necessary to thaw frozen cars of ore, which number 
in excess of 1,000, eaeh fall at each of the two loading points. 
The payroll of the men employed in grading, dumping and load- 
ing the ore at Ashland, for instance, was $49,000 for the month 
of July, 1920, which was said to be a typical period. 

F. H. Hammill, assistant general manager of the North 
Western, said that the maintenance cost of the docks was ap- 
proximately $75,000 a year, and that the construction of special 
car and locomotive repair shops and living quarters adjacent 
thereto, which expenses had not been taken into consideration 
by the complainants, was $150,000. The continual expense 
which the company was undergoing in keeping its tracks on 3 
level and in line, because of the damage by cave-ins and shift- 
ing, was also described and the total services compared with 
those rendered on general traffic. This difference, according to 
witnesses, more than made up for the figures on ton-mileage put 
in by complainants and interveners, which were, however, not 
admitted to be correct. ° 

The steel interests may have lost money in 1921, but, accord- 
ing to C. F. Balch, assistant general auditor of the North West- 
ern Railroad, who testified at the ore hearing, December 17, it 
is safe to say that they made a better showing financially than 
the railroads, revenue figures for the first eight months of the 
year of which indicated that they would fall $55,000,000 below 
a six per cent return for the entire year. 

These figures, he said, were of particular significance to the 
steel industries, which are seeking a reduction in the iron ore 
rates from the mines to the northern lake ports, because, while 
the roads of the country as a whole showed a return of 2.41 
per cent, and the western roads 2.77 per cent, the five carriers 
which serve the Michigan and Wisconsin iron ranges had a 
deficit in the aggregate and only the North Western, with a 
return of .68 per cent and the St. Paul road with a return of 
.04 per cent, showed anything but individual deficits. 

Increases in the various items of operating expenses of the 
North Western were shown by the witness, which he said 
showed these expenses to have increased 259.31 per cent since 
1912. On the Ashland and Peninsula divisions of the road, 
which operate in the mining districts, the increase was even 
greater, he said. Applying the percentage increase for the en- 
tire line to the expense portion of the 1912 rate, which was 45 
cents, and adding thereto actual tax figures and a return of 
4% per cent, Mr, Balch arrived at a figure of $1.01, which he 
said might be termed the actual cost of carrying iron ore plus 
a low return. The present rate for the North Western’s hauls 


from Gogebic to Ashland and from Menominee to Escanaba 
was, he said, $1, which the complainants in the case were seek- 
ing to have reduced to 60 cents. 


It cost the North Western two cents a ton more to haul iron 


ore from mines on the Menominee range to Escanaba, over its. 


Peninsula division, than the rate charged, said Mr. Balch, in 
concluding his testimony, December 19. The total deficit for 
that division in 1920 was $97,882.66. On the Ashland division, 
over which the ore was hauled from the Gogebic range to Ash- 
land, the North Western had a net return in 1920 of $1,487,954, 
in the same year, out of a gross revenue of $5,487,608, he said. 
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“It should always be remembered, however,” he concluded, 
“that the value per mile of road of the lines used for hauling 
ore is five times as great as the average.” 

A. F. Cleveland, assistant freight traffic manager of the 
North Western, said the 40 per cent cut proposed by the com. 
plainants in the rate from the old ranges to Ashland and Esca. 
naba would cut into the revenues of the North Western to the 
extent of $4,700,000 annually on the basis of a normal year’y 
tonnage. 

“Our net operating income for the first ten months of 1921 
was $7,000,000,” he said. “This has been achieved at the ex. 
pense of postponing $10,000,000 worth of maintenance work, 
When one considers that November, December, January an@ 
February are our poorest months, it is not too much to say that 
our operating ratio, which was 87 per cent during this time, 
will come close to 100 per cent during the next four months. It 
may even exceed that figure.” 

Mr. Cleveland said his road would lose $3,000,000 a year 
through the decision of the Commission in the grain case, and 
an additional $1,500,000 if the western carriers put the pro 
posed ten per cent reduction on farm products into effect. 

Before the Commission orders any reduction in the rates on 
iron ore from Wisconsin and Michigan ranges to the upper lake 
ports, it should consider the fact that 61 per cent of the entire 
traffic of the North Western in low grade carload traffic with 
short hauls, said Mr. Cleveland, in concluding his testimony, 
December 20. Out of the 13,903,000 tons hauled by the North 
Western in Michigan in 1920, 13,431,000 tons were iron ore, he 
said, and only 472,000 other traffic. 

Referring to the request made by interveners from the 
Gogebic range, that rates from that section be made lower to 
Ashland than from the Menominee range to Escanaba, on ac 
count of the shorter line haul, Mr. Cleveland said that such a 
course would be unjust. 

“Distance,” he said, “is the only one of the elements taken 
into consideration when making a rate. Commercial conditions 
are a large factor, and in this instance to make anything but 
a blanket rate over the entire territory would be to ignore that 
factor.” 

It was equally fallacious, he said, to say that any division 
of a road ought to pay rates based upon the value and operat 
ing expenses of that division. 

“If rates were to be made on that principle,” he continued, 
“it would mean that rates from Omaha and Sioux City to Chi- 
cago would have to be higher than those from Kansas City, and 
those from Mason City to Chicago still higher.” 

Mr. Cleveland introduced numerous rate comparisons in 
which the rates involved were compared with other iron ore rates 
and with rates on sand and gravel. The latter rates, he pointed 
out, while considerably higher than ore rates, as a general rule, 
involved no intricate assembling service and no expensive grad- 
ing and unloading work. 

After 15 days of testimony, the hearing, which had been 
going on since December 7, adjourned, December 21, to a date 
to be set by the Commission. The original plan was to take a 
recess over the holidays and to resume immediately thereafter. 
The wishes of the Commission were to have the matter disposed 
of as soon as possible. Representatives of the carriers involved, 
however, pointed out that they were vitally interested in the 
National Live Stock Exchange case and in the general rate in- 
quiry. It was tentatively agreed, just previous to adjournment, 
that a further hearing in Washington some time in February 
would be satisfactory to all parties. 


The last day of the hearing was given over to statistical, 
operating and traffic testimony in behalf of the C. M. & St. P,, 
the character of which was about the same as that previously 
put in on behalf of the other carriers involved. E. W. Soergel, 
assistant general freight agent for the St. Paul road, said that 
the 40 per cent reduction proposed by the complainants and 
interveners, from the Menominee range to Escanaba, would, if 
allowed, mean a reduction of $956,606 a year in the revenues 
of his road, on the basis of the 1920 tonnage. In the 22 months 
ending October 1, 1921, he said, his road lost $6,000,000, while 
the ten months of 1921 included in that figure showed a net 
income of $5,000,000 gained at the expense of $15,300,000 in 
deferred maintenance work. The witness introduced a numbet 
of exhibits in which the Michigan ore rates were compared with 
rates on sand, gravel, coal and coke. He also made compalrl 
sons with the ore rates at the lower lake ports, where, he said, 
considering the difference in the empty haul, the average cal- 
mile earnings ranged from 48 to 60 cents, as compared with 


an average car-mile earning of 23 cents on the St. Paul road in 
Michigan. 





BELLEVUE & WESTERN OPERATION 


The Bellevue & Western Railroad Company has filed an ap- 
plication with the Commission asking for authority to put 1 
operation in interstate and foreign commerce its lines of rail- 
road from Graniteville to Bellevue, Mo., a distance of 3.1 miles, 
owned by the company, and from Schneider’s Quarry to Irom 
Mountain, Mo., a distance of 3.1 miles, the latter line being 
operated under a trackage agreement. 
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Current Topics 
in Washington 





Stabilization of Prices—Among those who have tried to keep 
abreast of the thought on the subject of trade associations, busi- 
ness men are expected to lament the Supreme Court’s decision 
in the American Hardwood Lumber Association case, in which 
the court held unlawful the “open competition” or ‘open price 
association” scheme devised to prevent cut-throat competition. 
It probably will be denounced as reactionary by those who be- 
lieve it is futile for the public to hope for a return of the day 
when, in time of little business, those who have things to sell 
will cut prices below the cost of production. Yet, as construed 
by the lawyers for the government, and the Supreme Court, the 
anti-trust laws forbid men in the same line of business to ac- 
cumulate and distribute information among each other that will 
keep them from going below the average cost, plus a reasonable 
profit. Such practical men of affairs as Herbert Hoover, Sec- 
retary of Commerce, and Edwin N. Hurley, one time member 
of the Federal Trade Commission and later chairman of the 
Shipping Board, long ago came to the conclusion that the best 
interest of the country would be served by stable prices and 
not prices that violently fluctuate. They also reached the con- 
clusion that the only way to prevent violent fluctuations is for 
everybody engaged in a given line of business to know what 
his competitors are doing in the way of making prices. One of 
the best examples of lack of co-operation is the agricultural 
industry, according to the view of Herbert Hoover. When a 
farmer finds the price is going down he sells for what he can 
obtain. The result is the violent fluctuations that have marked 
the cotton market and practically every market in which the 
farmer does the selling. Those who hold the Hoover view be- 
lieve the country has not been helped, but immensely damaged, 
by the fact that the farmers did not have their “open price 
associations” so they could judge what to do, in view of the 
amount of the crop and the general outlook. It is admitted 
the lack of such associations is not the only factor in the de- 
plorable state of the farmers. One other fact is that no one 
has yet acted on the fact that a farmer needs a two-year credit 
at the bank, instead of a two, three, six or even twelve month 
credit, simply because the farmer cannot do business except on 
the basis of one turnover in a year. Then, if there is a crop 
failure or any other untoward thing, the farmer is flat on his 
back and factories must close because he cannot do any buying. 
The Supreme Court, in deciding the hardwood trade association 
case, proceeded on the assumption that any increase in the price 
of an article, resulting from an understanding among the men 
in a given trade or business, means a restraint of trade. Yet 
everybody who has had experience knows that business lags 
when prices are low, while it thrives when the market is 
steady, with-a tendency to rise. Men who write about things 
that take place in markets that are well enough organized to 
have things written about them, know that stability is the most 
precious asset of any market They are always writing about 
the good time coming when prices will become stable. During 
the war men who were buiiding had the experience of having 
lumber, which they expected to buy for $30, go to $130. That 
stopped much building Construction low lags because the 
man who thinks he would like to build something has no idea 
how much lower prices will go. One extreme is as bad as the 
other, apparently. Yet, according to the way the Supreme Court 
looks at the anti-trust law, associations that aim to prevent cut- 
throat competition are unlawful. The chances are, it is be- 
lieved, that if the lumbermen had taken steps to prevent runa- 
Way markets, such as came into being when lumber went from 
$30 to $130 a thousand, there would have been less criticism of 
their association work. It was criticism by those who had been 
hurt by such freakish markets that directed the attention of 
the government’s trust breakers to the associations. However, 
one common suggestion among those who have discussed the 
Supreme Court’s opinion is that the lumbermen were not the 
only ones who grabbed when the grabbing was good. The asso- 
ciation members, it has been suggested time and again, cannot 
control the retailers who let the price jump from $30 to $130. 
In the same way, the associations of coal mine operators get 
the curses of the public for what retailers and speculators may 
_ done during the war, and after, when the grabbing was 
good. 





Hoover’s Manufacturing Statistics—One of the immediate . 


effects of the decision will be the collapse of Secretary Hoover’s 
Plans to get out manufacturing statstics in time to be of value 
to any other than a historian. Last August he took up with 


ade associations the desirability of their helping the census 
bureau get out statistics of production within three months of 
the time when the production took place, instead of a year or 
eighteen months thereafter. 


The associations declined to go into 
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scheme unless he could assure them that, if they furnished 
statistics of production and prices, the fact that they had such 
figures would not furnish ground for anti-trust prosecutions. 
Hoover immediately asked Attorney-General Daugherty for such 
assurance. Daugherty declined to give it on the ground that 
he could not afford to give absolution to such associations if 
the Supreme Court, in the case that was decided December 19, 
should hold that such associations were illegal. Hoover made 
his plans on the assumption that no court would hold that gather- 
ing and disseminating such information would be a violation of 
the anti-trust laws. But the highest court has said that what 
the lumbermen did was unlawful. Therefore, Hoover’s plan 
comes to an end because no association will collect, or at least 
furnish, the information. The census enumerators will have to 
get it by painfully asking each man in an industry for facts 
which, when procured, will be of no value to the industry or to 
the government. Congress thought that reports of that kind 
every other year would be helpful to the industries. It also 
enacted legislation which the lawyers have proved to the Su- 
preme Court means that if the men in the trade who know 
how to obtain such information obtain it and circulate it among 
themselves, they will be breaking the law, because the informa- 
tion, in some instances, has been used to put up prices. The 
case again calls attention to the fact that the people of the 
United States are being taxed, first to promote business and 
then to break down all the organizations which business men 
deem necessary for doing business. 





The State Rate Cases.—In the event the Supreme Court holds 
that the Commission decided right when it construed sections 
13 and 15-a in the various state rate cases, how is the federal 
body going to deal with the Ohio and Michigan state commis- 
sions? That, it is suspected, will become a live question shortly. 
Apparently Ohio and Michigan retained jurisdiction over intra- 
state rates when, in the summer of 1920, they allowed the rail- 
roads to impose on state business the same rates that the Com- 
mission establshed on interstate traffic. Therefore, according 
to the testimony of W. C. Maxwell, given December 17, those 
states have been in a position to reduce rates on road and 
construction materials. The query has been raised as to whether 
Ohio and Michigan cannot “play horse” with the federal body 
until Congress amends the interstate commerce act by the sim- 
ple expedient of raising their state rates, if and when the .Com- 
mission inaugurates a thirteenth section proceeding against them, 
before the federal tribunal can raise them. By bringing them 
up to the interstate level, there will be nothing for the federal 
body to act on when, after hearing, it gets ready to condemn 
what the state commissions did. By raising the rates to the 
interstate level the case before the federal body would be ren- 
dered moot, because there would be nothing for an order to 
operate on. Then, after the record was completed, the state 
commissions could hold hearings and put in new sets of rates. 
The Interstate Commerce Commission would not have any record 
based on the new rates. It could institute a new case and then 
the operation could be repeated. The Commission has no powel! 
to enjoin a state commission, nor power to punish state officials 
for contempt, if any contempt had been committed. Inasmuch 
as it would have to proceed in such cases in accordance witt 
the law requiring a full hearing, the state authorities could lead 
the federal government a tortuous journey before it overtook 
them. Ultimately, however, the federal government would win 
because it has never had a serious setback in its contest with 
the states in the administration of the commerce clause of the 
Constitution. 


Decadence of Fighting Ships.—The speed with which a fight- 
ing ship descends from first class to junk will be shown when 
bids are opened by the Navy Department for the sale, as junk, 
of the battleships, Maine, Missouri and Wisconsin, and the old 
monitors, Miantonomah, Puritan and Ozark. The battleships, 
which cost, exclusive of armor and armament, about $4,000,000 
each, are appraised as junk at $120,000, while the Miantonomah 
is valued at $10,000, the Ozark at $40,000, and the Puritan at 
only $4,000. The Wisconsin is the oldest of the battleships, 
launched in 1898. The others were launched in 1901, but not 
completed until three years later. The Miantonomah is a Methu- 
salah among warships, having been built in 1876 and rebuilt 
about 1890, so that she was some fighting ship in 1898, for the 
second line. She was sent across the Pacific in that year to 
enable the Americans to make sure of holding the Philippines. 
The Maine—a much larger and finer ship—was built to take 
the place of the one blown up in Havana harbor. “The new 
Maine,” she was called among those who wanted to distinguish 
her from the second battleship the American navy ever had, 
the Texas being the first. As fighting ships they are worth a 
little more than Nelson’s old flagship, the Victory. Yet these 
ships are youngsters in comparison with the first metal ship 
the American navy ever had and which is still in service—the 
cruiser, Wolverine, the only representative of the American navy 
on the Great Lakes. That ship was built in 1844 at Erie, and 
has been in service ever since. Prior to the necessity of depriv- 
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ing all ships of ratings less than battleships or battle cruisers 
of the names of states, she was the Michigan. She lost her 
name, however, when the navy acquired so many battle and 
other capital ships that there were not enough state names left 
to go around. In the older days, the Ozark was known as 
the Arkansas, but the old tub had to give up the name of that 
state to provide one for a battleship or battle cruiser. The 
Wolverine is the only American warship on the Great Lakes 
because, after the war of 1812, Great Britain and the United 
States entered into a limitation of armament treaty in which 
each bound itself to maintain only one fighting ship on the 
waters in which the British navy suffered its only defeat, in 
which a whole fleet had to haul down its flag to an enemy. 





Unemployment Conference.—Secretary Hoover, chairman of 
the President’s conference on unemployment, has made a report 
which indicates that he is well pleased with the result, not 
because he knows how many of the 3,500,000 supposed to have 
been out of employment have been placed in jobs, but because 
the country is giving concentrated thought to the subject. That, 
in his opinion, is the best possible sign that something will be 
devised to control the business cycle which now shows periods 
of extreme activity and then of extreme lassitude. Committees 
have been organized in 209 of the 327 cities having a population. 
of 20,000 or more. While Mr. Hoover has no definite figures, 
he is inclined to infer from reports that have been made to 
him that from 1,500,000 to 2,000,000 persons now have jobs who 
did not have them when this national searching for ways to 
put them to work was begun. This estimate is based on reports 
of the number of men who will be needed to carry on the work 
undertaken by states, counties and municipalities as a direct 
result of the awakening that followed the call for the conference. 





Volume of Foreign Trade.—Another report from Secretary 
Hoover’s department that has tended to create a feeling of 
optimism is that a quantitative analysis of the country’s foreign 
trade, which fell off in value $3,100,000,000 in the fiscal year 
ended June 30, shows that, in tons, the trade was as great as 
or greater than in the preceding year. Fifteen of the twenty 
heaviest export commodities showed increased tonnage, the in- 
creases ranging from 43 to 5,210 per cent in comparison with 
the pre-war tonnage averaged from 1910 to 1913, although sev- 
eral of them showed decreases compared with the corresponding 
period in 1920. The enormous gain in percentage was in rye, 
for which there is a lessened demand in this country, because, 
according to the reports of prohibition enforcement officers, 
Europe is now making the beverage for which rye is a neces- 
sary ingredient. Corn, in 1921, showed a big decline, but all 
the petroleum products held up, in value, although not in quan- 
tity, above the 1920 figures. The quantitative analysis, the re- 
port suggests, shows that we have not lost the markets gained 
during the war, although the prices, as a rule, were not so high. 

i. Te. Ei. 


COMMISSIONERS REAPPOINTED 


The Trafic World Washington Bureau 


The Senate committee on interstate commerce voted Decem- 
ber 20 to recommend to the Senate confirmation of the nomina- 
tions of Commissioners Aitchison and Hall, which were sent to 
the Senate December 19 by President Harding. 

It is understood no opposition to Commissioner Aitchison’s 
reappointment developed in the committee but that Senator La- 
Follette and some of the southern senators expressed opposition 
to reappointment of Commissioner Hall. 

The opposition of the southern senators to Hall, it was said, 
was based on their desire to have a southern Democrat appointed 
on the Commission in Hall’s place. 

The Senate adjourned December 22 until January 3 without 
acting on the nomination of either Mr, Aitchison or Mr. Hall. 
It had been expected that action on Mr. Hall would be delayed, 
but that Mr. Aitchison would be confirmed. They will, there- 
fore, cease to be commissioners January 1, but the confirmation 
of both is expected when the Senate reconvenes. 


SENATE COMMITTEE HEARINGS 


The Trafic World Washington Bureau 


Action by the Senate interstate commerce committee on the 
Capper and Nicholson bills, on which hearings have been prac- 
tically completed, is not expected early in the new year. Representa- 
tives of the Commission will appear before the committee early 
in January and then the hearings will be declared closed. It 
is believed that action by the committee with respect to intra- 
state rates will be deferred until the Supreme Court decides the 
Wisconsin rate case. That decision, or a decision in one of the 
other intrastate cases that have been argued, is expected to be 
handed down within the next few months. 

There also appears to be doubt as to whether the commit- 
tee will act soon on the question of repealing or modifying sec- 
tion 15-a. The agricultural bloc may be able to bring such 
pressure to bear as will bring about action by the committee one 
way or the other on that question. But it is not helieved that 
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the committee will act hastily on either of the questions before 
it. 

The railroads, the security owners, the Railway Business 
Association, the Chamber of Commerce of the United States, ana 
Walker D. Hines, former Director-General of Railroads, appealed 
to the committee not to change the transportation act and these 
appeals made an impression on the members of the committee 
who heard them. The impression prevails among those who 
have followed the railroad legislative situation that the commit- 


tee will go slow with regard to making important changes in 
the act. 


THE CUMMINS 





INVESTIGATION 


The Trafic World Washington Bureay 


Representatives of the railroad brotherhoods in Washington 
regard as doubtful this week whether any other witnesses for 
the brotherhoods would appear before the Senate interstate 
commerce committee in the Cummins inquiry into the railroad 
situation which was begun last May. Frank R. Warne, con- 
sulting economist for the train operatives, in his recent ten-day 
session with the committee, submitted a voluminous statement 
covering all phases of the railroad situation from the railroad 
brotherhood point of view. It is understood that copies of that 
statement will be mailed throughout the country by the brother. 
hoods. It had been the intention of the brotherhood leaders 
to appear before the committee, but they have made no definite 
plans along that line, it was said. 

Former Director-General McAdoo probably will appear as 
a witness before the investigation is declared closed. Senator 
Cummins is in Iowa for the holidays and will return to Wash- 
ington early in January. 

Just what value a report by the committee on its investi- 
gation would have is regarded as problematical, as the facts 
with regard to the railroad situation generally have changed 
since the railroads presented their case last summer. When 
the railroads were presenting their case to the committee Sen- 
ator Cummins made the declaration that it was obvious that 
rates could not be reduced in the’‘face of the showing then 
made. Recently he took the position that rates must come 
down. That is indicative of the change that has taken place 
since the inquiry was begun. The inquiry afforded the rail- 
roads the means of telling the country why they thought rate 
reductions could not be made at a time when the demand for 
reductions was growing. It afforded the railway brotherhoods 
the opportunity to criticize the railroad managements. 


APPOINTMENTS TO COMMISSION. 


The Traffic Club of Pittsburgh, whose membership repre- 
sents industrial and transportation interests of Pittsburgh and 
contiguous territory, has adopted the following resolution: 


Whereas, the Interstate Commerce Commission exerts a potent 


influence on the prosperity of the country and our railroads, be it 
therefore 


Resolved, by the Traffic Club of Pittsburgh, that the President of 
the United States, in making future appointments of members to the 
Interstate Commerce Commission, be urged to give favorable consid- 
eration to men who, due to previous knowledge, training and experi- 
ence, are especially fitted for such service and that appointments be 
not made wholly in the interest of particular individuals or localities. 


. MILEAGE BOOK BILL 


The Trafic World Washington Bureau 


On motion, Senator Robinson of Arkansas, the Senate, De 
cember 22, without debate, agreed to discharge the interstate 
commerce committee from consideration of Senate Bill 848, 
providing for the issuance of mileage books at two and a half 
cents a mile, and to take up the bill January 11. Senator Rob- 
inson said a number of senators and representatives had intro- 
duced such measures and that the Senate committee had con- 
sidered the bill, but had taken no action on it. He said passage 
of the bill would be of great immediate benefit to both the 
railroads and the country. The high cost of railroad travel and 
high freight and express rates, he said, were throttling the 
business life and the commercial development of the country 


ASK ELIMINATION OF SECTION 15A 


The amendment of the interstate commerce act so as to 
eliminate section 15-a, and so as to provide for state jurisdiction 
over intrastate rates, is asked by the Commerce Association of 
Aberdeen, S. D., in resolutions adopted. The following is 4 
degest of the resolutions: 


That séction 15A of the act be eliminated. 

That the act be so amended as to preserve to the state com- 
plete jurisdiction over intrastate rates, fares, charges and facilities 
of common carriers. 

That jurisdiction of the Interstate Commerce Commission over 
reparation be retained. , 

That necessary legislation be enacted requiring the Railroad 
Administration to pay straight overcharge claims on shipments mov- 
te a the period of federal control, presented prior to January 

That power of the Commission to postpone and suspend any rate, 
fare or charge for a period of 120 days, with an additional period of 
six months, when necessary, be restored. 
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KANSAS RATES AND CHARGES 


In a report on further hearing in No. 11916, Kansas Rates, 
Fares and Charges, written by Chairman McChord, promulgated 
in mimeographed form without opinion or page numbers, the 
Commission interpreted the order issued by it when it displaced 
rates made by the Kansas commission because they discrimi- 
nated against interstate commerce. 

The carriers and the Kansas commission, informally asked 
for an explanation of the order authorizing the application, 
within Kansas, of the rates prescribed by it in Ex Parte No. 
74. In that order the Commission said: 


It is further ordered, that nothing in this order shall be construed 
as requiring or authorizing any common carrier to establish, put in 
force, or maintain any rate, fare, or charge for the transportation of 
passengers or property in intrastate commerce which is greater than 
its corresponding rate, fare, or charge applicable to the transporta- 
tion of passengers or property in interstate commerce from, to, or at 
the same points in effect on the date hereof, or greater than its cor- 
responding rate, fare, or charge contemporaneously in effect and 
applicable to the transportation of passengers or property in inter- 
state commerce. 


The Kansas court of industrial relations obtained a re 
straining order forbidding the carriers to put into effect rates 
which they proposed as being in compliance or consonance with 
the permission. The court’s order was dissolved August 10, 
whereupon an informal petition for an amendatory order or 
explanation as to the meaning of the words “corresponding rate, 
fare or charge.” The Kansas commission suggested that the 
yard stick for state rates be the interstate rate for comparable 
distance. That would have resulted, the Commission said, in 
the use of the lowest possible rate, as under the rule laid down 
in the Cashman law of Minnesota. The Commission said that 
that would be an inadmissible basis. 

The Commission held that the thing to do, in the making of 
state class rates, would be to use the interstate scale prescribed 
by it, and in the making of commodity rates, to use the basis 
used in making interstate rates where the volume of traffic 
showed the rates were made for use by the people engaged in 
shipping the given commodity. To illustrate that point, the 
Commission took the linseed meal adjustment from the Missouri 
River points and said that that should be used in making rates 
within the state where conditions were comparable. 

Kansas objected because there were no joint class rates 
within the state under the Commission’s order, but the Commis- 
sion retorted that that was a condition which had existed long 
before the Commission had authority to remove discriminations 
against interstate commerce and indicated that, in its estima- 
tion, that was not a good point for the Kansas authorities to 
make. The federal body said the question of joint rates was 
not in issue, and even if it were, the record would not afford a 
basis for decision as to them. 

The Commission specifically made findings on cement, say- 
ing that whatever scale was found suitable for scale III terri- 
tory should be used in making rates for that part of scale III ter- 
ritory within Kansas; as to gypsum rock, the holding there being 
the rates from Oklahoma points into Kansas; coal and linseed oil 
meal. The carriers and the Kansas Commission came to an 
agreement as to broomcorn, horses and mules, and vinegar. 


No order was issued in the case other than one eliminating 
from the order of the Commission displacing Kansas commission- 
made rates of the words “or authorizing” in the part of the 
order hereinbefore set forth. 


RATES ON BULL-WHEEL ARMS, ETC. 


A condemnation of unreasonableness and an award of repara- 
tion, as to rates on wooden bull-wheel arms, cants and pins, from 
Parkersburg, W. Va., to destinations in Kansas, Oklahoma, Texas, 
and Louisiana, has been made in a report on No. 11542, Parkers- 
burg Rig and Reel Co. vs. A. T. & S. F. et al., opinion No. 7277, 64 
I. C. C. 568-74. They were held unreasonable to the extent that they 
exceeded contemporaneous lumber rates, no matter how the lum- 
ber rates from Parkersburg might be made. The finding relates 
to all shipments made since June 24, 1918, the day before Gen- 
eral Order No. 28 became operative. The finding, rather com- 
plex, is as follows: 


We find that the rates on wooden bull-wheel arms, cants, and 
Pins, in carloads, from Parkersburg to the destinations named in 
the complaint, viz., Atlanta, Augusta, Burns, and Eldorado, Kans., 
Caddo, Homer, Lewis, Mansfield, and Shreveport, La., Billings, Black- 
well, Drumright, Garber, Hominy, Okmulgee, Pawhuska, Quay, Tulsa, 
Walters, and Wilson, Okla., Texas common points as described in 
agent Leland’s tariff I. C. C. No. 1212, and Houston, Galveston, and 
Beaumont, Tex., points, as described in agent Leland’s tariff I. C. C. 
No. 1215, have been since June 24, 1918, are, and for the future will 
be unreasonable, in instances where lumber rates from Parkersburg 
were or are constructed by a differential over the lumber rates from 
St. Louis to the respective destinations, to the extent that they ex- 
ceeded or may exceed the lumber rates so made; and where this 


differential adjustment was, or is not in effect, to the extent that 
they exceeded or may exceed rates composed of the sixth-class rate 
from Parkersburg to East St. Louis and the commodity rates on 
lumber from East St. Louis to the respective destinations; and that 
the rates assailed have been since June 24, 1918, are, and for the 
future will be unduly prejudicial to the extent that they exceeded 


or may exceed the rates contemporaneously maintained on lumber 
from and to the same points. 


RATES ON LOGS 


The Commission has awarded reparation in No. 11849, Wil- 
low River Lumber Co. vs. Director-General, as agent, and C. 
St. P. M. & O., opinion No. 7278, 64 I. C. C. 575-6, on a finding 
that rates on logs during federal control from Beebe, Haw- 
thorne and Gordon, Wis., to Hayward, Wis., were unreasonable 
to the extent that they exceeded 3.5 cents per 100 pounds, mini- 
mum 60,000 pounds. Charges were assessed on six carloads 
from Beebe and four from Hawthorne at the applicable lumber 
rate of 7.5 cents and on 23 carloads from Gordon at the ap- 
Plicable rate of 9 cents. The Commission said rates for the 
transportation of logs for manufacture and reshipment over the 
rails of the carrier having the inbound haul were often lower 
than the lumber rates between the same points. 


RATES ON NEWSPRINT PAPER 


The Commission has dismissed the complaint in No. 12010, 
Tribune, Inc., et al. vs. Butte, Anaconda & Pacific, Director- 
General, as agent, et al., opinion No. 7274, 64 I. C. C. 557-62, find- 
ing that rates on newsprint paper from points in Oregon and 
Washington to destinations in Montana are not unreasoable or 
unduly prejudicial. The Commission also held that the mainte- 
nance of rates on newsprint paper from points in the Portland, 
Ore., group to Denver, Colo., lower than to Billings, Mont., and 
other intermediate points in contravention of the long-and-short- 
haul rule of section 4 had not been justified and denied fourth 
section relief, effective April 1, 1922. The report embraced 
Fourth Section Application No. 349. 


D. T. & L COAL REDUCTIONS 


Disruption of the coal rate adjustment in the great central 
soft coal field of the country by Henry Ford’s railroad, the 
Detroit, Toledo & Ironton, has been forbidden by the Commis- 
sion. In a report, written by Commissioner Esch, one of the 
chief framers of the interstate commerce law, the Commission 
said: “The interstate commerce act is designed not only to 
cure violations thereof, but to prevent them * * *, Undue 
prejudice and preference may be brought about as readily by 
reducing one of two related rates as by increasing the other 
rates.” 

In the opinion of the Commission, Ford’s railroad was pro- 
posing to reduce one of two related rates, without regard to the 
effect upon the other railroads and the other shippers, and 
without regard to the general public interest. Therefore it 
has ordered the Detroit, Toledo & Ironton to cancel, by January 
30, schedules filed to become operative September 3, but sus- 
pended until January 1 and later to January 31. 

Suspension was brought about by the protest of the North- 
ern West Virginia Coal Operators’ Association and others. They 
alleged that if the reduced rates were allowed to become op- 
erative, they would be placed at a disadvantage in competing 
with operators who might be able to ship from points on the 
Detroit, Toledo & Ironton, in the Jackson and Ironton fields. 

The Ford road filed the schedules without consulting the 
railroads which it had joined in making joint rates from fields 
other than the Jackson and Ironton. Commissioner Esch, in 
his report, said that only two of the 47 coal-shipping stations 
in the Jackson field were on the Ford railroad. Not all the 
shipping points in the Ironton field are on it. 

In effect, therefore, the Ford proposal was that as to coal 
originating on the Ford road, rates lower than those prescribed 
by the Commission would apply, but that as to coal originating 
on roads other than the Detroit, Toledo & Ironton, but sent 
over its rails by its connections, it would charge the higher 
rates established by the Commission. As before set forth, it 
made no effort to have the other railroads, partners with it in 
the establishment of joint rates, agree to a lowering of the 
joint rates to which it was and still is a party. The history of 
the case, as outlined here, was recited by Commissioner Esch, 
who then continued as follows: 


For many years differences in the rates between the Ohio and 
the inner crescent groups have depended upon differentials which, as 
a result of a controversy between the shippers from these competi- 
tive districts, were fixed_by us_after an exhaustive investigation in 
Bituminous Coal to C. F. A. Territory, 46 I. C. C., 66. This rate 
adjustment is again before us in No. 12698, Southern Ohio Coal Ex- 
change vs. Chesapeake & Ohio Railway Company et al.; and as the 
result of a petition filed by certain carriers, including the Detroit, 
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Toledo & Ironton, we have instituted an investigation, No. 12851, In 
the Matter of Intrastate Rates on Bituminous Coal within the State 
of Ohio, with respect to the propriety of increasing the intrastate 
rates on bituminous coal within the state of Ohio to the basis of the 
interstate rates. These cases were consolidated for hearing with 
the instant case, with which they are closely related, but because 
of the fact that the act requires us to give preference to suspension 
proceedings over all other questions pending before us and to decide 
such proceedings as speedily as possible, we will proceed to a dis- 
position of this case in advance of the others, which require more 
extended consideration, but without prejudice to any action that we 
may hereafter take in the cases now pending. 3 

The reduction contemplated by the suspended schedules is merely 
a part of a general reduction in the interstate and intrastate rates 
of respondent on all commodities. Ali other reductions in its inter- 
state rates have been allowed to become effective. For the first 
seven months of 1921 the coal tonnage produced by the mines on 
respondent’s lines was 30,000 tons, or about 3.5 per cent of the total 
tonnage handled by it during that period. The total coal tonnage 
originating with respondent is small compared with the total coal 
tonnage produced in the Ohio and the crescent districts. In pro- 
posing the reduction on coal respondent was aware of the fact that 
we had fixed differentials between the various competitive groups of 
mines of which the mines served by it are a part. It admits that 
the proposed reductions were predicated entirely upon its ability to 
handle traffic at a profit and without any consideration of the exist- 
ing rate adjustment. or financial condition of the other carriers. 
Respondent participates in joint rates from other competitors dis- 
tricts, and concedes that unless the other coal-carrying roads serv- 
ing other Ohio mines and the inner crescent should make correspond- 
ing reductions in their coal rates, there would be no _ substantial 
justification from the standpoint of a proper rate relationship for the 
reduction proposed by it. 

The financial condition of respondent at this time might warrant 
the proposed reduction, provided the issue could be determined 
solely upon that basis. But as we have frequently said, and as 
shippers themselves have frequently urged, a proper rate relation- 
ship between competitive groups, particularly on such a commodity 
as coal, is in many respects of greater importance to the shipping 
public than the measure of the rate itself. The suspended shedules 
involve only respondent’s local coal rates which are but a few of the 
many coal rates, joint and local, interwoven in the rate structure from 
the mines already described. Thus viewed we wou!d not be war- 
ranted in permitting the establishment of rates which would disrupt 
the rate relationship fixed by us and which has existed for many 
years. 

The proposed rates, if allowed to take effect, would substantially 
widen the differential heretofore fixed by us between rates from the 
affected Ohio mines and the inner crescent.. The rates from com- 
peting mines within the Ironton and Jackson groups to Toledo, De- 
troit, and other points of destination shown in the suspended sched- 
ules have also for many years borne a fixed relation. As already 
observed, with the exception of mines in the Ironton group which 
take rates 10 cents higher, competing mines in southern Ohio take 
the same rates to Toledo, Detroit, and other points of destination 
shown in the suspended schedules. 

The interstate commerce act is not only designed to cure viola- 
tions thereof, but also to prevent them, and in Suspension of Rates 
on Packing-house Products, 21 I. C. C., 68, decided June 2, 1911, we 
asserted the power to suspend proposed reductions in rates in any 
case where such suspension would operate to prevent an apparent 
discrimination. Undue prejudice and preference may be brought 
about as readily by reducing one of two related rates as by increas- 
ing the other rate. 

We are of the opinion and find that the proposed reductions 
without corresponding reductions in rates from mines within the 
Jackson and Ironton groups served by respondent and other carriers 
under joint rates and also corresponding reductions from mines in 
other Ohio groups and mines in Pennsylvania, West Virginia, Ken- 
tucky, and Tennessee served by respondent and other carriers under 
joint rates, would result in undue preference of mines on respond- 
ent’s line in the Jacksonsand Ironton groups and in undue prejudice 
to other mines in those groups, to mines in other Ohio groups, and 
to mines in Pennsylvania, West Virginia, Kentucky, and Tennessee, 
served by respondent and other carriers under joint rates. 

An order will be entered requiring the cancellation of the sched- 
ules under suspension. 





RATES ON CRACKERS AND COOKIES 

Examiner Bronson Jewell, in a report on No. 12297, Iten Bis- 
cuit Company vs. Missouri Pacific et al., has recommended a hold- 
ing that the rates on crackers and cookies, in carloads, from 
Omaha to St. Joseph, Kansas City and Topeka were and are un- 
reasonable, because, among other things, the rate to St. Joseph 
for 132 miles was on a parity with the rate from St. Louis for a 
distance of 414 miles. Jewell said that such an adjustment was 
unwarranted. But he said reparation should be denied, because 
two of the rates assailed were the result of a general readjust- 
ment of rates, while the rate to Topeka, the third under assault, 
necessarily was influenced by the other two. 


TRANSIT ON GRAIN 


A finding of undue prejudice and an order to remove it have 
been recommended by Examiner P. F. Gault in a report on No. 
12880, Dean Mill Co. vs. Missouri Pacific et al. The complainant 
alleged that the failure to accord transit on grain and grain 
products originating on the Mobile & Ohio between St. Louis and 
Cairo, and destined to Louisiana points, was unreasonable and 
unduly prejudicial, because transit was accorded on such traffic 
originating between St. Louis and Cairo on the Missouri Pacific. 
The examiner agreed that there was undue prejudice and recom- 
mended its removal. 


TENTATIVE REPORT CORRECTED 

Owing to a typographical error, the report of Examiner Paul- 
son’s recommendation in No. 12477, Massachusetts Oil Refining 
Co. vs. Boston & Albany (Traffic World, Dec. 10, p. 1191), was 
incomplete. It was intended to say that, as to fuel oil, Paulson 
had recommended a holding that the rates were neither un- 
reasonable nor unduly prejudicial, and that reparation on account 
of the unreasonable rates on refined oil should be made to the 
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basis found reasonable—namely, the mileage scale in use from 
Providence and other points from which the complainant met 
competition in the marketing of its refined oils, plus an allow- 
ance of two miles for the haul to the main line of the New 
Haven; that the defendants other than the Fore River Railroad 
had opposed the establishment of a through route and joint 
rate arrangement on the ground that no public demand for it 
had been shown, because the complainant was the only one 
asking for it. . 





RATES ON STONE 


An award of reparation has been recommended by Examiner 
H. J. Wagner in a tentative report on No. 12930, Carney Cement 
Co. vs. Director-General, as agent, and Chicago, St. Paul, Min- 
neapolis & Omaha, on a finding that charges on stone, during 
federal control, from complainant’s quarry near Mankato, Minn., 
to complainant’s plant at Mankato, were unreasonable to the ex- 
tent that they exceeded $5 a car. The shipments, numbering 200, 
were moved under a charge of $13.80 per car, based on the ap- 
plicable rate of $5 per car, plus 1 cent per 100 pounds, and a 
weight of 88,000 pounds, or 10 per cent above the marked 
capacity of the cars used. 





STORAGE ON FRUITS AND VEGETABLES 


Examiner Burton Fuller has recommended dismissal of the 
complaint in No. 12850, J. H. Dashields & Co. vs. Director-Gen- 
eral, as agent, on a finding that storage charges on fruits and 
vegetables at Bolton Station, Baltimore, Md., were not unrea- 
sonable or otherwise unlawful. 


C. & 0. RAILROAD CONTROL 
The Trafic World Washington Bureau 


Acquisition by the Chesapeake &- Ohio Railway Company of 
control of the railroad of the Chesapeake & Ohio Railway Com- 
pany of Indiana, by lease, has been approved and authorized by 
the Commission. Authority was granted the Chesapeake & Ohio 
to assume obligation and liability, as lessee, in respect of $7,711, 
000 of first mortgage gold bonds of the Chesapeake & Ohio of In- 
diana, by agreeing: (1) to pay the principal and interest of said 
bonds as when due; (2) to perform all the covenants and condi- 
tions of the mortgage securing them; and (3) to indemnify and 
hold the lessor harmless from forfeiture or liability by reason of 
any breach of such covenants and conditions. 

The railroad of the Indiana extends from Cincinnati to a point 
on the Indiana-Illinois state line at Hammond, Ind., and obtains 
entrance into Chicago through trackage contracts covering lines 
from Hammond. The Chesapeake in 1910 caused the Indiana to 
be incorporated and at that time acquired $5,998,800 par value of 
the capital stock of the Indiana, being all of its issued and out- 
standing stock excepting 12 shares held by directors and other 
individuals, and also acquired all the outstanding bonds of the 
Indiana amounting to $7,711,000, and is now the owner of all the 
said stock and bonds, the Commission said. 

The companies represented that the proposed lease would 
enable the Chesapeake to operate the line of the Indiana more 
efficiently and that it would relieve the applicants of the neces- 
sity of formal compliance with the requirements of section 10 of 
the Clayton anti-trust act which would be applicable to them un- 
der the present status. 


TENN. CENTRAL REORGANIZATION 
The Trafic World Washington Bureau 


Caldwell & Co., an investment and brokerage corporation 
of Nashville, Tenn., has filed with the Commission, on behalf of 
the Tennessee Midland Railroad Company, a corporation about 
to be formed for the purpose of acquiring the Tennessee Central 
Railroad, a petition asking authority to issue bonds and com- 
mon stock under the program of reorganization of the Tennes- 
see Central property, which is now in the hands of receivers. 
A request for a loan of $1,500,000 from the government also is 
embodied in the application. It is proposed that the new com- 
pany shall have an authorized bonded indebtedness of $6,000,000 
of first mortgage 6 per cent bonds and 75,000 shares of stock 
of the par value of $100 each. It is proposed to issue bonds 
in the sum of $2,150,000 to the holders of prior lien bonds of 
the Tennessee Central and to holders of receivers’ certificates. 
It is also proposed to sell or to pledge to the government bonds 
to raise $1,500,000 in cash, $500,000 of which will be used to 
satisfy receivers’ debts not evidenced by receivers’ certificates 
and to the satisfaction of court costs and other debts; to issue 
an additional $650,000 of bonds to meet indebtedness, and the 
balance of the authorized bonds, it is proposed, shall be re 
served for issue on account of betterments and improvements, 
extensions and additions to road and equipment. The cutstand- 
ing obligations of the old company are given as $4,014,000. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for October, 
1921, shows 11,484 cars held overtime—a percentage of 05.36— 
as against 13,654, or a percentage of 06.30, for October, 1920, 
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THE GENERAL RATE INQUIRY 


The Traffic World Washingtcn Bureau 


A schedule making it sure that the Commission’s general 
rate inquiry will continue to the last of February, at least, and 
probably into March, was announced by the Commission, De- 
cember 21. Definite assignments of time extending from Janu- 
ary 11 to February 22 were carried in it. The schedule is 
shorter than the tentative schedule made up by Charles E. 
Elmquist, chairman of the steering committee of the shippers. 

The brevity, however, is more apparent than real. No time 
was set for rebuttal testimony by the carriers nor was any 
effort made to set a day for argument. The announcement 
said, however, that the argument would be made before the 
hearing was closed, so the customary briefing of the testimony 
by the parties to the controversy will not take place. 

The time for resumption of the hearings was put off two 
days, from January 9 to January 11, so as to allow the division 
holding them to participate in the conferences of the Commis- 
sion which are regularly scheduled for the first two Mondays 
and Tuesdays of January. Inasmuch as January 2 will be a 
holiday in all government offices, there will be no conference 
on January 2. 

Time for argument was not set because it was intended 
to have the item of “other commodities” remain flexible, so as 
to accommodate any late comers who might come knocking at 
the door at the eleventh hour. As a rule labor leaders and 
those professing to speak for the “public interest’ come in at 
a late hour demanding to be heard. The Commission always 
listens to them, although in all its experience it has never had 
any real illumination from any of them on the subjects under 
discussion. 

The schedule, and explanatory notes, as promulgated by the 
Commission, are as follows: 

The further hearing of this matter will be had at Washington on 
the following dates and in the following order: 

Jan. 11-14—Direct testimony of carriers. 

Jan. 16-18—Cross examination of carriers’ witnesses. 

Jan. 19-20—Coal and coke. 

Jan. 21-23—Ore, furnace materials and iron and steel articles. 


— 24-25—Sand and gravel, brick, lime, cement, gypsum and 
asphalt 

Jan. 26-27—Lumber and forest products. 

Jan. 28—F'ertilizer and materials, sulphuric acid, phosphate rock. 

Jan. 30-Feb. 4—Testimony of public and shippers as to general 
aspects of case. 

Feb. 8—Vegetable oil and soap. 

Feb. 9—Grain, flour and agricultural products. 

Feb. 10—Live stock and packing-house products. 

Feb. 11—Petroleum and petroleum products. 

Feb. 15—Canned goods and wholesale groceries. 

Feb. 16-17—Fruits and vegetables. 

Feb. 18—Milk, cream and dairy products. 

Feb. 20—Beverages and beverage containers, waste material. 

Feb. 21-22—Other commodities. 

Announcement will be made of dates for carriers’ rebuttal evi- 
dence and for oral argument during but before the hearing is closed. 

While there will be no disposition to limit the presentation of 
relevant testimony, it will be necessary to adhere as nearly as prac- 
ticable to the schedule herein announced. The testimony should be 
confined to outstanding facts. Cross examination of witnesses should 
as nearly as practicable be carried on in each instance by one counsel. 

Attention is directed to the fact that the date of the further hear- 


ing has been postponed from January 9, as heretofore announced, to 
January 11 


Shippers and others who propose to attend the hearing for the 
purpose of active participation therein should promptly advise the 
undersigned of the time desired and of the character of testimony 
to be dealt with, unless that has already been done. 

The Commission has not the power to fix absolutely the 
time of a complainant, in formal case, beyond which he may 
not go in presenting testimony. It is believed, however, that 
it has the power to say how much time shall be spent in pre- 
senting facts in a general inquiry such as it is conducting. 

Applications for time filed with Charles E. Elmquist, chair- 
man of the steering committee of shippers, when added to the 
time tentatively allotted for the completion of the railroad side 
of the case and for the cross examination of witnesses for the 
railroads,- would carry the hearing to February 27 before argu- 
ments could be begun. 

When shippers who have an idea that stability in rates 
is the thing most to be desired, lerned that time requested to- 
talled enough to carry the hearings to the end of February, 
they gasped. In the ordinary course of briefing, arguments, 
and consideration by the Commission, the use of so much time 
would mean running the case practically to the beginning of 
summer. While it is not a certainty, it is believed that the 
Observations of John S. Burchmore at the beginning of the 
session of December 17 were inspired by the fact that he knew 
of the big demands for time made by certain classes of ship- 
pers and his purpose was to draw the attention of the Com- 
mission to the probability that if it did not take steps to pre- 
vent, it would have a case rivalling the Tennyson brook. 

Before that time there had been some tension among ship- 
pers and their attorneys (especially the attorneys) because 
some interests were demanding much time and what to others 
Seemed special consideration. That feeling was not improved 
by the intimations that had come of a coalition of the railroads, 
the farmers, and some manufacturing interests, loosely made 
at the conference at the Racquet Club December 9. Nothing 
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at the conference at the Racquet Club December 9, told of 
elsewhere. After the fact that such a conference had been held 
became known, the inclination of representatives of many 
classes of shippers was to have the time shortened for testi- 
many in the inquiry so the Commission could make an early 
decision on the big question, which is whether it has the power 
to order further general reductions. 

Mr. Benton, general counsel for the state commissions, in a 
bulletin to members concerning the Commission’s general rate 
inquiry, said: 


Upon suggestion of the committee, I would request that each com- 
mission which intends to take part in the hearing advise me to that 
effect, and indicate, as nearly as may be practicable, the amount of 
time, if any, which it will desire for the presentation of evidence. In 
order also that the president may be advised as to the wishes of com- 
missions generally, it is desired that each commission which is of 
the opinion that a conference should be held of interested commis- 
sions before the resumption of the hearing in January, shall inform 
me to that effect. 


I have entered my appearance for the association, and also for 
such particular state commissions as have so requested. If any state 
commission desires me to enter particular appearance for it, I would 
request to be so instructed. 

It is apparent that the carriers will devote themselves principally 
to the making of a record intended to secure from the commission a 
report which will operate to discourage the institution of further ap- 
plications for rate reductions, and to prevent favorable action upon 
such applications if made. 

It is the opinion of most of the commissioners in attendance here 
that the results of this investigation will be of such importance in 
their application in future rate cases, that evidence presented should 
be carefully analyzed, and proper action taken to guard against the 
reaching of any erroneous conclusions. 


New England Showing 


A special presentation of facts intended to show that the 
New England carriers cannot possibly stand for a reduction in 
rates, of a general character, was made by Benjamin Campbell, 
vice president in charge of traffic for the New Haven, at the De- 
cember 15 afternoon session of the general rate inquiry. He was 
the first traffic man to follow Mr. Shriver, who presented the pic- 
ture of the condition of eastern carriers from the point of view 
of the accounting officers. 

Time allotted to the eastern district traffic men was given to 
Mr. Campbell for his special presentation. Thomas C. Powell, 
vice president of the Erie, made the presentation for the railroads 
in trunk line territory. He did not include anything pertaining 
to New England. That method of presenting the facts with re- 
gard to the railroads in the eastern district emphasized, to those 
familiar with the effort of the New England roads to obtain larger 
divisons, the separation that is growing up between the carriers 
east and those west of the Hudson River and the fact that the 
New England railroads are insisting, as much as they may, on 
being treated separately. Mr. Campbell excluded the Boston & 
Albany, controlled by the New York Central, from his figures. 

Based on the return to the carriers since Ex Parte No. 74, 
Mr. Campbell said, it was impossible to give affirmative consid- 
eration to the question of the Commission as to whether, if the 
present rates were found to be unreasonable, a reduction should 
be made on all rates or on specified commodities or descriptions 
of traffic. He denied that the present rates were throttling the 
movement of basic commodities. He said that whenever it was 
shown to the New England carriers that rates were stopping the 
flow of traffic, they were receiving immediate attention. 

Since the operative date of Ex Parte No. 74 rates, he said, 
there have been 1,390 rate revisions in New England, of which 
1,297 have been reductions. No attempt has been made, he said, to 
calculate the effect of either reductions or advances. It was his 
idea that the increases had not resulted in increase of more than 
$25,000 in revenue. The reductions cost probably several hundred 
thousands of dollars. His idea was that if a test could be made 
it would be found that a great many rates would be adjudged un- 
reasonably low. 


“The existing rates are the product of rates existing prior to 
the increases of recent years,” said he. “Prior to them, the rates 
were undoubtedly considered reasonable, and they, accordingly 
cannot be adjudged otherwise at this time, in view of conditions 
which actuated the regulatory bodies to grant the several in- 
creases that have brought them to their present level.” 

As to what might or should be done with rates in the future, 
Mr. Campbell suggested that when the time arrived and the car- 
riers’ financial condition permitted a revision of rates, it should 
be made only after an improved general rate structure has been 
established in eastern territory. 

“The structures in C. F. A. and New England territories were 
revised several years.ago as far as it was practicable to do so, 
but on account of the Trunk Line situation, they fell short of 
completion,” said the witness. ‘Due to this condition, the New 
England roads have been prevented from earning several million 
dollars per annum otherwise permitted by the Comninission’s au- 
thority, I, C. C. 9953. These facts, coupled with the inadequacy of 
the share of the joint rates with carriers west of the Hudson 
River, constitute a heavy financial handicap to the New England 
roads. 

“When the freight rate structure is put into the condition 
that it should be, there will be an improved relationship between 
the classes and commodities, as well as trade centers, and a more 
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equitable distribution of the transportation charge. Thereafter, 
when rate reductions may seem justifiable, having consid- 
eration for the carriers’ financial condition, the operation will be 
more simple and trade disturbances less involved. Until a 
stable rate structure is established, the prospect is good that 
freight rate readjustments and reductions in revenues, as now 
made by the carriers, will keep full pace with the ordinary de- 
creases in operating costs. 

“It will prove of great economic value, if, when future gen- 
eral reductions in freight rates are made, they are confined as 
far as practicable to carload shipments, and the carload mini- 
mums increased, except in instances where an actual hardship 
would be imposed. 

“It is of greater benefit to the producer or manufacturer to 
have such reductions as are made apply to carload shipments, 
which carry the raw material and fuel, rather than upon the man- 
ufactured product. 

“The promotion of business in carload lots serves to ex- 
pedite the movement of freight, as contrasted with shipments in 
less than carloads, which, because of the scattering volume, must 
in large degree pass through transfer handling points and are, 
accordingly, unavoidably longer in transit than carload shipments. 

“Because of economy in the use of equipment, involving a 
less investment in rolling stock and in terminals and less train 
service, it is important that cars be loaded as nearly to their 
carrying capacity as practicable, and minimums should not be 
held down, as they in large degree now are, because commercial 
custom necessitates a low minimum in some cases, as for instance 
that of the dealer who may be unable to finance, or has not 
the storage room for, or cannot find a market for a carload of 
property of the car carrying capacity. Damage and pilferage to 
property transported in carload units is greatly less than is true 
of less than carloads. 

“The less the cost can be made for conducting the railroad 
business, the less the charge for the service will need to be to 
promote and maintain the efficiency of the carriers in serving 
their patrons. 

“When the carriers’ financial condition will permit the con- 
sideration of a reduction in passenger fares, it probably will be 
conceded that the one way fare should have first attention, but 
it should be borne in mind that these fares carry the load of a 
substantial volume of low rated traffic in the form of trip, com- 
mutation and other similar forms of tickets which do not yield 
the proportionate share of the transportation cost that they fairly 
should, and some readjustment of price of this type of ticket will 
merit consideration. 

“In the year 1920, the class of ticket referred to required, on 
the New Haven Railroad, 33 per cent of the service but only 
yielded 14.7 per cent of the passenger revenue. 

“The average passenger fare in New England, at the present 
time, is 2.776 cents per mile. 

“Any class of business that fails to yield its proportionate 
share to the required total revenue of the carrier becomes a bur- 
den upon other traffic to the extent that it so fails, The express 
and mail traffic, and low rated passenger traffic, stand in that 
position.” 

Gerritt Fort, vice president of the Boston & Maine, supple- 
mented what Mr. Campbell presented, by an analysis of the an- 
swers to the Commission’s questions as follows: 

“Since this hearing has been called, a systematic canvass 
has been made of representatives of the principal industries of 
New England, for the purpose of ascertaining their views upon 
the inquiries contained in paragraphs one and twelve. This can- 
vass has included a number of industrial leaders, traffic managers 
or representatives of many important manufacturing concerns, 
representatives of industrial and commercial organizations, com- 
missioners of agriculture of several of the New England states 
and several leaders of arricultural organizations. The result of 
this inquiry justifies the statement that the consensus of New 
England opinion is: 

“First, That the present rates are not unreasonably high, in- 
asmuch as they fall far short of producing the return contem- 
plated by the Transportation Act. It should be said in this con- 
nection that while the agricultural interests are in sympathy 
with his view they do object to the recent reduction in inter-terri- 
torial rates on certain specific agricultural commodities and to 
the refusal of the New England roads to apply this reduction tc 
traffic originatng and terminating in New England. 

“Second, That it is of vital importance to New England in- 
dustry that the roads which serve it receive sufficient revenue to 
enable them to furnish reasonably adequate and efficient service 
and that this cannot be done if there is to be a general reduction 
in rates at this time. A number of those interviewed stress the 
matter of service as being of much greater importance than that 
of rates and in several instances the growth of motor truck com- 
petition is attributed to the fact that necessary economies on t 
part of the New England railroads have affected their local 
service to a point where motor trucks are used in preference, not 
because of the lower rates named by the trucks, but by reason 
of more prompt movement and convenient delivery. 

“Third, That the depression in business conditions is due 
largely to causes which have no connection with railroad rates 
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and that while the present high level of rates may, in some in- 
stances, operate to curtail traffic, railroad rates are but one fac. 
tor and a relatively unimportant one in the lack of a market for 
commodities which New England produces. 

“Fourth, That in any instances where it can be shown that 
the present rates stifle the movement of traffic, the railroads 
should give prompt and special consideration to the question of 
making ‘suitable reductions. 

“Fifth, Many of those interviewed place great importance on 
maintaining the rate relationships between New England and 
competing territories and stipulated that if their views were 
quoted at this hearing they must be coupled with a statement 
that if reductions are made in other sections of the country com- 
petitive with New England, the same reductions must be applied 
to New England. 

“As to question 12, making inquiry if rates are found to be 
unreasonable, (a) should a general reduction in all rates be re- 
quired, or (b) should readjustment be required in the rates on 
specified commodities or descriptions of traffic? , 

“While there is some difference of opinion among those who 
have been consulted a majority hold the view that any readjust- 
ment in rates should be made on the basic commodities, such 
as coal and important raw materials, rather than by a horizontal 
reduction in all rates.” ; 


Trunk Line Carriers 


In behalf of the trunk line carriers, Mr. Powell said that the 
condition of the country was not due to the freight rate. The 
freight rate, he said, was only one of the factors, The great 
trouble was the inability of those needing things to buy them, par- 
ticularly those in Europe. They still needed many of America’s 
products but they could not buy them because of the lessened 
value of their currency. On the other hand, he said, the world 
production of crops had increased because Europe had got back 
to producing. Europe’s resumption of production, he said, had 
lessened the demand for the surplus in this country and it was 
the surplus that fixed the price. Mr. Powell also showed that one 
of the reasons for the lessened demand for corn was that a 
smaller quantity was used for distilling purposes. 

“The world production of wheat,” he said, “has been greater 
than ever before. Therefore, relief from the low prices for corn 


- and wheat cannot come from the foreign demand, and, while pro- 


duction in this country has been increasing, population has not in- 
creased as fast as was expected.” 

In support of the declaration about population, Mr. Powell 
submitted a mass of figures. ; 

As to fruits and vegetables he showed that, whereas early in 
the year dire predictions were made that the crops could not be 
marketed, recent market reports showed that the producers made 
satisfactory profits. Official reports he pointed out, showed that 
California fruits had been selling for fancy prices recently, in the 
eastern markets. He also said that the lessened consumption of 
meats had led to a depresion in the live stock industry. 

“Attempts to break down the revenues of the carriers,” he 
said “do not benefit the country as a whole, and yet the govern- 
ment has sent large sums to encourage forms of transportation 
which compete with the railroads.” 

No reasonable reduction in freight rates, he said would en- 
courage the export of coal and recent rumors of expected reduc- 
tions in coal rates had a serious effect on the market. It had been 
the opinion of eastern traffic executives, recently, that conditions 
were improving, but the widespread expectation that rates were 
going to be reduced had tended to hold off a great deal of buy- 
ing. He read from a number of trade papers in which the 
market reporters said rumors and expectations of reduced 
freight rates had had much to do with holding back orders. 

It is the position of the eastern trunk lines that the present 
rates do not yield an adequate return and in general are not un- 
reasonably high, Mr. Powell said. He added that it was their 
opinion that passenger fares were reasonable. While the increase 
in fares had, doubtless, caused the loss of some short haul travel 
to automobiles, the general volume of travel had not been affected 
by fares so much as by the effect of the general reduction in the 
amount of business being done. They did not contend, however, 
Mr. Powell said, that rates should remain inflexible and when- 
ever a shipper could show the traffic officials that a rate inter- 
fered with business, a sincere effort would be made to correct it. 
However, he said, the carriers had been deterred from making 
some reductions experimentally by their fear that other shippers 
would ask similar treatment, although there might be no relation 
between the rates involved. 


Shippers’ Committee 


At the close of the hearing December 15 Commissioner Hall 
announced on behalf of the shippers the following members of 
the shippers’ general committee appointed by Mr. Elmquist: 


Charles E. Elmquist, chairman, Western Pine Manufacturers 
Association, Northern Pine Manufacturers Association; W. H. 
Chandler, President, J. H. Beek, Secretary, National Industrial 
Traffic League; C. E. Cotterill, Southern Traffic League; Clifford 
Thorne, American Farm Bureau Federation; S. H. Cowan, South- 
west Livestock Association; R. S. Fulbright, Southwestern Traffic 
League, Southern Pine Association; John Callahan, National Coal 
Association; Frank A, Carnahan, Southern Hardwood Traffic Asso- 
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ciation, California White & Sugar Pine Association; California Red- 
wood Association; F. M. Renshaw, Ohio State Industrial League; 
F. B. Davis, petroleum interests; G. N. Brown, paving, brick, etc.; 
Ww. C. McCullough, West Coast Lumbermans’ Association; Wilbur 
LaRoe; Francis B. James, brick, sand, gravel, etc.; C. S. Bather, 
furniture interests; D. W. Thomas, Virginia iron and coal industry; 
Charles Sizemore, American Association of Nurserymen; J. Harry 
Covington, National Canners Association; P. B. Price, Illinois Dairy- 
men Association; George H. Cushing, American Wholesale Coal Asso- 
ciation; and John S. Burchmore, cement, coal, vegetable oil, soap 
and packing houses. 


Powell Resumes 

An estimate that eastern railroads, on the normal volume of 
pusiness, would lose $100,000,000 of revenue per annum by rea- 
son of reductions made by them since August 26, 1920, was 
given to the Commission at the morning session December 16 by 
T. C. Powell, traffic vicespresident of the Erie 

State commissions, particularly in Ohio and Michigan, W. C. 
Maxwell, traffic vice-president of the Wabash, told the Commis- 
sion, have reduced rates on a considerable volume of traffic, 
and such reductions are having a marked effect on the revenues. 

“Unless relief is obtained, the interstate rates will be broken 
down and this will result in a further large loss of revenue to 
the carriers,” Mr. Maxwell added. 

Formal objection to the introduction of testimony concern- 
ing state rates was made by John S. Burchmore, but Commis- 
sioner Hall, presiding over the division conducting the hearings, 
overruled that objection. Burchmore based his objection upon 
the fact that the order of the Commission instituting the general 
inquiry specifically excludes state rates. Mr. Hall said that, 
of course, the inquiry was limited to rates subject to the jurisdic- 
tion of the Commission, but that any facts tending to show the 
facts with regard to the rates so subject was desirable and there- 
fore admissible. 

The estimate of a loss of $100,000,000 of revenue was made 
by Mr. Powell, not because he had planned to give an opinion 
on that point, but because Commissioners asked him questions on 
the point and the shippers followed the lead of the Commission- 
ers. Commissioner Lewis was particularly interested in obtain- 
ing estimates of the effect of reductions on the revenue. 

When Powell had made that estimate or guess, Fayette B. 
Dow suggested that during the holiday recess Powell make up 
the list of commodities on which reductions had been made or 
ordered, with an estimate as to the revenue that would be lost. 
George N. Brown suggested that the chances were that the re- 
ductions would increase rather than decrease the revenue be- 
cause the chances were that as to the vast majority or rates 
which had been reduced no traffic moved on them until the re- 
ductions were made. 

Powell, prior to that time, had cited several reductions to 
show that the lowered rate was not followed by any stimulation 
in business. In particular he said the twenty-five per cent re- 
duction in export and iron steel rates by eastern carriers had 
not resulted in any increase in business. It had, however, forced 
reductions from Chicago. 

Substantial reductions, the witness contended, had been 
made and in support of that declaration he cited reductions 
which were mentioned in The Traffic World either at the time 
they were ordered or were made effective. Some were made to 
met competition, the various kinds of which he mentioned, such 
as barge, Panama Canal and motor truck lines. 

“Eastern railroads generally are not trying to drive the motor 
truck out of the short haul business,” said the witness. Answer- 
ing Commissioner Hall, he said he was not speaking for the New 
England roads, which, it is understood, believe it part of wis- 
dom to fight the motor trucks. He denied that reductions were 
made chiefly to retain business. He said many had been made 
under pressure, but they did not have an effect on business, as 
had been promised. 

“Rumors of prospective reductions in rates, even though 
not justified, have had an immediate and paralyzing effect upon 
many business transactions,” said he. He cited as an example 
of the power of injurious misinformation, the disturbing effect 
of incorrect reports as to the situation in cotton. He declared 
that an expectation of immediate general reductions in freight 
rates had been spread broadcast throughout the country, with 
the result that normal transactions of business had been seri- 
ously disturbed. As evidence of this he cited numerous quota- 
tions from current business periodicals of the following char- 
acter: “Bradstreet—‘Possible freight rate cuts cause cross cur- 
rents in buying.’ ” 

“Financial Chronicle—‘Meanwhile the outlook for something 
rd a cut in freight rates naturally holds up buying for the time 

ing.’ ” ; : 

“Tron Age—‘The general expectation that an early reduction 
will be made in freight rates on iron and steel is now the con- 
trolling influence in the market. Its chief effect in the past week 
has been to check new business.’ ” 

He added that, appreciating the harmful effect upon business 
of such uncertainty, the eastern traffic executives had recently 
announced that no reductions would be made in Trunk Line 
or Central Freight Association territory, on coal, coke, fluxing 
Stone or dolomite. He continued: 

“The chief executives of the principal carriers in an ad- 
dress to the public dated November 16, 1921, reviewed the situa- 
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tion and as evidence of their good faith in wishing to do every- 
thing possible to restore prosperity, announced a ten per cent 
reduction in the carload rates on certain basic agricultural 
products. Wherever these rates had not already been reduced 
as much as ten per cent since September 1, 1920, and to remove 
uncertainty and any apprehension that the rates might be ad- 
vanced abruptly, it was stated that this reduction would con- 
tinue for an experimental period of six months from January 
1 to June 30, 1922. Coupled with this statement was the warn- 
ing that the effect of this reduction is merely conjectural and 
that an adverse result of the experiment would be disastrous 
not only to the railroads but to the public, whose supreme need 
is adequate transportation. 

“The executives made the further proposition that any 
actual reduction in wages would be passed on to the public in 
the reduction of existing railroad rates in so far as such re- 
ductions had not already been made.” 

Mr. Powell concluded by saying: “The traffic officials can 
find no justification for the thought that railroad rates as they 
stand today are adversely affecting business or that a reduction 
in said rates would stimulate or revive business. Some other 
remedy must be found. 

“The carriers believe that in the aggregate rates will be 
found reasonable and if that is true the Commission should 
announce that conclusion, with the expectation that the agita- 
tion in the country will cease. This will leave the way free for 
any application from an individual shipper to be handled on its 
merits and with due regard to the revenue of the carriers.” 

Voluminous exhibits were put in by Mr. Maxwell in sup- 
port of his fundamental proposition that rates in the aggre 
gate in the eastern district do not yield a reasonable return 
for the service rendered, based on present operating costs. He 
was speaking specifically for the Central Freight Association 
lines, which, he said, notwithstanding the low returns had never- 
theless made thousands of reductions, the percentages of the 
reductions running as high as 67 per cent. Some state rates, 
in Ohio and Michigan, he said, had been ordered to levels lower 
than prior to Ex Parte No. 74 and only a little above the level 
ordered by Director-General McAdoo. 

He read into the record the list of reductions compiled by 
Commissioner Lewis, printed in The Traffic World, which Repre- 
sentative Sanders of Indiana had had published as a public 
document, supplementing what Lewis compiled by the big re- 
ductions ordered since its publication. Reductions in rates men- 
tioned specifically by him caused losses in revenue, he said, as fol- 
lows: Wabash, $1,233,034; Nickel Plate, $875,000; Pennsylvania and 


- Panhandle, $5,800,000; New York Central, $3,053,353; Big Four, 


$768,781; Erie, $1,250,000; Pere Marquette, $515,000; New Haven, 
$365,000; Boston & Maine, $274,000; Lackawanna, $990,720; Ann 
Arbor, $95,608; Grand Trunk Western, $418,000 and Delaware & 
Hudson, $200,187. 

Illuminating his charge about the work of the Ohio and 
Michigan commissions, he called attention to the fact that they 
had followed the federal commission in Ex Parte No. 74, while 
Illinois and Indiana had not. [Illinois and Indiana, therefore, 
were ordered by the federal body to fall into line. Ohio and 
Michigan fell into line and then began making rates over which 
they had retained jurisdiction, with the result that the inter- 
state structure is seriously threatened by what they are doing. 
Every man expects interstate rates to be brought down to the 
level of the lowest state rate, he said. 


Suspension of Hearing 


The first part of the Commission’s general inquiry into 
freight rates, passenger fares and other impositions of the 
railroads, and its own power to order further general reductions, 
came to an end December 17, instead of four days later, as 
planned by the Commission. It came to an end because the 
railroads were not prepared to continue. They had used up all 
the statistical date gathered by them. They had not been able 
to assemble answers to all the questions asked by the Com- 
mission in its suggestions as to the scope of the inquiry. 

In the four days used by them the railroads put into the 
record figures and estimates by accounting officers and traffic 
men. Only two general statements were made in their behalf, 
one by Alfred P. Thom in his discussion of the railroad motion 
for a rehearing in the western grain rate case, and the other in 
the general inquiry, by Howard Elliott. 

When the hearing was resumed, January 11, R. H. Aishton, 
president of the American Railway Association, will make a 
general statement about efficiency and the economies practiced 
by the railroad managers since the return of the transportation 
property to its owners, and especially since the increase of 
rates allowed in Ex Parte No. 74. Another important witness 
will be John B. Walber, who attends to labor matters for the 
railroads generally, and, therefore, is better known in the cham- 
ae of the Railroad Labor Board than in those of the Com- 

ssion. 

It was intended to have Mr. Aishton take the stand De- 
cember 19, but to save time it was suggested that it would 
be just as well to have him appear as the first witness at the 
adjourned session as the last at the original. Clifford Thorne 
said that that change would be allright if Mr. Aishton did not 
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include statistical matter in his remarks; otherwise he desired 
to hear him before the recess for the holidays. Commissioner 
Hall suggested that, inasmuch as Mr. Aishton is an operating 
man, he probably would not have too many statistics to be 
comprehended without intense study. 

The commissioners holding the hearing declined to require 
the carriers to furnish statistics for which Mr. Thorne had 
asked on the ground that they still had much work to do to 
supply the materials requested by the Commission. Among the 
things asked by Mr. Thorne was a bringing up to date of the 
statistics regarding the amount of stocks and securities out- 
standing in the hands of the public. The last compilation of 
the Commission’s bureau of statistics showed a total of capital 
issues of that kind of $16,359,000,000 outstanding in the hands 
of the public. George M. Shriver, in his statistical statement, 
put the total at about $20,000,000,000, Thorne said. 

“All the provisions of the transportation act relating to rates 
are based on value of the property and not on capitalization,” 
observed Mr. Thom; “therefore, what Mr. Thorne is asking is 
irrelevant.” 

Commission Hall agreed with him, but suggested that pre- 
haps the Commission, through its bureau of finance and the 
statistical force could supplement the data so as to show whether 
the amount of capital issues in the hands of the public is as 
great as Mr. Shriver said. 

Another request made by Mr. Thorne was for figures .for 
a constructive year, to be furnished by the western and southern 
railroads, such as Mr. Shriver had produced in a sketchy form 
for the eastern carriers. Fred H. Wood, for the’ western car- 
riers, said that that would require thirty days’ time and the 
issuance of another questionnaire to be answered while the 
railroad men were trying to prepare answers to questions pro- 
pounded by the Commission. Commissioner Hall said that the 
commissioners present were not inclined to order the prepara- 
tion of such material, but that they thought the shippers would 
appreciate the courtesy if the railroads would comply with that 
request, without too much labor and expense. 


Nothing of a startling character was brought out in the four 
days of testimony taking. The railroads, in elaborate form, put 
before the shippers and the Commission the facts that have 
trickled out to the public from the compilation of the reports 
they make to the Commission, and from the analyses of the 
Commission’s compilations, made by the Bureau of Railway 
Economics, chief of which are that the railroads are making a 
net much smaller than section 15-a of the amended interstate 
commerce law says would be a reasonable return on the value 
of the property devoted to transportation service; that they 
are making a better show of net income than they should by 
deferring repair and replacement work to the absolutely essen- 
tial; that the volume of traffic has steadily fallen, with occa- 
sional spasmodic upward thrusts, since November, 1920; that there 
have been thousands of reductions in freight rates, the effect of 
which cannot be more than hastily estimated, without conducting 
such a laborious search that the statistical officers could not do 
anything else for many months. 


Only one definite bit of information that was absolutely new 
was brought out, but that was not in the testimony. It was 
the announcement by Alfred P. Thom, made in answer to ques- 
tions, that it was the intention of the railroad executives to 
make the 10 per cent general reduction in rates on products of 
the range, farm, orchard and garden operative December 31. 
The day after that announcement was made, the Commission 
denied the motion for a rehearing in the western grain case. 
That denial was interpreted as meaning that the Commission 
would not substitute the 10 per cent reduction for those ordered 
by it in the western grain rate case. The Commission, in its 
announcement, did not mention the request of the carriers for 
the substitution, thereby leaving the way technically open for 
further announcement if it considered anything that might hap- 
pen before the end of the year as warranting it in saying any- 
thing more about the subject. 


At the close of the session of December 17, the Commission 
announced that it had considered the motion or application of 
Samuel H. Cowan and other representatives of the grain and 
live stock interests for a reopening of Ex Parte No. 74. Com- 
missioner. Hall said that before the application had been made 
it had considered reopening Ex Parte No. 74 and decided instead 
to institute the instant proceedings. He said it was not in ac- 
cordance with the rules to make a motion to reopen a case in 
the course of the hearings on another case. But he said that 
if Mr. Cowan desired to pursue his motion he could do so by 
filing it in Ex Parte No. 74, and notifying the adverse parties. It 
was not a direct denial but it was equivalent thereto, because, 
if the motion is docketed in Ex Parte No. 74, it will have no 
standing in this case, if the mere fact of handing a copy to the 
commissioners ever gave it any standing. 

Another development, brought to public attention December 
17, was that the steering committee of the shippers was hav- 
ing trouble in its efforts to bring about a co-ordination of effort 
and understanding among those supposed to take advice from 
it as to how their side of the case should be presented. Alarmed 
lest the verbosity of witnesses should defeat what they conceived 
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to be the primary purpose of the proceeding—a speedy determina. 
tion of the questions raised by the Commission—the members of 
the committee called a meeting for the evening of December 16 
to map out what should be done. The meeting did not ac. 
complish anything other than the creation of more questions to 
oe answered by the Commission. 

Wide divergence of views, it was found, existed among the 
shippers because each interest deemed it necessary to have a 
full presentation made as to the adjustment in rates that should 
be made to put it in a condition of normality. The views ex. 
pressed, it seemed, meant that the case would have to be dragged 
on until spring, if not into the summer. 


Burchmore Asks About Scope 


With a view to bringing the matter into shape for decision 
by the Commission, John S. Burchmore, at the morning session 
of December 17, interrupted the railroad side of the case by ad- 
dressing the Commission and asking for a more precise definition 
of the scope of the inquiry. He said: 

We have assumed that the purpose of this proceeding is to 
enable the Commission to make an early and authoritative an- 
nouncement to the country as to the true transportation situa- 
tion, with definite findings as to the reasonableness of the present 
rates as a whole; the ability of the carriers to stand a genera] 
reduction in rates and revenues; the need of the public for gen- 
eral reduction on any or all commodities; and, if a general reduc- 
tion is warranted or necessary, a further announcement that it 
should apply uniformly on all commodities or only on certain 
particular kinds of traffic, such as agricultural products, or road 
building materials, etc. 

The importance of an early determination of these matters 


already has been emphasized in the testimony of railroad wit- 
nesses. 


There seems to be a real danger that this case will develop 
into such a complex and extended affair that its purpose may be 
defeated by the delay. 

There is a general uncertainty as to the scope of the in- 
quiry and the character of the showing that will be permitted 
from each industry or group of shippers. At the same time there 
is a general impression that representatives of certain interests 
who have been quite active recently in trying to obtain reduc- 
tions intend putting in more or less extensive testimony ad- 
dressed to the rates on their particular commodities with a view 
to obtaining special reductions on their freight, regardless of the 
ability of the carriers to stand a general reduction. 

To permit certain interests to pursue the matter in that 
way and deny others the same right and opportunity would, of 
course, be unfair; and to hear all may defeat the first purpose of 
the investigation. 


In order that the scope of this inquiry may be fully and 
clearly understood, and various groups of shippers enabled to 
decide whether they should participate by testimony, and if so, to 
what extent, we ask the Commission to define by an announce- 
ment the extent to which it will consider and therefore receive 
evidence concerning the reasonableness of rates on a commodity 
or related group of articles; second, the extent to which shippers 
will be expected to resort to formal complaints as a better method 
of obtaining definite orders affecting the rates on individual com- 
modities; and if the Commission recommends such complaints 
rather than participation in this case as the better method for 
trying out particular commodity bases, what assurance may we 
have now that the decision herein will not in any degree preju- 
dice such complaints if and when brought and submitted for 
decision. : 

Commissioner Hall said the Commission thought it had made 
it fairly plain that this was a general survey which did not pre- 
clude any complaint. Counsel should judge for themselves, he 
said, whether their interests would be best protected by a show- 
ing in this proceeding or in a formal complaint; that the Com- 
mission hoped the case would not be continued indefinitely; that 
it wanted to know about groups of commodities and that such 
testimony would not necessarily exclude testimony about a par- 
ticular commodity. The inquiry, however, he added, was gen- 
eral. The Commission, however, would consider what Mr. Burch- 
more had said, although it had not thought the scope of the in- 
quiry was at all indefinite. 


Chairman Elmquist said the steering committee would en- 
deavor to reach some kind of an agreement on the questions 
raised by Mr. Burchmore. Mr. Fulbright, another member of the 
steering committee, approved the raising of the question by Mr. 
Burchmore because he thouhgt it not within the province of the 
committee to undertake to say what time should be allotted to 
each industry or what should be considered in this proceeding 
and what by formal complaint. George N. Brown said he rep- 
resented an industry that desired two and a half hours to show 
that the rates it was asked to pay were absolutely prohibitory. 

The shippers did not go into specifications as to the indus- 
tries which, according to Mr. Burchmore, were planning to put 
in extensive testimony addressed to their rates with a view 
to obtaining special reductions, regardless of the ability of the 
carriers to stand a general reduction. Lumber, coal and agri- 
cultural products shippers have been active, but Burchmore de- 
clined to indicate whether they were the ones he had in mind, his 
idea being to have the Commission say what it thought, and 
thereby obviate the necessity for naming the classes of shippers 
he feared would try to use unreasonable amounts of time in 
presenting their views as to rates on the commodities in which 
they are interested. 

The state commissions will co-operate with the general ship- 
pers’ committee in the presentation of the shippers’ case it 
the general rate inquiry, according to an announcement by the 
committee representing the commissions. 

“There appears to be no one in these proceedings other than 
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state commissions who will give any special attention to the pas- 
senger fare problem,” the committee said. “It seems to be the 
unanimous opinion of the states present that this is peculiarly a 
problem of the state commissions in this case. There are many 
and varied questions involving,rate making arising in this pro- 
ceeding, and involving interpretations of the act to regulate 
commerce that may have considerable influence on future rate 
cases. It is the opinion of this committee that it is imperative 
that the states make an effective presentation of their views 
in this proceeding. 


Condition of Southern Carriers 


In behalf of southern carriers, George W. Lamb, statistician 
for the Association of Railway Executives, at the afternoon ses- 
sion of December 16, presented the figures showing their poor 
financial condition. Including the railroads in the Pocahontas 
region, the southern railroads, with property valued at $3,010,- 
870,881, failed by $88,000,000 of earning enough to give a return 
of 6 per cent on their valuation in the year ended September 30, 
1921. Their earnings were equivalent to a return of 2 per cent, 
including the Pocahontas region, but only 1.8 per cent, exclusive 
of the railroads in that region. 

“From an accounting standpoint the present rates are not 
unreasonably high and they afford the carriers a wholly inade- 
quate return on their property,” said he. “Until a substantial 
reduction in expenses is procured no reduction, is warranted. 
Since the beginning of November there has been a substantial 
slump both in traffic and revenue.” 

In concluding testimony for Ceneral Freight Association 
lines, W. C. Maxwell, vice-president of the Wabash, said that the 
revenue from automobiles, their accessories and gasoline prob- 
ably about equaled the loss in short-haul traffic caused by auto- 
mobile trucks. He was positive, however, in his opinion that the 
automobile had caused a substantial reduction in passenger rev- 
enue derived from short hauls. 

In answer to a question by Commissioner Lewis he said it 
seemed a discrimination in favor of the man who could dig up 
$60 or $70 at one time to pay for a two or three thousand mile 
book as against the ‘‘poor devil” who desired to travel 40 or 50 
miles in a day coach. Commissioner Lewis said he inquired 
about mileage books because the argument had been made that 
the sale of mileage books at less than the basic fare encouraged 
= travelers and thereby created business for the rail- 
roads. 

C. R. Capps, first vice-president of the Seaboard Air Line, 
who spoke for the southern carriers, said the southern railroads, 
for the same reasons that had been mentioned by the eastern 
lines, could not stand a general reduction of rates. In the twelve 
months ended with September, he said, they earned a net of 
$42,800,000, or enough to pay 2 per cent on the value of their 
property. That was $88,000,000 less than enough to give them a 
return of 6 per cent as contemplated by law. 

Notwithstanding their poor condition, the witness said, the 
southern railroads, since the decision in Ex Parte No. 74, have 
made thousands of reductions, not in commodities that do not 
move in volume, but on cotton, which is one of the heaviest items 
of traffic in that region. To show the reductions that had been 
made Mr. Capps submitted a stack of paper, typewriter letter 
size, a foot high. He did not try to say how many had been made. 
The compilation also showed some increases, made on commodi- 
ties which had had unreasonably low rates. The aim of the 
southern carriers had been to eliminate such rates and they 
thought they had done so, but he said he had no doubt but that 
he would find, on his desk on Monday, notes about rates that 
were not high enough to pay the cost of the service performed 
for them, plus a reasonable profit. 

The witness threw up his hands in despair, figuratively 
speaking, when Commissioner Lewis asked whether he or any 
one else could take that stack of papers and figure from them 
the loss in revenue that had resulted from the reductions. 

“T don’t know of any way to do that,” said he. “To illus- 
trate: Suppose there had been a rate of $30 a ton on mussel 
or oyster shells from Florida to St. Louis, but no movement 
under that rate until it had been reduced to $8 per ton and then 
55,000 tons moved. In recasting the bills on that traffic a loss 
would be shown, while as a matter of fact there had been a gain. 
Estimates might be made, but they would not be based on a 
check of those papers. They would be based on experience.” 

Answering the Commission’s interrogation as to prospects, 
Mr. Capps said the South was uncertain as to when to expect 
a return of prosperity, except as to peanuts. Continuance of the 
present customs tariff, he was positive, would give the peanut 

grower a reasonable assurance of a good market. Just to show 
how hard hit the South had been he called attention to the fact 
that the margin, in that part of the South for which he was 
speaking, in gross revenue for the cotton grower, between the 
low price of 1920 and the high price of this year, was $383,809,000. 
The margin between the highest price of 1920, 40.5 cents per 
pound, and the highest of 1921, 10.5 cents per pound, was $677,- 
000,000, a shrinkage of $150 a bale. 

Mr. Capps went through the whole list of southern products 
to show the vast reduction in the buying power of the southern 
farmers, including in his survey not only farm products, but also 
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lumber and phosphate rock, and the consumption of commercial 
fertilizers. As to fertilizers, the consumption in 1920 was 
4,794,000 tons, while this year it was only 2,625,000. That meant 
less raw material, so to speak, for the railroads to haul, and less 
of the finished product to move out. 

As to lumber, he said that much that during the war years 
went all rail, is going by water, the Pennsylvania using water 
transportation for its ties from Jacksonville, Fla., to Philadel- 
phia. He cited one movement from Georgetown, S. C., to the 
north of 3,563,000 feet, by water, at $7 per thousand. The bill 
presented by the carrier by water was $24,941. The all-rail bill 
would have been $41,421. The tonnage moves by schooner, 
barges and tramp steamers, and not in the regular coastwise 
line boats. 

Commissioner Lewis wanted to know whether the high rail 
rates inhibited movement by railroad. Mr. Capps suggested that 
the railroads could not meet the rates of carriers of that kind. 
Answering a question by Mr. Aitchison, Mr. Capps said the 
rates of carriers by water were back to nearly the pre-war level. 


Western Railroads 


The western railroads presented their side of the case at 
the afternoon session of the last day. Their witnesses were 
L. E. Wettling, the manager of their statistical bureau, a veteran 
in many cases of this kind, and Edward Chambers, vice-president 
of the Santa Fe, who had been known longer to the Commission 
than Mr. Wettling. The latter presented two statistical exhibits 
which he explained, in a forty-minute continuance on the witness 
stand. Mr. Thorne asked him many questions as to how the 
figures were made up and requested the furnishing of figures 
Mr. Wettling had not thought necessary to include in a showing 
as to the financial condition, else his time on the stand would 
have been shorter. 

For the first ten months this year, he said the net operating 
income of the western roads was $249,383,000, which was at the 
annual rate of return of 3.7 per cent on their tentative valuation. 
That this was realized at the expense of the properties was 
shown, Mr. Wettling said, by the fact that the western carriers 
reduced their expenditures for maintenance of way and struc- 
tures 30.8 per cent and for maintenance of equipment, 16.7 per 
cent, compared with the same period in 1920. 

Mr. Chambers appeared for thirty-five railroads in the west- 
ern and mountain-Pacific groups. He discussed both passenger 
fares and freight rates, and answered the Commission’s inquiries 
as follows: 

1. Are the present rates reasonable in the aggrgate under 
Section 1 or other provisions of the Act, either in the country 
as a whole, or in the several territorial rate groups? Are the 
rates on specified commodities or descriptions of traffic reason- 


able? If not, to what extent are they unreasonable? This, of 
course, includes passenger traffic. 


“The net revenues of carriers in Western Classification ter- 
ritory as a whole are not sufficient to meet their financial re- 
quirements, and in amount are not up to what the law entitles 
them to receive. Therefore, we must assume that the rate struc- 
ture as a whole, both freight and passenger, is not at this time 
unreasonably high. 

“The basis for existing rates on specified commodities or 
descriptions of traffic was fixed originally by voluntary action 
of carriers or order of State Commissions or Interstate Commerce 
Commission, and the rates have been increased from that basis 
by General Order No. 28 and Ex Parte 74. Therefore, we must 
accept the rates as they stand today in a general way as being 
no more than reasonable in volume and fairly related. 

“As to passenger fares, it is also our judgment that the 
present level is not unreasonable, and that a reduction in the 
present basis would not stimulate traffic to the extent that the 
possible increase in travel would offset the losses in revenues 
that would result from a reduction in the present charges. 

“The surcharge is an extra charge due to the fact that the 
cost of transporting passengers in sleeping or parlor cars is 
relatively higher than in coaches. The surcharge figures about 
one-third of a cent per mile and, for convenience, is made one- 
half of the charge for sleeping or parlor car accommodations. 
It is a transportation charge, separate from the charge for sleep- 
ing or parlor car accommodation, and the revenue accrues en- 
tirely to the railroads. 

“The surcharge was established after a careful study had 
developed that sleeping and parlor car passengers were not pay- 
ing their proper share of transportation costs. The difference 
between the cost of transportation in sleeping and parlor cars 
and in coaches is perhaps better understood when it is stated 
that the average load carried in sleeping or parlor cars is fifteen 
persons and the average for coaches is twenty-five. The average 
weight of a coach is about 100,000 pounds; sleeping and parlor 
cars weigh 180,000 to 150,000 pounds. With an average load of 
fifteen passengers in sleeping or parlor cars, and twenty-five pas- 
sengers in coaches—and these are the averages for all cars— 
the railroads carry about 9,500 pounds of weight per sleeping 
or parlor car passenger, and 4,000 pounds weight per coach pas- 
senger. It will be noted that, based upon the relative capacity 
and weight of equipment, the average weight per passenger in 
sleeping or parloar cars approximates two and one-half times 
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the weight per coach passenger, and while the weight is, of 
course, not the sole measure of expense, it is a very large part 
of it. On railroads in the United States, sleeping or parlor car 
passengers are less than five per cent of the total number 
carried. 


5. To what extent have rates been (a) further increased 
and (b) reduced since general increase of 1920? This should be 
shown by individual lines, by territorial rate groups and by 
classification territories. 

“(a) There has been no important increase in freight rates, 
and none whatever in passenger fares, in Western Classification 
territory above the authorized increase of 1920. 

“(b) There have been a great many changes in specific in- 
dividual freight rates, and some changes in sets of freight rates, 
as indicated by exhibits that will be introduced. Practically 
all these changes have been reductions and are results of every- 
day considerations by freight traffic officers and some by orders 
of the Interstate Commerce Commission. Some of the reduc- 
tions are due to readjustments; some to restoration of former 
relationships, and others to the usual reasons which always have 
controlled in the making of freight rates. We do not take the 
position that there may be no individual freight rate that is too 
high, judged by customary standards, nor that there may not 
be some rate that is too low by the same analysis. The exhibits 
referred to show that as the meritorious instances are called to 
our attention they are being corrected, at least in so far as re- 
ductions are concerned. As to rates that, in our judgment are 
too low, existing economic conditions have served to deter action 
for the present toward proper readjustment. The exhibits re- 
ferred to, showing changes in freight rates on individual lines 
in western territory, will also be supplemented by an exhibit 
showing changes in Western Classification ratings since Ex Parte 
74, the big bulk of the changes, which, it will be noted, are 
numerous, being in the nature of reductions in ratings. 

“As to reductions in passenger fares: In keeping with the 
practice that existed when the basis fare was three cents per 
mile or less, the carriers have continued the policy of making 
concessions for seasonal excursions. These excursion fares cover 
practically the entire country, as, for instance, summer or winter 
excursion fares to Pacific coast, Colorado, Utah, New Mexico, 
Texas, Florida, Minnesota, Wisconsin, Michigan, etc., and to At- 
lantic coast resorts, and national parks. The basis for summer 
excursion fares has generally been one and onethird fares for 
the round trip, yielding approximately 2.4 cents per mile. 


“Another large class of reductions, following the previous 
practice, has been made for conventions of all kinds, many of 
them national in scope. Convention fares have. been made for 
a total of some fifteen hundred of these conventions since Sep- 
tember 1, 1920, approximately thirteen hundred of which were 
at points in the western district, and two hundred at points out- 
side of the western district. For the Grand Army of the Republic, 
United Confederate Veterans and the American Legion, a rate 
of one cent per mile was made which, in our judgment, is not 
sufficient to pay the cost of service. The carriers, however, as a 
matter of public policy, contributed toward the success of the 
national conventions referred to. 


6. What decrease in gross and net operating revenues (1) has 
resulted and (2) may be expected to result from reduced rates 
which have become effective since August 25. 1920? State 
separately. 


“It must, of course, be appreciated that it is a very difficult 
matter to arrive at the figures even approximately because of 
changes in the movement of particular commodities in one period 
as compared with another. To arrive at anything like actual 
figures would require investigation as to actual tonnage moving 
in connection with each rate reduction. By reference to the 
exhibits that will be introduced showing rate reductions, it will 
readily be understood what a Herculean task it would be to 
make a definite reply either to question number one or to ques- 
tion number two. Our estimate as to the reduction in gross 
freight revenue resulting from rate changes since August 25, 
1920, using tonnage for the year ended September 30, 1921, as 
a basis for the estimate, is $37,500,000 in western territory, and 
our estimate for the reduction per annum in the event the ten 
per cent reduction on agricultural products is made effective, is 
an additional $45,000,000 per annum, which would make the 
total reduction, based on a year’s tonnage in western territory, 
$82,500,000. 

“In arriving at these estimates we addressed an inquiry to 
each of the thirty-five important lines in western territory, ask- 
ing them to make an individual estimate in each instance cover- 
ing their own line. 


6. (c) What changes have there been in the volume of traffic 
since August 31, 1920, and what are the prospects for the future? 
What has been the effect of rate changes upon the volume of 
traffic since that date? 


“The total volume of traffic increased for several months 
after August 31, 1920, then began to go down and has been drop- 
ping more or less since, although at times it has shown an 
increase, but rarely up to the previous year. The prospects for 
the immediate future are not very encouraging for any con- 
siderable increase in traffic. While we hope that the bottom 
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has now been reached, the November and December reports are 
very discouraging and we anticipate no substantial increase in 
tonnage before the coming of spring. The volume of traffic has 
not been materially affected, one way or another, by rate changes 
since August 31, 1920. Economic conditions are very largely 
responsible for the shrinkage in the volume of traffic. For ex- 
ample, building operations at Chicago, where practically all the 
necessary materials except lumber are produced within the city 
limits, are no different than in the country generally. 

“Increased passenger rates have not lessened travel to the 
extent of lowering net revenue. People paying full tariff rates 
today are largely those who can afford to do so and those travel- 
ing on business. The greater falling off in regular passenger 
traffic is in the coach travel, where comparatively short hauls 
are involved and where the volume of the increase is in no way 
burdensome. . 

“The economic conditions that have obtained in this country 
and in the world at large since the great war have been the 
most important factor in retarding the movement of traffic. 
True, the cost of transportation is an item of expense in com- 
merce that must be given consideration, but there are so many 
other items of expense and so many other conditions that enter 
into trade that it is not fair to charge responsibility for de- 
crease in business to alleged high rates. 


7. What readjustments, if any, following Increased Rates, 
1920, have not been, but should be, effected? 


“The long-established and generally recognized relationships 
in freight rates which were forced out of line by Ex Parte 74 
percentage increase have, with but few exceptions, been read- 
justed. The unadjusted relationships are having active con- 
sideration. There have been many requests from shippers for 
readjustment of increased differences in rates which have been 
disposed of on individual merits. We do not consider that a 
mere difference in cents per one hundred pounds in rates, when 
increased, is a relationship that should necessarily be readjusted. 
A recognized relationship or differential is such as fixed by 
agreement between carriers and shippers, or betwen the car- 
riers themselves, or prescribed by state commissions or the 
Interstate Commerce Commission. 


12. If rates are found to be unreasonable in the aggregate 
in the country as a whole, or in one or more territorial rate 
groups (a) should a general reduction in all rates be required 
or (b) should readjustment be required in the rates on specified 
commodities or descriptions of traffic? 

If rates are found to be reasonable in the aggregate, but un- 
reasonable on specified commodities or descriptions of traffic, what 
readjustment should be required? 


“The carriers are not likely to be in position for some time 
to consider a general reduction in all rates. When the financial 
condition of the carriers will permit, it is our judgment that 
first consideration in the direction of a reduction should be ap- 
plied to specified commodities, among the great staples which 
are recognized as most important to the economic situation of 
the country and where the reduction would result in the great- 
est benefit to the public. It is true that the carriers are now 
before the Interstate Commerce Commission proposing to reduce 
the rates ten per cent on the most important agricultural prod- 
ucts, but this proposition has not been submitted as warranted 
by our financial situation, but because we realize that the agri- 
cultural industry is in dire need and in the interest of all con- 
cerned we are proposing to make a contribution toward the 
anticipated rehabilitation of that industry, and also in the hope 
that our future operating costs will offset this reduction in our 
present revenues. . 


“To decide fairly what might be done, it would be neces- 
sary that the entire rate structure be analyzed, both class and 
commodity, to determine what rates, if any, are unreasonably 
low and should be advanced, and what rates, if any, are unreason- 
ably high and should be reduced. There is no uniformity in the 
freight rates throughout the country, except in a very limited 
way. The class and commodity rates are different in the dif- 
ferent states, and different in the individual states. The present 
rate structure is the result of many years of rate-making by 
carriers, by state commissions and by the Interstate Commerce 
Commission. Usually the consideration by rate-making authori: 
ties has been of a certain rate or set of rates and not with 
any view of uniformity in the rate structure as a whole. 


“It can readily be understood that the necessity and effort 
of one railroad to promote production on its line may be entirely 
different from another railroad. This is clearly shown in the 
commodity rate structure where mileage has been more or less 
discarded in the making of many of these commodity rates. 
Long distance to market often requires the setting aside of 
many standard rules for the making of freight rates and a resort 
to the basis of what the traffic can reasonably bear. 


“Changes in rates are being made daily and are the result 
of usual or normal consideration of applications from shippers 
for reductions for various reasons. In the consideration of such 
applications the carriers are pursuing the same policy and the 
same methods and are applying the same standards as have 
been customary in the handling of rate matters in the past. 
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December 24, 1921 


While we are perhaps more conservative at this time because 
of the conditions, we are, however, handling each case on its 
merits and where, in our judgment, sufficient justification exists 
for the reduction, it is made. The authority of traffic officers 
in handling these rate matters has not been changed since Ex 
Parte 74 became effective. Controlling reasons for changes 
which operated in the past are still in operation.” 


RAILROAD—AGRICULTURAL DEAL 


The Traffic World Washington Bureau 


At the time this was written uncertainty prevailed as to 
the status of grain rate reduction matters, not because there 
was any indefiniteness about the order of the Commission direct- 
ing the western carriers to make the reductions decreed in the 
western grain rate case, or about the promise of the carriers 
to make their 10 per cent general reduction on the whole farm, 
range, and orchard list, but by reason of the fact that plans 
of the railroads had been completely ditched by the failure of 
the Commission to substitute the 10 per cent reduction for 
the order in the grain case. The big question among representa- 
tives of shippers was as to whether the executives would make 
good on their promise. 

That the railroad executives believed the Commission would 
make the substitution, as a result of the conference between 
themselves and the Commission, November 12, was plain to 
those who talked with them about that meeting after the con- 
ference of executives in New York, November 16. After that 
meeting the executives announced their 10 per cent reduction 
plan, together with their promise that if and when tke Labor 
Board decreed reductions in labor expense, the benefit uf such 
reductions would be passed on to shippers in such form as might 
be indicated by the Commission. 

Not the whole of the railroad executive plan was revealed 
at that time. The further part of it did not come out until 
after the conclusion of the railroad side of the general inquiry 
December 17, in the course of which Alfred P. Thom said that 
the 10 per cent reduction would be made operative December 31. 

The part of the plan not made public in November provided 
for a conference with representatives of agricultural and irndus- 
trial interests at which the railroads would submit and have 
approved a plan for dealing with the Capper bill. That bill 
specifically provides for the repeal of section 15-a and for ex- 
clusive control of rates within a state by the state commissions. 

Such a conference was held at the Racquet Club, in Wash- 
ington, December 9. Those asked to participate in it were usked 
to say. nothing about it but to allow whatever publicity was to 
be given to things agreed on there, to come from James Emery, 
counsel for the National Manufacturers’ Association. W. H. 
Chandler, president of the National Industrial Traffic League, 
was present at the conference, but he gave vigorous notice that 
he could not subscribe personally or officially to any of the sug- 
gestions made in the meeting. 


Answering a question, Mr. Chandler said in a wire: 


“The League was present by invitation but obviously was 
out of place. Proposals were not in harmony with League ac- 
tion. Meeting seems to have been called by railroads for pur- 
pose of committing League to policy agreed on with agricultural 
interests, which is contrary to League action. League has not 
opposed 10 per cent reduction but does oppose railroad method 
of determining future reductions.” : 

In the conference of December 9 Chandler was asked by 
the railroad group to subscribe to the proposition put forth in 
the second part of the railroad plan, announced November 16, 
which was that if and when the Labor Board allowed further 
reductions in labor expense, the benefit should be passed on to 
shippers in the manner and form indicated by the Commission. 

Chandler attended on an invitation wired him December 
2, by T. DeWitt Cuyler, chairman of the Association of Railway 
Executives, saying: “A conference between a committee of this 
association and agricultural and industrial representatives will be 
held in Washington December 9 at 10 a. m., at the Racquet Club. 
We should be very glad if you could find it convenient to be 
present. We had also asked your Mr. Beek, who advised us he 
had other engagements preventing his attendance.” 


At the appointed time representatives of the Manufacturers’ 
Association, the National Grange, and the American Farm Bureau 
Federation met W. W. Atterbury, Howard Elliott, President 
Storey, of the Santa Fe, and President Markham, of the Illinois 
Central. As spokesman for the railroads, Mr. Atterbury toid 
those who had called the meeting that they were anxious to 
have something done about the Capper bill and to discuss the 
Labor Board, especially with a view to coming to a conclusion 
as to whether its duties should not be transferred to the Com- 
mission, if the idea of a board was not to be entirely eliminated. 

Later, he said, the railroads would like to take up and get 
them to agree to an amendment to the interstate commerce law 
that would deprive the Commission of the power to suspend 
tariffs and place the burden of proving a rate unreasonable on 
the man who said it was unreasonable. But they were not of 
the opinion that that point was as important for present con- 
sideration as the other matters. 
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The agricultural group then held a separate meeting, and 
J. R. Howard is reported to have made a verbal report to the 
effect that the agricultural interests would agree to support the 
railroad program if the railroad interests would agree to the 
elimination, as quickly as possible, of that part of section 15-a 
providing for rates that, as near as may be, will result in revenue 
sufficient to produce 5.5 per cent. If the railroads would agree 
to that, Mr. Howard is represented as having verbally reported, 
the agricultural organizations there represented would ask the 
farmers to withdraw support from the rest of the Capper bill. 

To that the railroads are reported as having agreed. Then 
the railroad group is reported as having announced that, in view 
of the action of the agricultural interests, they would adhere 
to that part of the plan of November 16 providing for passing 
the benefit of further reductions in labor costs to the public 
in the manner and form to be indicated by the Commission. 

Chandler would not listen to that proposal. He said he 
would not trust either the railroads or the Commission to say, 
as a result of conferences, what reductions should be made in 
rates. He said he was opposed to dealing with rate reduction 
questions in that way, not only personally, but especially if he 
was to be considered a representative of the National Industrial 
Traffic League. He told the conference that he had come there 
to discuss rate reductions, but that, obviously, he was out of 
place. He wanted such things considered in public meetings. 

The proposal that the railroads would distribute the bene- 
fits of future reductions in wage costs in accordance with sug- 
gestions from the Commission, Chandler said, was particularly 
obnoxious, not because he doubted the good faith of the com- 
missioners, but because, in conferences such as had been held 
with the railroad executives, their attention might not be drawn 
to a fact in connection with the matter that would have great 
influence if brought out in a public meeting on the subject. 

Mr. Emery has given some publicity to the matter of the 
conference since the conclusion of the first part of the general 
inquiry as if it had been a meeting for the general consideration 
of a plan under which fighting between the railroads and the 
shippers could be avoided and the temptation to make rates by 
political action eliminated by a good understanding between 
the carriers and the shippers. He announced the appointment of 
an executive committee to represent industry and agriculture 
in dealings with the railroads, composed of the following: J. R. 
Howard, president American Farm Bureau Federation; S. J. 
Lowell, of Fredonia, N. Y., president of the National Grange; 
J. A. Campbell, Youngstown, O., president of the Youngstown 
Sheet & Tube Company; Ernest T. Trigg, Philadelphia, presi- 
dent of the National Federation of Construction Industries; 
Charles Hill, New York, Southern Pine Sales Association; J. D. 
A. Morrow, vice-president National Coal Association; and F. R. 
Todd, Moline, Ill., vice-president, Deere & Co., James A. Emery as 
general counsel. 

Mr. Emery gave out a statement in which he said: 


The railroad representatives evidenced their intention to give 
the benefit of further reduction in operating expenses to the shippers 
as rapidly as oprating costs, especially those principally represented 
in labor and material, are adjusted to the economic level of wages 
and costs prevailing generally in industry. The shipping public is to 
receive in reduced rates benefits concurrent with cost adjustments. 

The committee is endeavoring to examine the whole question of 
transporation from the viewpoint of the public interest to be served. 
It will do so with the hope of settling economi differences of opinion 
between shippers and carriers with justice to every element involved. 

It hopes to reach sound economic conclusions not only upon the 
rate question, but upon pending issues relating to the control of our 
national system of transportation in order that the shipping public 
may be the beneficiaries of an economic remedy for the transportation 
situation, without the engagement of any interested group in political 
competition to secure political benefit for itself, or resist necessary 
economic adjustments essential to our common economic recovery. 

To this end the committee has been formed as a conference forum 
in which difference of opinion may be freely aired, and, it is hoped, 
successfully accommodated in the light of the great public interest in- 
volved. The conferences so far held inspire the hope that divisions of 
activity representing the life of our people can exchange points of 
view and successfully settle differing viewpoints under the stimulating 


impulse of a great necessity for ascertaining and recognizing the 
common interest involved. 


LAFOLLETTE DISCUSSES CONFERENCE 


The Trafic World Washington Bureau 
Senator La Follette, in a speech in the Senate December 
22, called attention to the conference held December 9 by rep- 
resentatives of carriers, shippers and the Farm Bureau Federa- 
tion and said it seemed that some of the representatives of 
agriculture had been captured and that the idea seemed to be 
to co-operate to obtain benefits through reduced wages of rail- 
road employes. He gave notice that early in January he would 
prove that railroad wages are less than they were at the begin- 
ning of this century. He warned the farmers to beware of 
leaders who form combinations with railroads and representa- 
tives of great trusts. He said he was reliably informed that an 
agreement had been reached at the conference to rewrite the 
Capper bill so that only the clause relating to the return of 
five and a half per cent would be repealed, instead of the entire 
rate-making section, and so that the Commission would retain 
control over intrastate rates. 
Senator Capper asserted that if any attempts were made 
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to rewrite the bill, Congress would hear from the farmers of 
Kansas. La Follette replied that he had thought as much and 
that was why he had spoken. 


WESTERN GRAIN RATE ORDER 


The Traffic World Washington Bureau 


Dec. 23.—The Commission today authorized the railroads to 
delay filing tariffs in the western grain rate case until January 7 
instead of December 27. 

The Commission, December 21, issued a further order in No. 
12929, the western grain rate case, authorizing the carriers to 
make the tariffs in that case effective on one day’s, instead 
of five days’ notice. This change was requested by the tariff 
publishing agents, who said they could not get their tariffs to 
the files of the Commission by December 22, which they would 
have had to do to comply with the Commission’s order to give 
five days’ notice. 

Tariffs of a few little roads in the West were received at 
the Commission December 21, but the larger roads and agencies 
said they could not comply by December 22. 

In three special permissions issued December 17 the Com- 
mission dealt with grain rates. In No. 56132 it authorized to 
continue, until June 30, reduced rates on grain for export via 
Gulf ports which otherwise would have expired December 31. In 
No. 56133 it authorized Trunk Line carriers to continue reduced 
rates on grain between points in Trunk Line territory to June 30, 
except the export rates on ex-lake grain, carried in Curlett’s 
I. C. C. A25. The export rates on ex-lake grain are to be con- 
tinued only until March 31. 

In No. 56150 it authorized the carriers to revise and extend 
the list of grain, grain products, and so forth, on which they 
proposed to make a 10 per cent reduction December 31, if they 
could get their tariffs ready, in accordance with the announce- 
ment of the executives after the conference of the latter in New 
York, November 16. This is the third effort the carriers have 
made to get up-a list to include all the things on which reduced 
rates on grain and grain products are to apply. This permission 
cancels No. 55940 and the amendment thereto. 

The permission applies to all products of the farm, orchard, 
range and garden. The chief difficulty has been with the list of 
things to be included under the generic term “grain and grain 
products, etc.” Practically all the amendments authorized have 
been so as to extend that list to cover the representations that 
have been made by shippers who said that unless the changes 


suggested by them were made they would be subjected to dis- 
crimination. 


AGRICULTURAL INQUIRY 


The Trafic World Washington Bureau 


“The work of the transportation division of the joint com- 
mission of agricultural inquiry has developed to a degree that 
the appointment of an advisory committee, thoroughly repre- 
sentative of the three great economic branches of commerce, 
has been thought helpful,” said Representative Sydney Ander- 
son, chairman of the commission. “This work has been carried 
on through operating traffic and market committees, represent- 
ing the railroads, and agricultural and industrial committees, 
representing production and shipping of approximately ninety 
per cent of the tonnage of the country.” 

He announced the following personnel of this advisory com- 
mittee, which is to meet in Washington when the transporta- 
tion division has compiled all facts with reference to the in- 
quiry: 


Representing Agriculture—J. R. Howard, President, American 
Farm Bureau Federation, Chicago; Gray Silver, Washington Repre- 
sentative, American Farm Bureau Federation, Washington, D. C.; 
S. J. Lowell, Master, National Grange, Fredonia, New York; Milo D. 
Campbell, President, National Milk Producers’ 
water, Michigan; A. U. Chaney, 
berry Exchange, New York City. 

Representing Industry—F. R. Todd, Vice-President, Deere & 
Company, Moline, Ill.; J. A. Emery, General Counsel, National Asso- 
ciation of Manufacturers, Washington, D. C.; Thomas A. McCann, 
Vice-President-General Manager, Shevlin, Carpenter, Clarke & Com- 
pany, Minneapolis, Minn.; A. J. Campbell, President, Youngstown 
Sheet & Tube Company, Youngstown, Ohio. 

Representing Transportation—Daniel Willard, President, Balti- 
more & Ohio Railroad, Baltimore, Md.; Howard Elliott, Chairman 
of the Board, Northern Pacific Railway, New York City; L. F. 
Loree, President, Delaware & Hudson Company, 32 Nassau street, 
New York City; C. H. Markham, President, Illinois Central Rail- 
road Company, Chicago, Ill.: H. M. Adams, Vice-President, Union 
Pacific System, Omaha, Neb.; T. C. Powell, Vice-President, Erie 
Railroad Company, New York City. 


Cold- 
American Cran- 


Association; : 
General Manager, 


Chairman Anderson said the transportation question in its 
relationship to agriculture and industry would be considered un- 
der six main divisions, as fallows: 1, physical property; 2, 
transportation service; 3, economic relationship of transporta- 
tion to agriculture and industry; 4, finance; 5, administration, 
and 6, governmental regulation. 

It is proposed to divide the advisory committee into groups 
covering these six main sub-divisions and the work of the vari- 
ous committees representing the railroads and producers car- 
ried on in the last six months will be reviewed. 
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“It is my hope” said Chairman Anderson, “that through this 
medium of analysis the splendid work in which over 1,500 people 
have participated in the last six months may be so thoroughly 
correlated and assembled that suggestions and conclusions for 
recommendations to the Congress may be well grounded upon 
sound economic fundamentals.” 


REDUCTIONS ON FARM PRODUCTS 


Dec. 23.—The New England carriers today asked and re- 
ceived permission to make the 10 per cent reduction on farm 
products, thereby bringing that part of the country in line with 
the rest. 

A fourth attempt to get the schedule of farm, orchard, range 
and garden products, upon which the 10 per cent reduction is 
to be made by the railroads, was made public December 22, 
when the Commission put out an amendment to special per- 
mission No, 56150. It modified the list of dried fruits on which 
the reduced rates will apply by switching the words “not other- 
wise specified in this list,’ from ahead of the dried fruits 
enumerated, to a position below it. The object to be attained 
by the use of the words is the application of the lowered rates 
to all kinds of dried fruits (other than canned, candied, crys- 
tallized, glaced or stuffed), even if not included in the list. Had 
the words been allowed to remain in the place where they were 
originally put, they would have nullified the whole list and 
rendered nugatory the effort of the railroads in that behalf. 

Interested shippers have been scrutinizing the lists of prod- 
ucts ever since the first issue. They made so many suggestions 
that were obviously good that three attempts were made to get 
the lists into a satisfactory condition, before the fourth effort 
was put forth December 22. 


RAILROAD LABOR CONTRACTS 


The Labor Board, December 19, began taking evidence in a 
number of cases involving the question of whether the railroads 
have the legal right under the transportation act to “let out” 
various kinds of work to independent contractors. Twelve cases 
of this kind, involving practically every angle of the question, 
were set for hearing. The railroads involved are the Chicago 
Great Western, Indiana Harbor Belt, Gulf Coast Lines, Colorado 
& Southern, St. Louis-San Francisco, Chicago, Milwaukee & St. 
Paul, Pittsburgh & Lake Erie, Great Northern, and Erie. These 
roads are charged by several labor organizations with letting out 
on contract car and locomotive repair work, track maintenance, 
car cleaning, pumping, coal passing and other kinds of work, 
which was then done by men paid less than scale wages by con- 
tractors. 

The workers contend that this practice is a subterfuge to 
get away from the necessity of paying the wages specified by the 
board for the classes of work involved, while the managements 
point out that it is a step in the reduction of operating costs and 
in the direction of efficiency. 

The Commission instituted an investigation into the loco- 
motive and car repair part of the question last Spring, when it 
was contended by labor leaders that the Pennsylvania, the Erie 
and others were farming out repair work at prices far higher 
than it would cost to do the work in their own shops. They 
argued that the roads were doing this in order to increase operat- 
ing expenses and make a better case for themselves in the wage 
cut case then under way. Hearings were held in New York, 
Philadelphia, Chicago and several other cities, but no finding has 
as yet been made. 





LABOR BOARD-PENNSY. ARGUMENT POSTPONED 


Argument on the motion to make permanent the injunction 
recently granted the Pennsylvania System, to restrain the Labor 
Board from finding the road in violation of the board’s order 
requiring a new election of employes’ representatives on the 
system, which was scheduled to take place before Judge K. M. 
Landis, in the United States District Court, at Chicago, Decem- 
ber 21, was postponed until January 3. 


RATES ON N. Y. PEACHES 


The Commission has institueed an investigation in No. 
13266, in the matter of rates on and classification of fresh 
peaches within the state of New York, to determine whether 
the rates and classification ratings required by the public serv- 
ice commission of New York cause or will cause unjust dis- 
crimination against interstate commerce. 

A petition was filed by all the railroads operating in New 
York averring that the state commission by order of July 21, 
1921, ordered the petitioners to establish rates and classification 
ratings on fresh peaches, in carloads, within said state, which 
are less than those permitted to be established by the Com- 
mission for interstate traffic. 

The proceeding has been assigned for hearing before Ex- 
aminer E. H. Waters on January 23, at the United States Court 
Rooms, Rochester, N. Y. 
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RAILROADS ANSWER THORNE 


The Trafic World Washington Bureau 


An extensive analysis of the statement which Clifford Thorne 
made before the Senate interstate commerce committee at the 
hearings on the Capper bill in behalf of the American Farm 
Bureau Federation has been made by the Bureau of Railway 
Economics and filed with the committee by Alfred P. Thom, 
general counsel for the Association of Railway Exacutives. The 
purpose of the analysis is to show that from the railroad view- 
point there are many fallacies in the Thorne statement. 

In speaking of section 15-a, Mr. Thorne said: 

We think that any statutory enactment which attempts by fiat 
of government to authorize or require charges in any industry of 
such a character as to yield a definite rate of return above all operat- 
ing expenses and taxes is fundamentally uneconomic _and unsound. 
There is an ebb and flow in all business. Every industry 
should be permitted during prosperous times to levy such charges 


upon the public that it can lay up a surplus to tide it over lean years 
and through a crisis or an emergency in business. 


In reply the Bureau says: “This argument may apply to 
unregulated industries, but hardly to an industry which is not 
on a competitive basis either as to rates or costs, and which 
has in the past neither been allowed to earn a high rate of re- 
turn in good years nor been saved from a low rate in bad years. 
For example, in the period since 1908 the railways have in only 
one year earned as much as 6 per cent on their investment, and 
that was in the highly prosperous war year of 1916. During 
this period the rate of return fell as low as 4.12 per cent, not 
counting the three years of the federal control and guaranty 
period (1918-1920), when the rate of return fell so low that only 
the financial support of the government saved the railways from 
bankruptcy. * * * Clearly, any industry that over a period 
of ten years earns 6 per cent on its investment only once can- 
not be said to have benefited greatly by periods of general 
prosperity. The average dividend rate never reached 6 per cent 
during the period. In four of the years it was 4 per cent, and 
three of these four years were the years during which the rail- 
ways were receiving from the government the ‘excessive standard 
veturn and guarantee’ based upon ‘the three most prosperous 
years’ in railway history, of which Mr. Thorne complains. Here 
is none of the ‘ebb and flow’ cited by Mr. Thorne; it is all ebb.” 

Taking up a declaration by Mr. Thorne that “the last official 
reports of the Commission, compiled from the sworn reports of 
the railroads themselves, show that American railroads have a 
total accumulated surplus of more than $1,800,000,000,” the 
Bureau said: 

“The general balance sheet of railways of class 1, on Decem- 
ber 31, 1920, showed a profit and loss credit balance of $1,840,485,- 
046. What is the explanation of this apparently large surplus, 
and how can the railways be financially depressed with such a 
surplus on their books? Careful analysis develops several answers 
to this question, as follows: 

“(1) The surplus is a book surplus. It is not cash, or even 
quickly realizable assets, but the great bulk of it is tied up in 
the railway properties. It can no more be utilized for meeting 
maturing obligations, or for paying current bills, or for paying 
taxes, interest, or dividends, than a farmer with a thousand acres 
of land, but no money in the bank can pay his wages, interest, 
or taxes. It is solely a book account. 

“(2) The surplus is an accumulated surplus, representing 
the cumulative result of conservative railroad management for 
nearly one hundred years, or since railways first began to operate 
in the United States. Assume that the bulk of this surplus has 
been accumulated in the past fifty years alone, or since the 
period of railway construction on a large scale commenced, and 
it develops that the accumulations per year ($1,840,000,000 
divided by 50) have been only $36,800,000, certainly a modest 
amount when the magnitude of the railway industry is taken 
into consideration. 

“(3) This surplus is large in gross amount, but not large 
when reduced to a relative basis. The total assets and total 
liabilities of the railways of class 1, on December 31, 1920, are 
given below, from which it appears that the surplus was only 
7.01 per cent of the assets. In other words, against every dollar 
of railway assets stands 92.99 cents of liabilities of one form or 
another, leaving only 7.01 cents as the stockholder’s equity above 
the par value of his holdings. 


Total assets, Class I railways, 1920...........cccccccese $26,254,477,390 


Total Wabitities, Class I railways, 1920... <.0.s6.<ecrscswes 24,413,992,344 
(oe ae Ca 1 5 er a eS $ 1, 840,485.046 
ECR RR COC I nok 6 8a 950 Be Sines WS 50:0 ONS ocer 7.01% 


“Compared to the average industrial corporation, such a 
showing does not indicate excessive prosperity. In fact, indus- 
trial corporations that accumulate a large surplus usually reduce 
it in one of two ways, (a) either by making large dividend dis- 
tributions in cash to their stockholders, (b). or by arbitrarily 
increasing their apparent liabilities by declaring large stock 
dividends. The railways are virtually stopped from employing 
either of these two methods, but must carry their accumulated 
Surplus permanently on their balance sheets. 

“The dividends actually paid by the operating railways of 
Class 1 from 1912 to 1920 were as follows: 
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Dividends— 





Year. Class I Railways. 

FIGGe! ssc SN non cc Waldo be Wecas CNR AONE DAWES See EI $339,964,855 
Masai esa sien as Ra SERRA REN SENG SERED 322,300,406 

Ne binine 04h 5:04 65-5 WENO Sagiele oe anGlbiea Orewa Seale 376,098,785 

NG Fiao. ciate aca! c ails alee axacbee ocaly Mie ine bs are Ghee ole aia ea 259,809,520 

IS oes ie Stars circ HOSS SSS iat Ginreiele sig WiGielne eee WRISIS 281,936,372 

CE 5 cI aio Vin Sino sehen eee ew a sisal sl eebnceeieie 306,176,937 
19 20,395,779 

275,336,547 

ei 278,516,908 

Paoli 60 5o-0 usc sre barges ain eure anne Sea eitinele eee atone 271,715,609 
Fe en ee eT Te $303,225,172 


“(4) During the decade from July 1, 1911, to December 31, 
1920, the profit and loss balance of operating railways of class 1 
increased from $1,182,167,641 to $1,840,485,046. This was an in- 
crease of $658,317,405, or $69,300,000 per year. Had the whole 
of this annual surplus during the period been paid out in divi- 
dends, instead of being put back into the property, the average 
dividend rate on railway stock would have been increased from 
4.35 per cent to 5.29 per cent, or by less than one per cent. 

“Two significant comments grew out of this situation: (a) 
That even had the stockholders absorbed the whole unappro- 
priated surplus in dividends to themselves, the average rate 
(5.29 per cent) would have been moderate, and (b) that the 
margin on which the railways were operating (5.29-4.35, or 0.94 
of one per cent) was very small. 

“Again, this ten-year increase of $658,317,405 in unappro- 
priated surplus, spread over the period, represents a ratio to 
the property investment of only 0.40 of one per cent per annum. 

“(5) The gist of the matter is that the apparently large 
accumulated surplus is the result not so much of past prosperity 
on the part of the railways, but of sacrifice on the part of the 
investor in railway securities, particularly the railway stock- 
holder. It is proof positive that railway managements have, 
with but few exceptions, been conservative and efficient. Had 
this not been so, the stockholders would have absorbed all the 
free surplus, railway credit would perforce have been weakened, 
fixed charges would have been greater than at present (because 
the railway investor would have demanded a higher rate of in- 
terest), and the margin of safety between such charges and net 
income would be even smaller than it is today.” 

In reply to a statement by Mr. Thorne that the railroads 
added to their surplus last year alone above all operating ex- 
penses and above all taxes, and all interest and dividends that 
were declared, “the tidy sum of $129,000,000,” the bureau says 
the net increase during 1920, in the profit and loss credit balance 
of class 1 roads was $127,082,629. 

“Not only does the foregoing discussion of accumulated 
surplus apply to the 1920 surplus as well,” it says, “but there is 
the additional fact that the apparent surplus in that year was 
to an unusual degree a book account, representing amounts set 
up as credits to be collected from the government, but may not 
be realized for some time. * * * Had all of the free surplus 
that was added to the books in 1920 been paid out in dividends, 
the average (dividend) rate would have arisen from 3.73 per 
cent to 5.47 per cent. This free surplus of 1920 represented 
0.79 of one per cent of the property investment.” 

Mr. Thorne said: 


The railroads in the country, as a whole, were earning in 1917 
practically double the amount per mile of line which they did back 
in = when the Interstate Commerce Commission was commencing 
its labors. 


The bureau replies that operating income (revenues less ex- 
penses and taxes) per mile operated was $2,056 in 1891 and $4,- 
632 in 1917; that the 1891 average was based on all railways 
and the 1917 average on only class 1 roads, but that other fac- 
tors had also greatly increased. Investment per mile increased 
from $59,675 in 1892 to $74,500 in 1917, it says, an increase of 
about 25 per cent. Ton-miles per mile increased from 502,705 
in 1891 to 1,698,825 in 1917, an increase of 238 per cent. Pas- 
senger miles per mile increased from 79,642 in 1891 to 170,088 
in 1917, an increase of 114 per cent, it pointed out. 

“Thus the railways,” the bureau says, “in 1917 performed a 
relatively much greater service to the public than in 1891, com- 
pared to their net earnings. Their freight service per mile 
much more than trebled, while their passenger service more 
than doubled. With all this added service, the rate earned by 
the railways on their investment was greater than 6 per cent in 
only one year in their history (1916), and during much of the 
period under review was below 5 per cent.” 

Mr. Thorne said: 


The railroads, as a whole, in the United States in 1917 were earn- 
ing a rate of return on their capital stock outstanding almost double 
that oo they earned when regulation by this government. com- 
menced. 


The answer of the bureau is that in 1888 the ratio of rail- 
way dividends to outstanding capital stock was 2.08 per cent; 
in 1889 it was 1.93 per cent; in 1890, 1.97 per cent, and in 1891, 
2.05 per cent; that several of these years represent a period of 
great business and financial depression; in 1917 it was 4.24 per 
cent. 

“It may be noted in this connection,” the bureau says, “that 
between 1891 and 1917 the aggregate amount of railway capital 
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stock increased from $4,450,649,027 to $9,149,680,807, or 105.6 
per cent, whereas the service rendered by the railways increased 
386.6 per cent in terms of ton-miles, and 207.4 per cent in terms 
of passenger miles. Their service to the public increased rela- 
tively so much faster than their capital stock that they were 
justified in expecting a greater ratio of dividends, and in any 
event the increase from about 2 per cent to about 414 per cent 


does not indicate a tremendous access of railway prosperity.” 
Mr. Thorne said: 


The railroads, somewhat impatient with not being able to get 
all they wanted, undertook at the beginning of the war, and again 
at the close, to make some radical changes. We believe they were 
fundamentally in error, and we now earnestly urge a restoration of 
the Taw to substantially the same condition in which it existed 
before this upheaval occurred in government and in industry, growing 


out of the world war. 

“The changes referred to were not made by the railroads 
either before or at the end of the war, but such changes as were 
made came about through acts of the government or its agencies 
throughout the period, or were the direct or indirect result of 
such acts,” the bureau comments. “Mr. Thorne urges restora- 
tion of the law as it existed before the war. Does this contem- 
plate repeal of the Adamson act, as well as the transportation 
act of 1920? If the transportation act is to be wiped off the 
statute books what guarantee would be offered against the sud- 
den and complete disruption of the transportation machinery 
of the country?” 

Regarding a statement by Mr. Thorne relative to declining 
prices and the level of freight rates, the bureau said the truth 
was that the railways were never permitted, during the period 
of rising prices, to increase their charges to anything but a 
fractional proportion of the prices in other industries. 

“Non-regulated industry,” it says, “did not have a govern- 
ment agency imposing increased expenses on the one hand, and 
restricting earnings on the other hand.” 

This view is reiterated several times in the analysis. 

Commenting on a remark by Mr. Thorne to the effect that 
the Commission “guessed it high” (the tentative valuation of 
$18,900,000,000 in Ex Parte 74), the bureau says the Commission 
stated the property investment (1919) as $20,040,572,611, and 
that the tentative valuation was $1,140,572,611 less than the 
property investment. 

“This would seem to indicate that the Commission’s tenta- 
tive valuation was not ‘high.’” the bureau says. 

As to Thorne’s charge that the valuation of $18,900,000,000 
was something like $2,000,000,000 greater than the par value of 
all the stocks and bonds outstanding in the hands of the public, 
the bureau says: “Superficially, Mr. Thorne’s statement is cor- 
rect, except that he understates the par value of outstanding 
railway securities.” 


On December 31, 1919, the total actually outstanding secur- 
ities of the railways were $20,042,690,246, par value, while the 
net was $16,939,515,522, all securities held by the railroads as 
investments having been excluded, the bureau says, adding that 
Mr. Thorne failed to include the net securities of switching and 
terminal companies, which in 1919 aggregated $389,000,000 and 
which are included in the foregoing aggregate. 


“Mr. Thorne’s superficial criticism may be answered in 
either of two ways,” the bureau says. “(1) The fact that the 
net amount of capital securities is two billions below the tenta- 
tive valuation of railway property indicates efficient and con- 
servative railway management in the past, for it shows that 
the railway properties have been improved and added to in 
part out of current income, and at the expense of the stock- 
holders, instead of from the sale of new securities. Had the 
railway companies disbursed all their net income in the shape 
of dividends, instead of putting a large part of it back into the 
property, the necessary improvements would necessarily have 
been met by issuing new capital securities, which in turn would 
largely have increased the annual fixed charges. The excess 
of valuation over net capitalization is nearly two billions. In 
considering this spread between valuation and capitalization, 
due heed must be paid to the large additions to railway property 
(and of course to property value) made out of net income and 
surplus in past years, and not capitalized in any form. (2) 
The charge of ‘watered stock’ has been more frequently made 
against the railways than the charge of inflated property or 
book investment. If there has been inflation of the investment 
accounts, the Commission’s tentative valuation (being $1,140,- 
000,000 less than the investment) would certainly have taken 
care of such inflation, and yet would leave a wide margin over 
capitalization. Furthermore, Mr. Thorne’s argument takes no 
account of necessary investment in materials and _ supplies 
(amounting to more than $600,000,000), and also necessary 


working capital, against none of which capital securities are 
issued. 


“All this is on the basis of accepting Mr. Thorne’s figures 
as superficially correct. Actually, the facts are quite different. 
Add to the capital outstanding on December 31, 1919 ($16,939,- 
515,552) the Director-General’s estimate of U. S. Railroad Ad- 
ministration capital expenditures yet to be funded (virtually all 
of which was incurred prior to December 31, 1919), amount- 
ing to $500,000,000, and the total becomes approximately $17,- 
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440,000,000. The gap between tentative valuation and net capi- 
talization is thus reduced to less than one and a half billions, 
which is more than accounted for by value added to railway 
property in past years by re-investment of net income in such 
property, by appreciation in values, and by the material and sup- 
ply and the working capital accounts.” 

Mr. Thorne said: 


That valuation ($18,900,000,000) is almost $7,000,000,000 greater 
than their market value (of railway stocks and bonds) at the time 
the appraisals guessed. 


“This statement is based on tabulations made by Mr. Thorne 
in 1920 for hearings before the Commission in Ex Parte 74, the 
accuracy of which is no quick method of verifying or testing,” 
the bureau replies. On page 591 Mr. Thorne describes how his 
estimate of market value was arrived at, being 72 per cent 
of the par value, on the average. 

“Assuming the statement to be correct, Mr. Thorne’s reason- 
ing would appear to be as follows: When the railways stated 
to the Commission in 1920 what their revenue needs were, .and 
showed how inadequate their then rates were, the market value 
of their securities (which were depressed because of the very 
inadequacy of the rates of which they complained) should have 
been selected as the criterion of their value, rather than the 
going value of their properties under normal (i. e., adequate- 
income) conditions. What keeps down the market value of 
railway securities now is not any lack of inherent value in rail- 
way property, but the seriously depressed conditions of the past 
two years, coupled with the uncertainties of the future. 

As to a statement by Mr. Thorne that “Mr. Poor (presum- 
ably Henry V. Poor) said in the 90’s that three-fourths of the 
capital stock of the companies was issued without receipt of 
any actual money into the treasury of the corporations,” the 
bureau says that even accepting the Poor estimate as correctly 
representing conditions in 1883 (reference having been made 
to testimony by him before a congressional committee in 1885), 
two facts tend strongly to overthrow it as representative of the 
present situation: 

“(1) Much of the ‘water’ that may have existed in 1883 has 
been either squeezed out in the process of reorganization and 
consolidation on many railways, or has been absorbed in the 
appreciation of railway property value through improvements, 
growth of property value in general, and the like; (2) the great 
bulk of railway stock issued since 1883 has carried a valuable 
consideration, and today represents in large degree an invest- 
ment of one dollar for every dollar of par value.” 

Mr. Thorne said: 


You have a unanimous opinion of the Interstate Commerce Com- 
mission in 1911, both eastern and western cases, against allowing an 
increase in rates for the purpose of taking care of return on such 
property. 

The bureau construed these decisions (eastern and western 
advance rate case of 1910 and decided in 1911) as tacit ad- 
mission on the part of the Commission of the right of the rail- 
ways to a return upon invested surplus but merely stated that 
this right was not a complete justification of the reasonableness 
of any rate increase. What was really meant, the bureau said, 
was that rates miight not be increased to produce dividends on 
the added investment, but if this added investment brought ad- 
ditional business and profits, then the stockholder was entitled 
to earn a return on it. 

Mr. Thorne said: 


The railroads constitute almost the only industry in America 
that refrained from participating in that decline, and instead of that, 
raised their rates and charges during that year (1920). 


In reply, the bureau says: “Three things are omitted from 
this statement: (1) That the railway industry was the only 
great industry whose charges had increased only 25 per cent 
during the period of rising prices, (2) that the railway indus- 
try made no such profits as other industries during the war 
period, even when the government guaranty is taken into con- 
sideration, and (3) that railway labor, nearly two-thirds of the 
expenses of railway operation, had through government auspices 
been granted relatively much greater wage increases than in 


. unregulated industries. The wage increase of 1920 was made 


at the very time when liquidation was starting in other indus- 
tries. If railway liquidation has not occurred to the same ex- 
tent as in other industries, it is largely due to the fact that 
railway wages have not been liquidated to any great extent, and 
that in turn is due to the fact that railway wages are being 
held up by a government agency.” 

Mr. Thorne said: 


Railroad labor has been forced to take a decline of $400,000,000, 
and yet up to the present moment the railroad corporations have not 
participated in a general decline. 


“The wage reduction of July 1, 1921, was probably not so 
much as $350,000,000 per year,” the bureau says. “On the other 
hand, rate reductions to date aggregate probably as much as 
$200,000,000 per year. Mr. Thorne’s statement emphasized, and 
probably overstated, the wage reduction, and failed to give rate 
reductions sufficient emphasis. 

“Further, had there been no rate reductions at all, the wage 
reduction was not sufficient to place the railways on anything 
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like a six per cent basis. For the first ten months of 1921 (four 
months of which included the lower wage rates) the rate of 
return was only 3.2 per cent, reduced to an annual basis, or 
parely enough to meet the interest charges on railway funded 
obligations. 

Mr. Thorne claimed that. farmers in the west were work- 
ing at from 5 to 25 cents an hour, whereas railroad labor is 
getting an average of 6114 cents. 

“The figure as to farm labor undoubtedly refers to an em- 
ploying farmer’s own net receipts, divided by his hours of labor, 
and not to the going rate at which farm labor is employed,” the 
pureau says. “How about the railway stockholder’s return on 
his investment? If he gets nothing, is he not worse off even 
than the farmer? Mr. Thorne unconsciously puts his finger on 
the crux of the whole matter when he shows how high the aver- 
age rate of pay is for railway labor, compared with what the 
farmer himself earns. This high rate paid to railway labor ex- 
plains. the high freight rates of which complaint is made.” 

Mr. Thorne said: 


We find that the per cent of maintenance to total operating ex- 
penses has remained very, very constant during the past seven years, 
or back to 1914. And the claim that they have been slashing main- 
tenance, we think, is hardly justifiable by the facts. 


“Mr. Thorne is hardly justified in comparing maintenance 
ratios over a period of years, without taking into account the 
relative increase in the cost of maintenance work as compared 
with the increase in cost of transportation, particularly that 
part of each group of costs represented by wages,” the bureau 
replies. 

“Taking first the United States as a whole, it develops that 
between 1916 and 1920 the total payroll of railways of class 1 
increased 151.8 per cent. Maintenance labor, however, increased 
184.3 per cent, and all other labor 130.0 per cent. How much of 
this greater increase in maintenance labor was due to increased 
rates of pay, and how much to the necessity of increasing the 
force because of a greater decline in morale, it is difficult to 
say; whatever the cause, the result was to overweight the cost 
of maintenance work as compared with other railway work, and 
to destroy the exact comparability of maintenance ratios from 
1914 on. 

“The same facts hold with respect to the western district. 
The total payroll increased 142.4 per cent between 1916 and 
1920, maintenance labor increased 171.9 per cent, and all other 
labor 120.4 per cent. As in the case of the United States, the 
spread between maintenance and other labor is most marked. 

Turning to the aggregate cost of maintenance, it develops 
that for the United States maintenance expenditures during the 
ten months to October 31 were reduced from $2,181,562,000 in 
1920 to $1,708,570,000 in 1921, a decrease of $472,992,000, or 21.7 
per cent. In the western district the corresponding totals were 
$841,864,000 in 1920 and $646,717,000 in 1921, a decrease of $195,- 
147,000, or 23.2 per cent. During these periods, the higher wage 
rates were effective in six of the ten months of 1920, and in six 
of the ten months of 1921, so that the labor costs of the two 
periods may be regarded as approximately comparable. Wages 
absorb nearly two-thirds of total operating expenses. Material 
costs were lower in 1921, although the railways in this respect 
have not received the full benefit of the lowered price levels of 
the open market. Generally speaking, therefore, the reductions 
of more than 20 per cent in maintenance costs in 1921, as com- 
pared with 1920, in large measure reflect actual decline in main- 
tenance work. 

“Furthermore, Mr. Thorne’s method is open to the criticism 
already noted above, namely, that maintenance labor costs have 
increased more rapidly than transportation and other labor 
costs, and that a mere comparison of the ratio of maintenance 
to total costs, standing by itself, does not tell the story.” 


GLENN PLUMB TESTIFIES 


The Trafic World Washington Bureau 


Glenn E, Plumb, counsel for railway employes, testifying 
before the House interstate commerce committee on the pending 
bill which would relieve the Commission from ascertaining and 
reporting the cost of reproduction of carrier lands, said that 
compilations made by the Commission for 24 class I roads in 
valuation reports disclosed that “there is nothing of value be- 
hind the $465,000,000 of stock outstanding against the properties 
that have been evalued by Commission engineers.” 

“Those 24 railroads, Mr. Plumb said, “have now had com- 
plete tentative valuations served upon them for their properties. 
These railroads comprise 29,055 miles of railways. The Com- 
Mission reports that there is issued and outstanding against 
these properties $930,000,000 of bonds, $465,000,000 of stock, and 
approximately $57,000,000 of current indebtedness. They find 
that the local final value of all of these properties is $950,000,000. 
This is not enough value to pay the bonds and current indebted- 
ye and leaves nothing of value behind the $465,000,000 worth 
of stock. 

“The value so established for the 29,055 miles discloses an 
average value per mile of $32,717, and if this be taken as an 
index of the total value of railway properties, then by multiply- 
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ing 265,000 miles of railway tracks in this country by this av- 
erage value per mile, we would get a fair estimate of the total 
value. If the total mileage were valued on this basis, it would 
disclose a total final value of all of the railway properties in 
the United States of $8,668,000,000. This is $10,300,000,000 less 
than the value fixed a year ago last March by the Commission 
as the basis upon which the railroads should be entitled to earn 
6 per cent, the basis on which the present rates are fixed. The 
amount of rates permitted on this excess value exceeds $600,- 
000,000 a year, or twice the amount of the existing deficits. 

“It is generally supposed that when we get into the great 
eastern railways the valuations will increase sufficiently to over- 
come the difference between the values already established and 
the amount of capitalization. The railroads are capitalized at 
a little in excess of $77,000 per mile of track. As we come into 
the eastern territory, where land values are so high, the number 
of tracks per mile of road rapidly increases. We have had four- 
track roads, with an enormous increase in the mileage of side- 
tracks, switches and terminals. When we distribute the land 
value over this increased number of tracks, the value per mile of 
track may not be as great as is the western territory, where less 
valuable lands have all of their worth concentrated in a mile of 
single track. If the present earnings of the railways, which are 
now admitted to be upwards of 4 per cent per annum on $18,800,- 
000,000, were calculated on the basis of $8,668,000,000, it would 
show earnings of upwards of 10 per cent net on the actual value 
of their properties.. And if the railroads were not now demand- 
ing an income of upwards of $600,000,000 on this value, which ap- 
parently does not exist, they would not only have ample income 
to meet a fair return on the actual value, but would need no re- 
duction in wages to make up the alleged deficits, And, further, 
they could grant material reductions in rates without disturbing 
the present level of either wages or rate of return on the actual 
value of their existing investments.” 


GUARANTY ACCOUNTS CLOSED 


The Traffic World Washington Bureau 


In a report by Division 4 in Finance Docket No. 1606, in the 
matter of final settlement under section 209 of the transportation 
act, 1920, the Commission has provided that December 31, 1921, 
shall be the date as of which all accounts pertaining to the guar- 
anty period (six months following termination of federal con- 
trol) shall be considered closed for the purpose of computing 
the guaranty, and that all carriers that accepted the provisions 
of section 209 shall file on or before March 1, 1922, final state- 
ments of amounts due to them or to the United States there- 
under. The Commission said: 


More than a year has elapsed since the close of the guaranty 
period, and there appears no reason why for the purpose of final 
settlements of the guaranty reserve accounts created to reflect ac- 
cruals pertaining to guaranty period transactions should not now be 
closed out by adjustment to the basis of actual expenditures pertain- 
ing to the guaranty period or corrected to reflect such estimates and 
adjustments as we are authorized to make under section 212 of the 
transportation act, 1920. We therefore fix December 31, 1921, as the 
date as of which all reserve accounts pertaining to the guaranty 
period shall be thus closed out or corrected. 


For the purpose of the guaranty, charges to operating expenses 
for maintenance will be limited to those applying to work done be- 
tween March 1 and August 31, 1920, inclusive, and to charges accrued 
or equalized in accordance with the Commission’s accounting rules. 
No charges for deferred maintenance will be considered. 

Estimates made by us and agreed to by the carrier under the 
provisions of paragraph (b) of section 212 will be considered as actual 
expenditures and shall be so treated in the computation of operating , 
expenses for the guaranty period. 

All carriers which accepted the provisions of section 209 of the 
transportation act, 1920, are required to file on or before March 1, 
1922, final statements of accounts due to them or to the United States 
thereunder. 

In our order of June 10, 1920, carriers were cautioned that while 
Wwe are required to eliminate and restate operating expenses and 
revenues for the guaranty period to the extent necessary to correct 
and exclude any disproportionate or unreasonable charge to such ex- 
penses or revenues for such period, or any charge to such expenses 
or revenues for such period, which, under a proper system of ac- 
counting, is attributable to another period, we are not authorized to 
initiate or include any charge applicable to the guaranty period which 
does not appear on the carrier’s books of account at the time of the 
guaranty settlement. But in the adjustments proposed by carriers in 
the return to our order of October 18, 1920, as well as in correspond- 
ence and conferences concerning formulae or plans for determining 
maintenance and other allowances under subdivision (f) of section 
209, many carriers have disregarded the principals which we then 
announced. 

This error is apparently attributable not only to a lack of ap- 
preciation, on the part of some of the carriers, of the fundamental 
differences between the federal control period and the guaranty period 
in the method of settlement, but also to the failure to realize the 
fact that the adjustments of paragraphs (3) and (5) of subdivision 
(f) are solely provisions of limitation of amounts which may be 
charged by the carriers in computing railway operating income or any 
deficit therein for the purposes of the guaranty, and do not in any 
sense contemplate allowances for such purposes in excess of amounts 
actually entered on the carrier’s books of account in accordance with 
our accounting rules. 

With the exception of showing separately items audited in the 
guaranty period which pertain to other periods and items audited 
in other periods which pertain to the guaranty period, for which 
provision is made in our order of June 10, 1920, the accounts for the 
guaranty period and for items audited in other periods which per- 
tain to the guaranty period should be kept exactly as they should 
have been kept if there had been no guaranty in effect. In the com- 
putation of railway operating income or any deficit therein for the 
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guaranty period for the purposes of section 209 we shall treat the 
provisions of subdivision (f) of that section as provisions limiting 
our consideration to the amounts actually charged on the carrier’s 
books of account under the accounting rules prescribed by us pur- 
suant to section 20 of the interstate commerce act, and we shall not 
for the purposes of the guaranty make or permit any increase of or 


addition to charges actually on the books in accordance with our 
accounting rules. 


In the case of deferred debits and credits which cannot as of 
December 31, 1921, be definitely determined, carriers will be required 
to submit estimates of the net effect of any and all of such items for 


our =" under paragraph (b) of section 212 of the transportation 
act, 1 . 


Under the provisions of subdivision (h) of section 209 of the 
transportation act, we have certified to carriers advances amounting 
to $263,935,874, and under the provisions of section 212 of the act we 
have certified partial payments in the amount of $165,872,775.05, mak- 
as a total for advances and partial payments combined of $429,808,- 
649.05. 


The sum of advances and partial payments so certified is more 
than two-thirds of the total amount estimated by us as necessary to 
make good the guaranty to all carriers. We are required to make a 
definite ascertainment for partial payment purposes as clearly as we 
are required to make a definite ascertainment in final settlements. 
We shall require all carriers which accepted the provisions of section 
209 of the transportation act, 1920, to file with us on or before March 
1, 1922, final statements of amounts due to them or to the United 
States, as the case may be, under the provisions of section 209, and 
as a general rule no further partial payments will be certifiéd until 
the information necessary for a final settlement is a hand. A com- 
plete set of forms for making the final returns required is hereto 
attached marked ‘‘Forms for final return of amounts due to or from 
the United States under the provisions of section 209 of the trans- 
portation act, 1920.” 


By our orders of October 18, 1920, and January 6, 1921, we re- 
quired carriers to furnish certain information to enable us properly 
to discharge the duties imposed upon us under the guaranty provisions 
of section 209. By our report concerning maintenance expenses in 
Finance Docket No. 1176, issued July 12, 1921, we indicated the general 
principles for fixing the maximum charges to operating expenses for 
maintenance under the act. 


Upon consideration of the returns to our orders of October 18, 
1920, and January 5, 1921, and as a result of investigations made 
for the purposes of the definite determinations required for partial 
payments under section 212 of the act, in addition to the facts con- 
sidered in Finance Docket No. 1176, Maintenance Expenses Under 
Section 209, we are of the opinion that the allowances for differences 
that may exist between the cost of labor and material for the test 
period and for the guaranty period, respectively, cannot practicably 
be made upon the basis of any rigid rule or formula, but these allow- 
ances must be fixed by us in the exercise of a reasonable judgment 
upon consideration of all the relevant facts and circumstances. 


As we have pointed out in our report in Finance Docket No. 
1176. there are some items of maintenance for which no allowance 
should be made on account of changes in cost of labor and material. 
We therefore announce the following rule for adjustment of. differ- 
ences in cost of labor and material in establishing the amounts which 
will be fixed by us as amounts which shall not be exceeded in charges 
to operating expenses for maintenance of way and structures and 
for maintenance of equipment, for the purposes of the guaranty: 


There shall first be deducted from the maintenance expenses of 
the test period all amounts included therein for: (a) depreciation, (b) 
retirements, (c) insurance. 


The remainder, after being adjusted for differences in amount and 
use of property maintained, shall be multiplied by a factor represent- 
ing the increase in the general level of cost of labor and material for 
the territories in which the lines of railway of the carrier are situ- 
ated. To the product thus arrived at shall be added back the deduc- 
tions hereinabove provided for, adjusted for differences in amount and 
/or use of property maintained. The resulting sum will be the amount 
to be fixed by us as that which shall not be exceeded in charges to 
operating expenses for the purposes of the guaranty for the aggregate 
of maintenance of way and structures and maintenance of equipment. 
The methods of adjustment for differences in amount and use of 
property are indicated separately for maintenance of way and struc- 
tures and for maintenance of equipment in the forms hereto annexed. 


Carriers in presenting their claims or statements of amounts due 


to or from the United States under the guaranty will be required to 
state under oath the increase in cost of labor and material for their 
respective territories and may support these statements by such sta- 
. tistics and representations as may to them appear proper. In the 
presentation of such cases it should be borne in mind that the fact 
that certain prices were actually paid for units of labor or units of 
material in the test period and the guaranty period, respectively, is 
not conclusive evidence that those prices indicate or measure in- 
creases in cost of labor or material for which ‘due allowance shall 
be made.’ The prices actually paid in either period may be affected 
by the relative competence of management, by standards of main- 
tenance adopted, or by other causes not attributable to increased 
cost of labor or material. What we construe the proviso to mean and 
what we find to be practicable in a settlement of these matters con- 
templates a determination of changes in the general levels of cost of 
labor and material beyond the carrier’s control. We will proceed to 
final settement of each case upon the filing of the accounting returns 
now called for by exhibits A, B, C and D, and the adjustment return 
called for by exhibit E, in the list of forms hereto annexed. These re- 
turns, together with the statistics in the returns to our orders of Octo- 
ber 18, 1920, and January 5, 1921, will generally suffice for our final 
determination and it will not be necessary to place upon the carriers 
the burden of expense and delay involved in any elaborate statistical 
compilation. 

The allowances for increased compensation provided for in sec- 
tion 4 of the federal control act will be computed upon rates definitely 
approved by the President in each case. The treatment to be ac- 
corded such allowances in respect of retirements will be that con- 
templated by section 4 of the federal control act and not that pro- 
vided by the “standard contract’”’ if in any case the provisions of the 
‘“‘standard contract”? do not agree with the provisions of the act. The 
additional allowance will be limited to additions and betterments to 
road, made with the approval of or by order of the President and 
completed and in operation on or before midnight on February 29, 
1920, and to equipment delivered and in operation on or before said 
date. The benefits of section 4 will be extended to those carriers 
which were released from federal control prior to March 1, 1920, as 
well as to those which were under federal control until that date. 


The provisions of this report and of the order to be issued in 
connection therewith will apply with the necessary changes, to set- 
tlement of the guaranty with the American Railway Express Com- 
pany under subdivision (i) of section 209. 
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R. R. A. FINANCES 


The first complete statement of receipts and disbursements 
of the United States Railroad Administration from January 1, 
1918, to November 30, 1921, has been prepared by Director Gep- 
eral Davis. It shows total receipts from appropriations and oth. 
erwise of $3,478,872,520.23 and an unexpended balance of $153. 
380,880.42. The information was prepared as a part of the re. 
port made by the Director General to the Senate in response to 
the LaFollette resolution. The statement follows: 
Appropriations by Congress: 
Sixty-fifth Congress, S, 3752, Fed- 
eral-control act, approved March 
i eee qunerercyen $500,000,000.00 
Sixty-sixth Congress— 
H. R. 5312, deficiency appropria- 
tion act, approved June 30, 


BOOS Goasncsoenceseae Weeteeceens 750,000,000.00 
H. R. 10453, transportation act, 

1920 (sec. 202), approved March 

Dee GE. becccetiaveceussodenes 200,000,000.00 


H. R. 13677, deficiency appropria- 

tion act, approved May 8, 1920 300,000,000.00 
—————— $1,750,000,000.00 
Loans repaid by carrier corporations, se- 


curities sold, and interest collections..............+- 315,931,018.92 
Indebtedness of nonfederally controlled 
a SC ES ee Re err rere ee 1,147,519.76 
Funds transferred from Federal man- 
agers and carrier corporations as trus- . 
tees for the GIVGGtOr PENSTAl.......cccccccsccvccecsseces 800,738,858.79 
Loan from War Finance Corporation.......-.ccesscoes 50,000,000.00 
Transportation collected: 
LO aera 221,705,986.31 
IWGVY TICPETOMIOME 6 occcceeviesveccese 11,359,795.84 
Post Office Department ............ 65,575,832.03 
-- 298,641,614.18 
American atlway EPVess: COs 6:6 cccsiccivcnssccseeseees 184,392,116.79 
ee i aoa 6: 61 5 corso: S 9 eK oss rarbis, 9:6 aecle ered mana eeereeare-s 2,800,000.00 
Bo a ere ee ree 3,000,000.00 
ee: FI On rs arm ORR OWN. “918 axe mreielare Gecd-alars 1,759,000.00 
Cash payments by carrier corporations 
for a@citions and BetlerMents. ....cccccccccsceseseess 14,462,522.00 
Cash payments by carrier corporations 
TOP DUOCRIOE COMIIOME os. 6 6.0icere.0.6 6 cece die eielewesisicewee 8,216,070.98 
Interest on bank balances......... ah iar shay aiaer oraiearereierainiar erates’ 2,381, 973.62 
Liberty loan bonds transferred to War 
CS COTMOTOIO ovine cle ee ccticseccerewcessese see 37,592, 254.12 
ROMANE gcc ccvaral vie Wish osle in areas RlartuarnGR eee wealewatios 7,809,571.07 
Payments to carrier corporations and 
receivers: 
Loans, including funding.......... 285,122,346.71 
Advances on compensation ....... 1,482,679,808.89 


Open accounts and miscellaneous 


141,749,210.32 
Final settlements with carriers 


under Federal control .......... 7130,908,411.80 
Final settlements with other car- 
Re eon eet ae ir 1,170,844.67 


: ————————_ 2, 041, 630,622.39 
Funds transferred to Federal managers and to carrier 
corporations as trustees for the director general, for 


DOUCET CE TI GIT RCIOIIG So. 6 once. 6-ci0:0ic.c.0 bee ccsseig-siee-c00e 802,714,797.19 
PEGIRCIORE CE. COTTON, 0.6.06. 60:6 0.5 obo swe: cnsisieieeeeebeie-os 381,834,523.68 
URMEEE WRC IRONS 5 5: i es5-0 ar oei01s oidra: eG -6i Gib1s ncerw visio eS slat masin’s 18,511,140.06 
Repayment of loan from War Finance Corporation and 

NNN IIIS cairo: eae cones Gids@-eSein.shearc eieie: aie/eidieed « «ie eisllai' 50,929, 452.05 
Interline balances, Canadian railroads................. 2,139,388.42 
ee en nr ee re ee 2,405,000.00 
PMPTRISERGEION. POY TOU occ oo 60:06.0i0:s:bseciewcecccetcsicee 15,816,515.66 
Rent, traveling expenses, stationery, supplies, and mis- 

MIEN, 5 or bs o.07020:'0 01 0003) 0cos 0 e190 plereie eae bre: erate erelorene-euai 10,510, 200.36 
Balances: 

In Treasury and banks to credit of 

GITGCtOr SOMESTAl occ ocicc occ epiccece 43,664,022.21 
— balance of appropria- 

WORN cicrcisractnatereisist lave eau dieeGie es Saleate 


108,716,858.21 
————_——— _ 152,380,880.42 


NRT RON a ici siase cia ane <icle aia trn reais we eo ee $3,478,872,520.23 

*Does not include the disbursements in settlement of the judg- 
ments, decrees and awards for which provision was made in sections 
206 (e) and 210 (e) of the transportation act. 1920 (H. R. 10453). Such 
disbursements, to Nov. 30, 1921, aggregated $5,746,859.23. 

tDoes not include final settlements agreed upon but not yet paid, 
amounting to $1,313,428.09. Total settlements agreed upon to Nov. 30, 
1921, $132,221,839.89. 

The details of the estimate of the Director General that the 
government owed the railroads as of December 1, $750,670,588.69 
follow: 


NN NEE OUND ois oni larciaisi die a sierereiaroieincaauaie waisicekecsmeee $271,070,577.23 
Cash taken over from the working capital of the carriers 
at the commencement of Federal control............... 183,903,781.85 
NT ce gh olay ot 'os'ns'or gs a9: 4s os Wael iG) arn al ov! Ciel iS plots Sea ale 185,803,887.68 
PMIANCIER THCIVORIOILS 6.0 0:0.5. 6.5 0:s:6:cie:0 0:00-0.0 thes ccceesiononews 35,188,168.48 
EE AUN AION 65:66. 4: n: 4a a era hee wats yewlsinlvowiese weiniece oiers 19,228,041.12 
Net liability on account of maintenance and miscellane- 
CE CED actinic cerovewes Sela ravens bial hore ne Se eisreioy area oaks 55,476,132.33 
a ee a ee $750,670,588.69 


L. & N. BONDS. 

The Commission has authorized the Louisville & Nashville 
to issue and sell $12,753,000 of first and refunding mortgage 5% 
per cent gold bonds at not less than 96 per cent of par and 
accrued interest and to procure the authentication and delivery 
by the trustee of $15,862,000 of first and refunding mortgage 5% 
per cent gold bonds. The latter issue is desired for the purpose 
of retiring first mortgage bonds of certain predecessor compa- 
nies. The issue to be sold covers $10,515,708.98 of expenditures 
made heretofore and $2,237,291.02 for additions and betterments 
now under way. The Commission deferred action on a request of 
the company for permission to issue $53,000,000 in stock to be 
used as a stock dividend. 
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The Open Forum 


GOOD RAILROAD SERVICE 


Editor The Traffic World: 

I heartily agree with Mr. Simmons’s letter as published in 
your December 10 issue. The railroads should certainly be 
given credit for the good points accomplished, the same as they 
were knocked for their bad points. 

Car loaded at Detroit, routed Michigan Central, care of 
Lackawanna at Buffalo, carded to Syracuse, was forwarded from 
Windsor, Ont., at 4:20 p. m., December 8. It was necessary for 
this car to be handled through the interchange from Michigan 
Central to Lackawanna at Buffalo; also the train in which car 
was forwarded at Buffalo changed engines at Elmira and then 
car was switched out of this train at Binghamton and made up 
in a Syracuse division train, car being placed on our private 
siding at 8:30 a. m., on the morning of December 10, this mak- 
ing a 40-hour movement from Windsor, Ont., to our side track. 
I certainly consider this excellent service. 

Brown-Lipe-Chapin Company, 
A. J. Shandortf, Traffic Manager. 
Syracuse, N. Y., December 15, 1921. 








Editor The Traffic World: 

With reference to letter of Mr. Simmons published in the 
Open Forum of The Traffic World, December 10: 

When we stop to consider the service and treatment ship- 
pers were given during government control of the railroads and 
the service and treatment being given by those same railroads 
since being passed back to their owners, the writer quite agrees 
with Mr. Simmons that shippers should not hesitate to give our 
railroad friends credit for their good work; and in line there- 
with, the writer would call your attention to the following: 

Our Mr. Yeager, who recently entered the employ of this 
corporation, loaded his household goods at Norwalk, Ohio, late 
Monday afternoon, November 28, in car Wheeling & Lake Erie 
No. 22381, which car was routed via Bellevue, Ohio, N. Y. C. & 
St. L., Buffalo, N. Y., Lackawanna. 

About 9:30 a. m. on Friday, December 2, the Lackawanna 
freight office at Hoboken, N. J., called the writer on the tele- 
phone, advising that this car was in Hoboken and ready for 
delivery. 

From Norwalk, Ohio, to Hoboken, N. J., via the route traveled 
by this particular car, it is 656 miles and fourth morning delivery 
of same is what we term “service.” 

We desire to state that the above car was not traced and 
no effort made to expedite same; in fact, our Mr. Yeager would 
have been perfectly satisfied if this car had not reached Hoboken 
until ten or fifteen days after shipment, due to the fact that he 
was having considerable difficulty in finding an apartment, on 
account of the extreme housing shortage in this vicinity. 

At this time, we would also state, our shipments from 
Philadelphia and Hartford routed via Lackawanna, Nickel Plate; 
Lackawanna, Wabash or Lackawanna, Pere Marquette, are arriv- 
ing in Chicago regularly on the fifth morning after shipment. 

While our railroad friends are to be congratulated on the 
speedy return of the railroad service to normalcy, the service 
being rendered is nothing more than we knew we would receive 
when the railroads were. returned to private operation and 
ownership. 

S. K. F. Industries, Inc., 
E. A. Cooper, Traffic Manager. 
New York, N. Y., December 14, 1921. 


LABOR AS A COMMODITY 


Editor The Traffic World: 

I have just read Mr. Cobb’s letter in your issue of Decem- 
ber 10, and I would like to give you the viewpoint of a railroad 
man himself. I think Mr. Cobb is rather severe on all rail- 
road labor. At least, that is my opinion, for it sure cut me 
to the bone when I read his article. 

While I am only a young man, and my statements may 
not be given much weight, still I would like to say that all 
railroad labor is not as Mr. Cobb classifies it. There are ten 
clerks in the office where I work, and I believe there is not a 
Single one but what takes an interest in his work. 

As for myself, and I believe I am speaking as well for the 
Others, I find a great deal of pleasure in my work. I have been 


in this one department for almost four years, and have worked 
at all the different desks. 
I like best. 


But my present job, as division clerk, 
One can always learn something new, and that is 
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especially true when someone encourages you, as the agent here 
encourages all the clerks in his office to ask questions, and to 
ask all they think of. That kind of stimulant is the greatest 
incentive to an honest day’s labor. And the more you learn, 
the more interesting your work becomes; and as one’s mind 
broadens he discovers there is still more to learn. 

I admit it is true that there are some classes of labor, as 
Mr. Cobb states, and there always will be some men, that will 
be and can’t help but be, boomers. But let the employer, the 
foreman, the boss, encourage the rest of them, and then see 
what a lot of real good co-operation will do. I am doing some 
spare time studying now, but what has helped me most to take 
an interest in my work has been my boss, asking me to ask him 
all the questions I wanted to. 

Let the employer encourage the employe, and the employe 
will put forth every ounce of effort to reward the employer with 
an honest day’s labor. That, in conclusion, is my secret of co- 
operation. 

Henry Frederickson, Division Clerk, 
Union Pacific R. R. 


Laramie, Wyo., December 18, 1921. 


MISQUOTATION OF RATES 
Editor The Traffic World: 

I have read several articles with reference to “Misquotation 
of Rates,” in recent issues of The Traffic World and, being in- 
terested, feel that there should be some steps taken to protect 
the interest of the shippers in this particular instance. 

The party damaged by reason of the fact that he had relied 
on a quotation of rates as being the lawfully published tariff 
rate should be protected to the extent of his loss. 

Of course, to accomplish this it would be necessary to amend 
the act to regulate commerce, and I believe it should be amended 
so as to accomplish the desired results. 

My idea would be something similar to the following: 

Where a carrier subject to the Act to Regulate Commerce is 
found guilty of misquotation of rates and the party receiving the 
erroneous quotation has suffered a loss thereby, the party damaged 
shall be reimbursed to the amount of their loss, and in addition a 


fine of not less than five times the amount reimbursed should be 
imposed, which would accrue to the U. S. government. 


Where a shipper has some recourse he will not hesitate to 
bring pressure to bear for recovery, but as the act now reads, he 
merely says, ‘“What’s the use,” takes his loss, and trusts to luck 
on the next quotation. 

H. L. Harp, Traffic Manager, 
Mississippi County Elevator Co. 
Charleston, Mo., December 17, 1921. 


CONSOLIDATION REPORT 
The Trafic World Washington Bureau 


A long step toward controlling arrangements between car- 
riers that look like consolidations so that consolidations will 
take place only in accordance with the Commission’s general 
consolidation plan, when adopted, it is believed, was taken when 
the Commission made a report in Finance docket No. 1108. In 
that case the Commission denied the application of the Pitts- 
burgh & West Virginia Railway Company to issue $7,400,000 of 
its capital stock and to assume obligation and liability in respect 
of securities to be issued in connection with the purchase by 
the applicant company of the property and franchises of the West 
Side Belt Railroad Company. The denial was based on the 
ground that the proposed issue of stock and the proposed as- 
sumption of obligation and liability were not for a lawful ob- 
ject, because the applicant had not obtained authority for the 
acquisition of the West Side Belt Railroad under section 5 of 
the interstate commerce act. 

The Pittsburgh & West Virginia owns all the stock of the 
West Side: Belt. It desired to eliminate that company so as to 
save bookkeeping, because the properties of the two companies 
are operated now as a single property. Therefore, it applied 
under paragraph 18 of section 1, for a certificate of public con- 
venience and necessity to acquire the belt railroad and operate 
it. That application was made in Finance Docket No. 1107. The 
Commission dismissed the proceeding on the ground that the pro- 
posals did not fall within the prohibitions of that paragraph. 
The Commission added that the Pittsburgh & West Virginia 
had not sought approval or authority for the acquisition under 
any other provision of the act, especially paragraph 2, of section 
5, which says: 
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Whenever the Commission is of the opinion, after hearing, upon 
application of any carrier or carriers * * * that the acquisition 
* * * by one of such carriers of the control of any other carrier 
or carriers either under a lease or by the purchase of stock or in any 
other manner not involved in the consolidation of such carriers into a 
single system for ownership and operation will be in the public inter- 
est, the Commission shall have authority to approve and authorize 
such acquisition under such rules and regulations and for such con- 
sideration and on such terms and conditions as shall be found by the 
Commission to be just and reasonable in the premises. 


The Commission construed the word “consolidation” in a 
broad sense as meaning almost any arrangement for bringing 
two things together; it also held that the authority to permit 
arrangements between carriers was not intended merely to 
exempt them from the operation of anti-trust laws. 

It held that, undoubtedly, congress intended that it should 
formulate a general scheme for consolidation and make every 
arrangement whereby two carriers were brought together to 
conform to the plan so made. Commissioner Potter dissented. 

In support of its contention that the Pittsburgh & West Vir- 
ginia, if it desires to eliminate the West Side Belt, must apply 
for permission under section 5, the Commission said: 

\ 

The intent of the provisions may, we think, be determined by ref- 
erence to internal evidence. Paragraphs (4) and (5) provide most 
elaborately for the preparation and adoption by the Commission of a 
“plan for the consolidation of the railway properties of the con- 
tinental United States into a limited number of systems.’’ In the 
division into such systems ‘‘competition shall be preserved as fully as 
possible and wherever practicable the existing routes and channels of 
trade and commerce shall be maintained.’”’ It is further provided 
that the ‘‘several systems shall be so arranged that the cost of trans- 
portation as between competitive systems and as related to the values 
of the properties through which the service is rendered shall be the 
same, so far as practicable, so that these systems can employ uniform 
rates in the movement of competitive traffic and under efficient man- 
agement earn substantially the same rate of return upon the value 
of their respective railway properties.’’ When we have agreed upon 
a tentative plan of this character, it must be given ‘due publicity,’’ 
including notice to the governor of each state, and all persons must 
be heard who may file or present objections. Thereafter, and not 
until then, the final plan may be adopted and published. 

Obviously, the preparation and adoption of a plan of consolidation 
under such instructions from Congress require deliberate and careful 
consideration of every railway property of the “continental United 
States’”’ from competitive, financial, commercial, and other points of 
view, so that each such property may with nicety be fitted into its 
appropriate place in the final scheme. Obviously, also, many con- 
solidations which are not barred by the restraining provisions of the 
“anti-trust laws’’ or other federal or state statutes may be wholly 
inconsistent with the plan and destructive of its purpose. Yet, if 
consolidations of this kind can now be lawfully effected without our 
approval, the conclusion is inevitable that the carriers may ignore 
section 5 with impunity under similar circumstances, after the plan 
has finally been adopted, and thus bring quick disaster to its entire 
structure. It is impossible to believe that it was the intent of Con- 
gress to prescribe with such care the method by which this elaborate 
and comprehensive program shall be formulated and the principles by 
which it shall be governed, and at the same time leave open a door 
by which at any time it may be wrecked. 

And the same may be said of the intent of paragraph (2), for if 
earriers are permitted to gain control of one another without our 
approval by means falling short of consolidation and in a manner 
which is out of harmony with the ultimate plan of consolidation, to 
that extent the difficulties in the way of the consummation of the 
plan will be increased and the probability will be diminished that it 
may, ultimately be accomplished through voluntary action of the 
carriers. 

Beyond question, in the development of the transportation act, 
1920, as a constructive measure for the solution of the railroad prob- 
lem, great importance was attached by Congress to the ultimate con- 
solidation of the carriers into a limited number of great systems, well 
balanced financially and of similar earning power, but competing with 
each other and maintaining the existing channels of trade and com- 
merce. In our opinion it was the intent of Congress that complete 
control over the situation should be in our hands, so that the working 
out of this constructive policy might be safeguarded in every possible 
way, and so that consolidations or other union of interests might not 
be effected without our consent. 

Nor is the language of section 5 inconsistent with this conclu- 
sion. In Lewis’ Sutherland on Statutory Construction it is said, at 
pages 1149-1150: 

“A direction contained in a statute, though couched in merely 
permissive language, will not be construed as leaving compliance op- 
tional, when the good sense of the entire enactment requires its pro- 
visions to be deemed compulsory.”’ 

But it is unnecessary to rely upon this principle of construction, 
for when, in paragraph (6), it is provided that “it shall be lawful’’ to 
consolidate under certain conditions, this is but another way of saying 
that consolidations in disregard of those conditions shall be unlawful. 
And in like manner, when it is provided in paragraph (2) that we 
may authorize the acquisition by one carrier of control of another in 
any manner falling short of consolidation, whenever we are of opin- 
ion that such acquisition ‘‘will be in the public interest,’”’ this is equiv- 
alent to saying that authority for the acquisition shall not exist under 
other conditions. ‘ ; 

If it had been intended that these provisions of section 5 should 
merely afford a means of escaping from the restraints of the “anti- 
trust laws’’ and other state or federal statutes, much simpler ma- 
chinery would have been devised for accomplishing the purpose. The 
‘“nlan of consolidation’ is incompatible with such an interpretation 
of the section and embodies a policy of far greater breadth and vision. 

We conclude and find, therefore, that the proposed issue of stock 
and the proposed assumption of obligation and liability are for an 
object, namely, the purchase by applicant and the sale by the Belt 
Company of the property and franchises of the latter, which cannot 
lawfully be accomplished without our authority under the provisions 
of section 5 of the interstate commerce act. Until such authority is 
secured the application must be denied. This conclusion makes it 


unnecessary to consider in other respects the propriety of what is 
proposed. 


EFFECTIVE DATE POSTPONED 


The effective date of cancellation of C. F. A. T. B. Tariff 
No. 228, making rules and regulations governing combination 
rates, has been postponed until June 1, 1922. 
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RAILWAY REVENUE 


The Trafic World Washington Bureay 


The official statement of the Commission on operating rey- 
enues and expenses for 200 class 1 roads, including 16 switching 
and terminal companies, for October and the ten months ended 
with October, shows that the net railway operating income for 
October was $105,453,360 as compared with $86,641,023 in Oc- 
tober, 1920, and for the ten months, a net of $496,855,523 compared 
with $6,004,962 in the same period of 1920. 

The ratio of expenses to revenue dropped from 82.04 per 
cent in October, 1920, to 74.20 per cent in October this year, and 
from 94.50 per cent for the ten month period in 1920, to 83.04 per 
cent for the corresponding period this year. 


The roads in the eastern district had a net of $36,387,876 in 
October as compared with $28,925,605 in October, 1920, and the 
operating ratio dropped from 85.30 per cent in October, 1920, to 
78.29 per cent in October this year. For the ten months these 
roads had a net of $180,613,865 as against a deficit of $123,697,354 
in the same period in 1920. The operating ratio dropped from 
100.23 per cent in 1920 to 85.34 in the 1921 period. 


The carriers in the Pocahontas region had a net of $4,346,971 
as against a net of $4,934,504 in October, 1920. The operating 
ratio dropped from 76.43 per cent in October, 1920, to 71.98 per 
cent in October this year. In the ten months the carriers had a 
net of $27,271,292 as against a net of $16,025,834 in the 1920 period, 
The operating ratio dropped from 89.67 per cent in the 1920 period 
to 78.88 per cent in the 1921 period. 

The carriers in the southern district, exclusive of the Poca- 
hontas region, had a net of $10,467,356 in October as against a net 
of $6,528,412 in October, 1920. The operating ratio dropped from 
87.66 per cent in October, 1920, to 78.10 per cent in October this 
year. In the ten months the carriers has a net of $39,586,709 as 
against a net of $17,279,155 in the 1920 period. The operating 


ratio dropped from 93.24 per cent in the 1920 period to 87.57 per 
cent in the 1921 period. 


The roads in the western district had a net of $54,251,157 in 
October as against a net of $46,252,502 in October, 1920. The op- 
erating ratio dropped from 77.25 per cent in October, 1920, to 
69.09 per cent in October this year. In the ten months the car- 
riers had a net of $249,383,657 as against $96,397,327 in the 1920 
period. The operating ratio dropped from 88.96 per cent in the 
1920 period to 79,43 per cent in the 1921 period. 


D. T. & I. REVENUES 


The Trafic World Washington Burcau 


Reports from the Detroit, Toledo & Ironton, the Henry Ford 
railroad, covering operating revenues and expenses for Sep- 
tember and October, were received by the Commission this week, 
after having been delayed while Mr. Ford’s accountants had 
up with the Commission the question of whether the road could 
be relieved of furnishing all the detailed information called for 
under the Commission’s rules. The road was required to com- 
ply with the rules, however. 

’ The reports show that the road had a net operating income 
for September of $46,749 and for October, $15,191. These nets 
were lower than any reported for the preceding months in 
which Mr. Ford has had control of the property. He took over 
the actual management in March, 1921. 

The net in March was $77,985. It took a big jump in April, 
reaching $276,452, reflecting a diversion of Ford traffic to the 
road. Thereafter, however, there was a steady decline in net, 
as shown by the following table: 


uu Operating Operating Oper. Ratio Net Oper. 
a 


onth Revenues Expenses percent Income 
EEE, LOGE. sciciineweceions $439,052 $352,970 80.4 $ 77,985 
NEE. ce-teomewtGclawemeenns - 697,491 395,816 56.7 276,452 
i Bean aieieid axererevnerereiene 744,406 422,328 56.7 263,293 
BEE sc tescacweeeres piataniers 713,527 376,383 52.7 261,259 
GONE Wise i ose \0io's: HOw ere nig wisioreoxe 744,498 444,794 59.7 187,395 
MNO Diva slots: cicwiniiag, (oisiereres 763,840 548,246 71.8 70,643 
MOMCOINDOD csscnsiverees = 759,757 572,278 75.3 46,749 
MONEE. | Ob cnvciwaceeweses 652,438 514,504 78.8 15,191 


In May the net began to go down in spite of an increase in 
gross operating revenues. In August the net was $70,643, al- 
though the revenues had increased by over $300,000, as com- 
pared with the March revenues. In September and October 
there was a decrease in the revenues, which, in part, accounts 
for the reduction in the net. The increase in wages made effec: 
tive July 1 by Mr. Ford also had an effect on the expenses. 

In the ten months ended with October the D. T. & I. had 
a net of $887,596, as compared with a deficit of $1,097,265 in 
the same period of 1920. 


CONSOLIDATED CLASSIFICATION DOCKET 


In the Traffic Bulletin of December 24 is published Docket 
No. 9 of the Consolidated Classification Committee, for hearings 
of the Official, Southern, and Western Classification committees 
in Chicago, January 10-13; New York, January 17; and Atlanta, 
January 25. 
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Personal Notes 





Edward P. Gaines, who was recently appointed general 
manager and rate and traffic expert for the East Texas Cham- 

ber of Commerce, Mount 
] Pleasant, Tex., has been 

active in the study of 
rates and traffic since 
the beginning of his 
business career. In 1906 
he organized and became 
president and _ general 
manager of the Gaines- 
Ramage Company, a 
wholesale merchandise 
and brokerage business, 
at Texarkana, Ark., op- 
erating a milling and im- 
porting enterprise in con- 
nection therewith. He 
has, in connection with 
his business ventures, 
carried a rate adjust- 
ment bureau, auditing 
extensively for the ele- 
vators and jobbers of his 
territory, with particular 
attention to milling-in- 
transit problems. He was 
employed by a group of 
Arkansas jobbers in the Arkansas refund case, in 1913, and 
has followed practically every rate controversy dealing with 
Texas and the Mississippi River crossings in the last ten years. 
He will represent the East Texas Chamber of Commerce at the 
general rate inquiry before the Commission. 














J. A. McNaughton, formerly traffic manager for the Cudahy 
Packing Company, Chicago, has been appointed traffic manager 
for the Stock Yards Company, Los Angeles. He is succeeded 
as traffic manager for the Cudahy company by J. W. Robb. 
B. E. Reed has been appointed assistant traffic manager, suc- 
ceeding C. O. Cornwall, who resigned to become traffic man- 
ager for the California Fruit Growers’ Exchange, Los Angeles. 

J. W. Bomgardner, for ten years traffic manager for the 
John A. Roebling Sons Company, Trenton, N. J., has been ap- 
pointed assistant general freight agent for the North Atlantic 
& Western Steamship Company at Philadelphia. 

C. E. Jefferson has been appointed general freight agent, 
western lines, for the Canadian Pacific Railway at Winnipeg, 
succeeding W. C. Bowles, who was promoted. 

Hugh Hardin has been appointed commercial agent for the 
Illinois Central at Kansas City, succeeding C. E. Stailey, who 
has been appointed assistant general freight agent for the IIli- 
nois Central, Yazoo & Mississippi Valley Railroad, at Memphis. 

H. J. Thomas, formerly assistant traffic manager for the 
United Chemical and Organic Products Company, the Central 
Chemical Company and the Calumet Fertilizer Company, has 
been appointed traffic manager for the Calumet Fertilizer Com- 
pany, at New Albany, Ind. 

R. P. Kyle has been appointed general agent for the El 
Paso & Southwestern, Morenci Southern Railway, at Phoenix, 
succeeding L. H. Trimble, who has been appointed general agent 
for these lines at Los Angeles. 

Girvan N. Snider, coal traffic manager for the New York 
Central, will be associated with Dickson & Eddy as general 
Manager, after January 1, 1922. 

John A. Morgan, for several years secretary of the Slack 
Cooperage Manufacturers’ Association, and more recently affili- 
ated with the Chamber of Commerce of Houston, Tex., died at 
his home in Houston recently. 

H. A. Jones, formerly traffic manager for the Columbian 
Steel Tank Company, has been appointed traffic manager for 
the Rudy-Patrick Seed Company, Kansas City, Mo. 


DOINGS OF THE TRAFFIC CLUBS 


The speaker at the Christmas meeting of the New York 
Traffic Club, which will be held at the Waldorf-Astoria Hotel, 
December 27, will be Henry A. Palmer, editor, The Traffic 
World, whose subject will be “Traffic Clubs—Their Opportunity.” 
Special holiday features are on the program. President T, T. 
Harkrader has announced the membership of various commit- 
tees, of which the following are chairmen: Speakers’ committee, 
F. H. Plaisted, assistant director of traffic, Southern Pacific; 
entertainment committee, Philip Croxton, traffic manager, P: 
Lorillard Company; publicity committee, W. F. Richardson, 
assistant freight traffic manager, Baltimore & Ohio; editorial 
board, J. H. Butler, manager loss and damage department, 
American Railway Express Company; public affairs committee, 
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W. J. L. Banham, general traffic manager, Otis Elevator Com- 
pany; 
freight department, Chicago, Rock Island & Pacific; 
committee, W. A. Bishop, manager, U. S. Worsted Company; 
-reception committee, C. A. Arentzen, general eastern freight 
agent, D. L. & W. Railroad. 


membership committee, S. L. Parrott, general agent 


auditing 





The Industrial Traffic Club of the Niagara Frontier gave 
a Christmas party at the Lafayette Hotel, Buffalo, December 19. 
The party was followed by a meeting at which Frank E. Wil- 
liamson was selected to represent the club at the general rate 
inquiry before the Commission in January. 





At the annual meeting of the Traffic Club of New England, 
held at the Copley-Plaza Hotel, December 12, the following offi- 
cers were elected: President, Gerrit Fort, vice-president, Bos- 
ton & Maine; vice-presidents, L. Wildes, port agent, Ocean 
Steamship Company of Savannah; C. B. Baldwin, manager trans- 
portation department, United Shoe Machinery Corporation; F. 
W. Hunt, traffic manager, Chase & Sanborn; Richard Hackett, 
assistant to vice-president, New York, New Haven & Hartford; 
secretary-treasurer, P, L. Stuart, New England agent, Great 
Lakes Transit Corporation; directors, W. O. Wright, transporta- 
tion manager, Associated Industries of Massachusetts; Charles 
A. Anderson general agent, Judson Freight Forwarding Company; 
J. P. Hach, traffic manager, L. C. Chase. & Co.; J. R. Viets, 
transportation department, General Electric Company; A. E. 
Allen, General freight agent, Boston & Albany; Sidney J. Jack- 
son, manager, International Mercantile Marine Company; Frank 
H. Wheeler, New England agent, Delaware & Hudson Company. 


STEEL CAR SEALS 


The accompanying illustration shows a self-contained safety 
car seal which is rapidly coming into favor. It is made of steel 
and formed by punching suitable openings through the strips, 
nicking them at certain places and trimming at one end to 
form a perforated tee projection. Each seal is stamped with the 
name or initials of the user and a serial number. The method 
of applying is clearly shown by the illustration. When locked, 
the seal possesses considerable strength against the effect of a 
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DETAILS OF SEAL AND LOCKING METHOD 


direct pull, and to break it in this way involves considerable dif- 
ficulty. To remove it by unlocking, however, involves the 
straightening out of the numbered end and of the angles formed 
at the nicks in the steel. This causes complete breakage at the 
nicks and at the tee slot. It is, therefore, impossible to remove 
and re-apply the seal. The absence of a seal following any at- 
tempt to tamper with it causes investigation, which discourages 
attempts to enter cars bearing this type of seal. 

The small space in which the seals may be packed, because 
of their uniform’ thickness, makes it possible to store a large 
quantity in safe places where they may be kept under lock and 
key, with less opportunity for theft than is likely to exist with 
more bulky seals. The seals are made by the Edgar Steel Seal 
& Manufacturing Company, Lawrence, Kan. 


SOUTHERN RAILWAY BONDS 


Authority has been granted by the Commission to the South- 
ern Railway Company to procure authentication and delivery to 
its treasurer of $5,225,000 of development and general mortgage 
4 per cent gold bonds to be held in the treasury until the further 
order of the Commission, The Commission said it appeared 
that during the period from July 1, 1917, to December 31, 1920, 
the company had made expenditures aggregating $25,962,548.98 
of which $5,000,000 were capitalized during 1920, leaving $20,962,- 
538.98 not heretofore capitalized. The authority was sought to 
procure authentication and delivery of $5,000,000 of bonds for the 
calendar year 1921 in respect of part of those expenditures. The 


additional $225,000 of bonds cover payment and redemption of 
equipment obligations. 





































































































































































































SHIP SUBSIDY PLAN 


The Trafic World Washington Bureau 


The committee of experts appointed by the Shipping Board 
to work out a plan for a ship subsidy, representatives of ship- 
owners, operators, and shipbuilders, and members of the Ship- 
ping Board, with Chairman Lasker presiding, held a closed 
ping Board,. with Chairman Lasker presiding, were to hold a 
mendations to be made to President Harding for national aid 
for the American merchant marine. The owners, operators, and 
builders were to be represented by the American Merchant 
Marine Joint Committee. The meeting was postponed, however, 
because members of the latter committee were unable to come 
to Washington. 

This committee has been at work on tentative proposals, 
as has the Shipping Board committee of experts. The confer- 
ence is for the purpose of going over the proposals. The 
Shipping Board exerts have been working on a plan which 
would provide for a percentage of the import duties collected 
by the federal government to be turned over to American ships. 
This plan is favored by President Harding. The idea is to give 
such aid that will result in American ships getting at least 50 
per cent of the import and export business. 

It has not been settled whether the plan to be finally adopted 
will be labeled a “subsidy.” ‘There appears to be a disposition 
to avoid the use of that word if possible. Chairman Lasker, 
in his recent speech at Milwaukee, used the phrase “national aid,” 
and President Harding, it is understood, looks with favor on the 
use of the word ‘‘remuneration.” 

It appears to be settled that the Administration will urge 
that American ships shall get 50 per cent of the immigrant pas- 
senger business coming into the United States as a means of 
aiding American ships. President Harding and Secretary of 
Labor Davis are said to favor that proposal 


PORT TO PORT RATE CONTROL 


The Trafic World Washington Bureau 


Officials of the Shipping Board who have been considering 
changes in the Shipping Act of 1916 with regard to control over 
port-to-port rates in interstate commerce, in order to enable the 
division of regulation to prevent rate wars among the ship op- 
erators in the intercoastal service, believe the situation could be 
met by eliminating the word “maximum” in the second para- 
graph of section 18 of the act and the addition of several words. 

The trouble has been that although carriers file maximum 
rates with the division of regulation, they have not been barred 
from charging a lower rate. 

The second paragraph of the act reads as follows: 





Every such carrier shall file with the board and keep open to 
public inspection, in the form and manner and within the time pre- 
scribed by the board, the maximum rates, fares and charges for or 
in connection with transportation between points on its own route; 
and if a through route has been established, the maximum rates, 
fares and charges for or in connection with transportation between 
points on its own route and points on the route of any other carrier 
by water. 


By eliminating the word “maximum” where it appears 
above, it is pointed out, the carrier would be required to file 
the exact rates, fares and charges instead of the maximum rates, 
etc. 

The third paragraph of the section reads as follows: 

No such carrier shall] demand, charge or collect a greater com- 
pensation for such transportation than the rates, fares and charges 
filed in compliance with this section, except with the approval of the 
board and after ten days’ public notice in the form and manner pre- 
scribed by this board, stating the increase to be made; but the board 
for good cause may waive such notice. 

In this section it is proposed to add the words “or less” af- 
ter the words “a greater,” so that a less charge than the pub- 
lished rate could not be made without approval of the board. 

It is also proposed that the law shall provide that the car- 
riers must give notice of reductions in rates. | 

The officials of the board have had the proposed changes up 
with representatives of the United American Lines, the Lucken- 
bach Company and the North Atlantic & Western Steamship 
Company. 

No decision has been reached to make definite recommenda- 
tions to Congress along the lines outlined above but officials who 
look with favor on the proposed changes say they are necessary if 
the board is to control the sitnation. 


ARGENTINE POSTAL AGREEMENT 


The postal authorities of the United States and Argentina, 
according to the U. S. Postal Bulletin, in order to avoid incon- 
venience and unnecessary expense to the sender for storage and 
statistical charges on undeliverable parcels from the United 
States to Argentina, have agreed on the following regulations, 
effective January 1, 1922: 





The sender of each package for Argentina is required to mark 
the cover either “If undeliverable, abandon,” or “If undeliverable, 
return at the sender’s expense,’’ which indications will be entered on 
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the parcel bills prepared by the dispatching exchange office of New 
York as evidence of the wishes of the sender. 

Parcels, the senders of which indicate that their return is desired, 
after remaining unclaimed by the addressee for 60 days, will be 
exempt from payment of storage charges; a statistical charge will 
be levied where the value of the contents of the package is declared, 
those parcels without value being exempt from statistical charge, 
The statistical charge is fixed at 75 cents, United States currency, 
provided the undeliverable package is unquestionably returned within 
three months of its receipt at destination. 

Parcels marked “If undeliverable, abandon,’’ will be turned over 
to the Argentine customs officials to be sold at auction to defray the 
expenses of handling. Parcels not marked to be returned after 60 
days will be treated as abandoned. All parcels not properly marked 
will be returned by the New York postmaster to the office from which 
they have been mailed. 


PRICE OF CARGO STEAMERS 


“The price of new cargo steamers in the open market is 
back to $315 a deadweight ton, the usual pre-war price,” said E. 
S. Gregg, chief of the transportation division of the Department 
of Commerce. “Three new cargo vessels, one of 6,800 dead- 
weight tons, one of 8,250 tons, and the third of 9,250 tons, have 
been sold in England at from $34 to $36 a dead-weight ton, with 
the pound sterling converted into dollars at $3.75. The highest 
price paid for a cargo vessel of more than 5,000 dead-weight 
tons and not over 10 years of age since July, 1, 1921, was $60. 
An 8,700-ton vessel, five years old, brought only $11 a ton. 

“The ex-German Cap Polonio, 20,597 gross tons, built in 1914, 
and one of the finest combination passenger and cargo steamers 
of the Hamburg South America Line, was repurchased by that 
company from the British Shipping Controller for $28 a gross 
con.” 


CANADIAN MARKING REGULATIONS 


The Canadian Department of Customs and Excise, has 
published revised regulations for the administration of the 
provision of the 1921 amendment of the customs tariff act of 
1907, which regulations will become operative January 1. The 
part of the amendment of importance to Americans who send 
commodities into Canada is that which requires that all goods 
imported into Canada which are capable of being marked, 
stamped, branded, or labelled without injury shall be marked 
ete in legible English or French words, in a conspicuous place 
* * so as to indicate the country of origin.” The revision is 
known as No. 9 Revised Supplement A. It is necessary for 
those interested, however, also to have No. 9, file 104411, dated 
August 4, 1921. The supplement or revision is dated October 
24, It contains interpretations and concrete examples. 

Unless the Canadian officials are hyper-technical, it is be- 
lieved they will be glad to furnish copies of the regulations to 
Americans who write for them. The highly technical rule to 
govern communications between the government of one country 
and citizens and subjects of another is for the American to 
write to his own state department for permission to write to 
the foreign government or to its diplomatic agent in this coun- 
try—namely the British ambassador in Washington. The em- 
bassy has a department of external affairs of Canada in charge 
of M. M. Mahoney who has shown himself to be extremely 
desirous of obliging those who desire to know about the reg- 
ulations, A letter, however, to the Department of Customs and 
Excise, at Ottawa, without doubt, it is believed, would bring 
copies from Commissioner R. R. Farrow. 

In a broad way of speaking the law requires everything 
that can be marked to be marked, either in French or Eng- 
lish, in such way that the buyer can know that what he is buy- 
ing was made in the United States, if he is buying American 
goods. Containers made in the United States intended to be 
filled with goods not made in America are to be marked so the 
buyer will know that the contained was made south of the 
border. 

With regard to parts to be used in repairing a machine or 
machinery, they need not be marked if the machine or ma- 
chinery in which they are to be used has been marked. Other- 
wise, paragraph 18 of the original regulations, dated, August 4, 
appears to require that the part be marked. If that is the 
meaning of the paragraph, parts for machines not marked will 
be subject to a penalty charge for not being marked and of the 
cost of marking after detention by the customs authorities. 
The paragraph in question reads as follows: 





The following godds will not be required to be marked with the 
indication of country of origin, viz.: * * * Partly or completely 
manufactured parts for use as repairs to articles made in Canada or 
imported and already indelibly marked with other country of origin. 


The name to be used is the French or English name, not 
the name the country applies to itself. It will not be sufficient 
for a manufacturer in Michigan or Massachussetts to use only 
the name of the state. He must use either United States of 
America or the initials, U. S. A. Inasmuch as either French 
or English may be used in Canada the man who is marking 
his goods may use either “Made in United States of America” 
or “Fait en Etats Unis.” "Japan may not use, “Fait en Nippon. 
It may, however, use “Fait en Japon.” The only exception t0 
the rule is that “Made in England,” or Scotland, or Ireland may 
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pe used instead of “Made in the United Kingdom of Great 
Britain and Ireland.” Owing to the two languages part of the 
law, German manufacturers may stamp stuff going into Canada 
"Fait en Allemagne,” so that the Canadian who uses only Eng- 
lish may not know that he is using something made by the re- 
cent enemy. 

Another general rule is that the chemicals and things that 
generally move into Canada in tank cars need not be marked, 
obviously because they do not come within the terms of the 
statute, “capable of. being marked.” Raw materials such as 
lumber, ores, and other things are also exempt, the idea being 
merely to enable the ultimate buyer to know the source of 
origin. 


EXPORT COAL RATES 


The Trafic World Washington Bureau 


Suggestion by Secretary Hoover and the coal mine operators 
that the Commission participate in an effort to bring about an 
understanding whereby the railroads will reduce export rates on 
coal one dollar a ton to enable Americans to retain markets that 
have been falling under British competition, has aroused a 
pointed discussion among the commissioners and those who 
have been doing business with ‘the rate-making body. In sub- 
stance, the request was that the Commission join with parts of 
the executive branch of the government in promoting foreign 
trade. The question is as to whether'a body having judicial 
functions should participate in such a plan. 

No question was raised about the propriety of what Presi- 
dent Harding and Secretary Hoover have been doing to pro- 
mote domestic, as well as foreign, business. The query is as to 
whether the Commission should participate in conferences of 
that kind. The question arises because, in the event the Com- 
mission participated and expressed any views, even if the Com- 
missioners so participating limited their views by saying they 
were based on only the information in hand and were personal 
and not official, shippers not receiving the benefit of reduced ex- 
port or domestic rates might raise the point that their interests 
had been sacrificed by the judgments expressed in the con- 
ferences at which rates had been agreed on or suggested. 

During the war the boot and shoe men suggested that it 
was not fair to them to allow the exportation of coal while for- 
bidding or hampering the exportation of products made by using 
coal in American steam plants. That argument, it is recognized, 
could be made against nearly every export rate that was lower 
than the lowest domestic rate. Not at all export rates could be 
attacked in that way because many of them were made simply to 
equalize the ports, the measure of the rates being the lowest do- 
mestic rate from a point of heavy production, to the nearest port, 

The question as to how far the Commission should go in 
holding conferences about rates, with either carriers or shippers, 
with only one side represented, has been faintly raised in con- 
nection with the Commission’s conference with the railway ex- 
ecutives November 12. W. H. Chandler, president of the Na- 
tional Industrial Traffic League, while not objecting to reductions 
on farm products, told the Racquet Club conference, December 9, 
that he was opposed to the making of rates by means of con- 
ferences, even if some shippers were represented in them. He 
brusquely told those in the conference that he would not trust 
either the carriers or the Commission to make rates in that way. 

President Harding, it has been pointed out in the discussion 
that has followed the conference about export rates on coal, rec- 
ognized the danger of his taking part in rate discussions when 
he brought the Labor Board and the Commission together at the 
time of the threat of a railroad strike. It has been recalled that 
he told the two bodies that he realized his position in the matter 
and that he could not command either to do anything because 
they are agencies of Congress. He apologized, however, for 
what he had done by saying that he could not forget that he had 
the power of nomination and was commanded by the Constitu- 
tion to inform Congress as to the state of affairs in the country. 
He said he thought it would be good for the two bodies to thresh 
out the subjects over which each had control so that the coun- 
try would have the benefit of their talks with each other. He 

was invited to sit with the two bodies but he declined because 
he said he knew that he could have no justification for remain- 
ing in such a conference. His privilege, he thought, was ex- 
hausted when he had brought them together with a suggestion 
that the public interest would be observed if they would meet 
and discuss the subjects with which each was dealing. 

In the export coal matter, the question right before the ex- 
ecutive branch of the government was as to whether it would 
undertake anything in the way of combining American interests 
so as to enable sellers of American coal to meet the competition 
for the British. Secretary Hoover could see no way to enable the 
Americans to remain in the foreign coal trade, in competition 
with the British, other than to get the railroads, the coal men, 
and the Shipping Board together. When he had done that he 
found that the railroads feared that if they made a reduction on 
coal going for export, the reduction would have a deleterious ef- 

fect on the domestic coal rate structure. That harmful effect 
would come from the fact that, as published, the so-called ex- 
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port rates on coal, would also apply on coal going to New Eng- > 
land, because what are called export rates apply to all coal go- 
ing beyond the capes of Chesapeake and Delaware bays. There- 
fore, he included the Commission in his conference. 

At the time this was written the Department of Commerce 
people handling the matter believed the railroads would accede 
to the request for a dollar reduction as soon as they could de- 
vise some method for limiting the lowered rates to coal that was 
going either across the ocean or to some foreign country or 
insular possessions of the United States east of the Panama 
Canal, the same being Porto Rico and the Virgin Islands, It was 
distinctly understood that the railroads would not agree to that 
reduction unless they could be assured that what they did 
would not result in cutting the domestic rates to New England. 
A cut in them would be reflected all over the country. 

The committee appointed at the conference December 14 
was to have held a meeting on the subject December 21, but, at 
the request of the railroads, it was postponed until the next day. 

At the meeting December 22, the operators obtained the 
impression that the railroad executives would adhere to their 
decision not to grant a dollar a ton reduction. They reported 
that the railroads had declined to make the reduction, but Di- 
rector Hardie said the committee had no power to make a de- 
cision on that point. He said it was limited to gathering data 
and opinions for consideration by higher executives of the car- 
riers. The committee adjourned without fixing a date for an- 
other meeting. 


LASKER SPEECH IN RECORD 


Representative Greene, of Massachusetts, had printed in 
the Congressional Record of December 19 the speech made by 
Chairman Lasker of the Shipping Board at Milwaukee, Decem- 
ber 13, in reply to the questions asked by The Traffic World 
in an editorial on the merchant marine. 


PAYMENTS TO SHIPPING BOARD ATTORNEYS 


Reports to the effect that attorneys employed by the Ship- 
ping Board in special cases were being paid in excess of $11,000 
a year and therefore in excess of the limit fixed by Congress for 
Shipping Board officials and employes with the exception of the 
members of the board, who get $12,000,, and six other officials, 
were denied this week by Chairman Lasker. He said the law 
was not being circumvented in any way and that it would not be. 


INTERNATIONAL MERCANTILE MARINE CASE 


The Shipping Board has not yet arrived at a decision in 
the case of the International Mercantile Marine which is under 
investigation by the board because of charges that its British 
connections were inimical to the interests of an American mer- 
chant marine. Chairman Lasker said he had been conducting 
negotiations with P. A. S. Franklin, president of the I. M. M., 
relative to the case. 


SHIPPING BOARD-LABOR NEGOTIATIONS 


The negotiations between the Shipping Board and the rep- 
resentatives of the marine labor unions, which were begun last 
week, have been postponed for one month, during which time 
the present agreements will remain in effect. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


“Although soft coal production is normally at a maximum 
at this season, it has in fact dropped back to the level of last 
April, normally the lowest month of the year,” the Geological 
Survey said in its current coal report. “For two weeks in suc- 
cession production has hung around 1,200,000 tons per day, 
whereas the smallest daily output in any December of the pre- 
ceding eight years was 1,379,000 tons. 

“The total output during the week of December 10, includ- 
ing lignite and coal coked, is estimated at 7,235,000 net tons, as 
against 7,104,000 tons in the week preceding. A year ago pro- 
duction was 12,813,000 tons. 

“In connection with this subnormal production two facts 
should be remembered. The first is that the movement of coal 
up the lakes has now virtually ceased. The second is that dur- 
ing October, with a railroad strike in prospect, consumers 
hastened to increase their stocks, and some millions of tons 
flowed into storage. At present the flow is out of storage, for 
7,200,000 tons a week is not sufficient to meet current consump- 
tion and exports. Clearly, if it were continued for long, the 
draft on stocks might carry reserves below the danger point. 

“The all-rail movement of anthracite to New England im- 
proved somewhat in the week ended December 10, and 3,245 
cars were forwarded over the Hudson. Shipments of soft coal, 
however, continued to decline and totaled but 2,437 cars. Com- 
parison with the week preceding shows an increase of 195 cars 
and a decrease of 349 cars, respectively. Soft coal shipments 
were but little over half those in the corresponding week in 
1920. 

“The last cargo of coal shipped to the head of the lakes 
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in 1921 was unloaded at Duluth-Superior harbor on December 8. 
Total receipts for the season are reported by the United States 
Engineer Officer as 10,164,849 net tons of coal, of which 1,844,642 
tons were anthracite and 8,320,207 tons bituminous coal. Anthra- 
cite receipts exceeded those in the three years immediately 
preceding, and bituminous receipts were larger than in any year 
since 1918. 

“The 1921 lake season came to an end during the week of 
December 10. In the week preceding a total of 171,387 tons of 
soft coal had been dumped, of which 163,841 tons were cargo coal 
and 7,546 tons were vessel fuel. Final reports for the season have 
not yet been secured, but it appears that a total of about 23,300,- 
000 net tons of soft coal was handled. Shipments in 1921 were 
therefore less than in 1920 and 1918, but exceeded those in 1919. 

“How complete is the prostration of the sea-borne export 
trade may be judged from the fact that exports from Hampton 
Roads during the week of December 10 were only 37,999 net 
tons, as against a weekly average of 255,000 tons in 1920. At 
that port, the principal gateway for our offshore coal trade, 
exports for an entire week are barely equal to those for a single 
day, a year ago. 

“The total quantity handled at Hampton Roads in the week 
of December 10 was 217,030 net tons. Coastwise shipments to 
New England were 134,000 tons.” 


REDUCTION IN PINE RATES 


The Trafic World Washington Bureau 


Another move for a reduction in rates on pine from the 
South has been initiated by the Southern Pine Association and 
the Georgia and Florida Saw Mill Association. A conference 
with traffic officials of southern railroads was held December 
19 by a committee composed of S. D. Bissell and D. W. Linn, 
Laurel, Miss.; C. E. Klumb, Jackson, Miss.; W. T. Hancock, 
Houston, Tex.; R. S. Davis and F. C. ‘Broadway, Kansas City; 
G. F. Thomas, Little Rock; W. N. Nelson, St. Louis; W. J. 
Nelson, Kansas City; W. E. Gardner, Jacksonville, Fla., and A. 
G. T. Moore, New Orleans. Other lumbermen or their repre- 
sentatives went with the moving associations, one of whom was 
W. J. Strobel, for the North Carolina association. 

Their main proposition was that, on account of the greater 
specific gravity of southern pine than Douglas fir, the recent 
reduction in transcontinental lumber rates to the East has 
placed the southern pine at a disadvantage in the market of 
about $3 a thousand feet. In discussing the situation the south- 
ern men claim has been brought about, Mr. Moore said: 

“Southern lumbermen are not opposing reduction in freight 
rates from the Pacific Northwest, but they are most strongly 
insisting that offsetting decreases in rates, which will give the 
South the benefit of its geographical location, must be effected. 
The southern lumbermen would prefer to have the equalizing 
reductions made by voluntary action on the part of the carriers 
in the South, but if not through that course, then through 
formal proceedings before the Commission. 

“Application already has been filed with the Commission by 
the association to include lumber. rates from the South in the 
Commission’s general rate investigation which began December 
14. Meanwhile, notwithstanding this course of preparedness, 
the lumbermen are hopeful that conciliatory measures will pre- 
vail with the railroads to eliminate the unfairness in trans- 
portation charges of which complaint is made. 

“Under present rate adjustments lumbermen of the South 
cannot secure their quota of the business which will be offering 
after the holidays, and this will mean loss of tonnage to the 
southern railroads, involving, naturally, loss of revenue to them. 
High rates and little tonnage will not relieve the financial con- 
ditions which confront the railroads. 

“Under the recent rate adjustment, as an example, the rates 
from the Pacific Northwest to New York, a haul of 2,840 miles, 
have been increased in an amount equal to 15 cents per 100 
pounds over the charges in effect June 24, 1918, while the rates 
from southern pine territory, a haul of 1,451 miles, the increase 
is 19% cents per 100 pounds over June 24, 1918. 

“Southern pine, averaging timbers and yard stock, weighs 
3,233 pounds per thousand feet and is heavier than Douglas fir, 
from the Northwest, which averages 2,633 pounds per thousand. 
This would make the ultimate discrimination against the south- 
ern lumbermen in transportation costs of laying down one thou- 
sand feet of lumber in New York $2.35. On timbers, which con- 
stitute the principal item of competition between the two sec- 
tions, the discrimination amounts to $3.80 per thousand feet, 
there being a difference in weight of 1,200 pounds per thousand.” 

The southern carriers, December 21, notified the southern 
pine men that they could not think of making a definite answer 
to their representations respecting rates on southern pine until 
after the Commission had disposed of the complaint of the 
Southern Hardwood Traffic Association, arguments on which 
were completed nearly two months ago. 

That answer was interpreted as notice that whatever the 
Commission decides in the hardwood case, the carriers are in- 
clined to think, will have to be taken by them as a guide for rates 
on pine. In their answers to the hardwood men when the lat- 
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ter asked for reductions, the carriers said they could not think 
of making rates on hardwood lower than on pine. Besides, they 
said, they would not act unless the northern and eastern car. 
riers would agree to join them in whatever action they might 
take on the subject. They objected to reducing the rates up to 
the crossing because the loss , would fall on’ them alone if the 
reduction did not provide for taking a little off each factor in 
the total through charge. 


LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureay 


Revenue freight loading totaled 742,926 cars in the week 
ended December 10, a decrease of 4,528 cars as compared with 
the preceding week and a decrease of 95,027 cars as compared 
with the corresponding week of last year, according to the 
weekly report of the car service division of the American Rail- 
way Association. ; 

Loading of grain and grain products showed an increase over 
the preceding week and also over the same week last year. 
Increases in loading were reported in all classes of commodities, 
with the exception of merchandise, L. C. L., and miscellaneous 
freight, as compared with the preceding week. 

Loading by districts in the week ended December 10 and the 
corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 10,153 and 
6,330; live stock, 3,993 and 4,055; coal, 39,711 and 62,722; coke, 
1,597 and 2,617; forest products, 5,174 and 6,281; ore, 1,310 and 
4,824; merchandise, L. C. L., 62,487 and 47,687; miscellaneous, 
62,304 and 70,749; total, 1921, 186,729; 1920, 205,265; 1919, 193,613. 

Allegheny district: Grain and grain products, 2.959 and 
2,034; live stock, 4,223 and 3,662; coal, 41,031 and 66,917; coke, 
3,386 and 7,327; forest products, 2,676 and 2,953; ore, 2,420 and 
6,528; merchandise, L. C. L., 45,288 and 39,262; miscellaneous, 50,- 
231 and 56,762; total, 1921, 152,214; 1920, 185,445; 1919, 163,338 

Pocahontas district: Grain and grain products, 264 and 122; 
live stock, 160 and 130; coal, 14,979 and 22,628; coke, 171 and 816; 
forest prodicts, 1,286 and 1,667; ore, 21 and 129; merchandise, 
L. C. L., 5,859 and 5,198; miscellaneous, 3,125 and 2,893; total, 
1921, 25,865;; 1820, 33,583; 1919, 35,981. 

Southern district: Grain and grain products, 3,741 and 2,753; 
live stock, 2,047 and 2,255; coal, 16,437 and 32,748; coke, 474 and 
1,102; forest products, 16, 783 and 15,808; ore, 522 and 2,227; mer- 
chandise, L. C. L., 38,313 and 33,626; miscellaneous, 36,456 and 
36,005; total, 1921, 114,773; 1920, 126,524; 1919, 113,763. 

Northwestern district: Grain and grain products, 13,826 and 
11,062; live stock, 8,582 and 9,060; coal, 7,126 and 9,849; coke, 746 
and 1,338; forest products, 12,119 and 11,230; ore, 333 and 1,503; 
merchandise, L. C, L., 26,601 and 25,800; miscellaneous, 24,668 
and 29,169; total, 1921, 94,001; 1920, 99,011; 1919, 102,613. 

Central Western district: Grain and grain products, 13,350 
and 9,792; live stock, 10,570 and 10,942; coal, 15,581 and 27,726; 
coke, 165 and 489; forest products, 5,004 and 4,580; ore, 813 and 
2,653; merchandise, L. C. L., 30,867 and 29,519; miscellaneous, 
34,554 and 37,024; total, 1921, 110,904; 1920, 122,725; 1919, 98,115. 

Southwestern district: Grain and grain products, 4,387 and 
3,632; live stock, 2,584 and 2,121; coal, 2,971 and 7,360; coke, 99 
and 100; forest products, 6,702 and 7,074; ore, 709 and 567; mer- 
chandise, L. C. L., 16,303 and 16,500; miscellaneous, 24,685 and 
27,996; total, 1921, 58,440; 1920, 65,400; 1919, $54,517. 

Total, all roads: Grain and grain products, 49,680 and 35,- 
725; live stock, 32,159 and 32,225; coal, 137,836 and 229,950; coke, 
6,638 and 13,789; forest products, 49,744 and 49,593; ore, 6,128 and 
18,431; merchandise, L. C. L., 225,718 and 197,642; miscellaneous, 
236,023 and 260,598; total, 1921, 742,926; 1920, 837,953; 1919, 761,- 
940. 


OPERATING STATISTICS 


Car-miles per day averaged 26.8 in October against 23.8 in 
September, and 28.5 in October, 1920, according to a monthly 
summary of ratios of operation issued by the Bureau of Railway 
Economics, The average in October was the highest reached 
in 1921 up to October, the lowest being 20.6 car-miles in April, 
1921. 

Tons per car averaged 27.2 in October as against 27.1 in 
September and 29.9 in October, 1920. The highest number of 
tons per car in 1921 up to October was in the month of January 
when it reached 30.2 

The average percentage of freight cars unserviceable in Oc- 
tober was 14.8 as against 15.4 in September, and 7.3 in October, 
1920. The September average was the highest in 1921 up to 
October. 

The per cent of loaded to total car-miles was 66.2 in Oc- 
tober as against 65.2 in September, and 66 in October, 1920. The 
October per cent was greater than in any preceding month in 
1921, the lowest having been 57.5 per cent in January, 1921. 

The percentage of unserviceable locomotives in October was 
23.1 as against 23.3 in September and 23.2 in October, 1920. The 
October percentage was lower than in any preceding month in 
1921, the highest having been 24.8 in January and February, 
1921. 
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INTERLOCKING DIRECTORATES 


The Trafic World Washington Bureau 


The Commission has denied an application by Frank H. 
Alfred, president, director and general manager of the Pere 
Marquette Railway Company, to retain, after December 31, 1921, 
the position of director in the Pennsylvania-Detroit Railroad 
Company, because it “has not been shown that either public 
or private interests would be adversely affected” thereby. The 
Pennsylvania-Detroit company was organized by the Pennsyl- 
yania Railroad Company to build its line into Detroit. The 
application of Mr. Alfred stated that his position as director 
and aS a nominal stockholder was only temporary and held 
solely for the purpose of enabling the Pennsylvania-Detroit to 
maintain its organization during the construction of the line. 
In a letter to the Commission Mr. Alfred said it was imma- 
terial to him whether or not he continued to serve as a director 
in the company, but that, for the reason that the Pennsylvania- 
Detroit would not become an operating carrier, he did not be- 
lieve that public or private interests would be adversely affected. 
The Commission had made specific inquiry as to whether the 
proposed line of the company would be a competitor of the Pere 
Marquette. When the line is in operation, Mr. Alfred said, there 
probably will be no reason to maintain the organization of that 
company. 

George F. Baker, William Rockefeller and Harold S. Van- 
derbilt will have to give up their railroad directorships in certain 
companies under an order issued by the Commission. Under the 
order they must elect by December 31 which of the eastern roads 
in which they now hold directorships they wish to retain direct- 
orships in. 

The order was made in a consolidated docket covering the 
various subsidiaries and affiliated lines of the New York Central 
system in which the common officers and directors were author- 
ized to retain their positions in that system. 

As to Messrs, Baker, Rockefeller and Vanderbilt, however, 
who also hold directorships in companies other than the New 
York Central which compete with that system, the Commission 
issued an alternative order. 

Under this order Mr. Baker first is authorized to be a di- 
rector in the New York & Long Branch, and chairman and di- 
rector of the Central of New Jersey, and director in either the 
New York Central and a list of subsidiaries named or the Dela- 
ware, Lackawanna & Western, or the Erie and its subsidiary, 
the New York, Susquehanna & Western or the Lehigh Valley. 

Mr. Rockefeller is authorized to hold the position of director 
and member of the executive committee of the Chicago, Milwau- 
kee & St. Paul and the position either of director of the New 
York Central and its subsidiaries or director and member of the 
executive committee of the D. L. & W., and director of its sub- 
sidiary, the Greene Railroad. ; 

Mr. Vanderbilt is authorized to be director of the Chicago, 
St. Paul, Minneapolis & Omaha and the Chicago & North West- 
ern, and also director of either the New York Central and its sub- 
sidiaries, or the D. L. & W. 

The order of the Commission in these cases covered 42 mim- 
eographed closely typewritten pages. 

L. E. Osborn has been permitted to hold the position of 
treasurer of the Central Union Depot & Railway Company of 
Cincinnati in addition to other positions. 

The Commission has authorized Gordon C. Carson to retain 
his positions with the Gainesville Midland Railway and the 
Athens Terminal Company; T. Brady, Jr., to retain his positions 
as general counsel and general attorney for the Mississippi Cen- 
tral Railroad, Pearl River Valley Railroad and others; Thomas 
DeWitt Cuyler to retain his positions as director of the Penn- 
sylvania Railroad Company, Long Island Railroad Company, 
Atchison, Topeka & Santa Fe Railway, New York, New Haven & 
Hartford Railroad, New York, Ontario & Western Railway, and 
Rutland Railroad. 

Various officers of the Portland & Rumford Falls Railroad, 
Portland & Rumford Falls Railway, and Rumford Falls & Range- 
ley Lakes Railroad Company have been authorized to hold their 
Positions with those roads, as also have officers of the Alabama 
& Vicksburg Railway, Louisiana & Mississippi Railroad Transfer 
Company, and Vicksburg, Shreveport & Pacific Railway. ach 

George T. Slade has been authorized to hold the position 
of director of the Northern Pacific and of the Southern Rail- 
way, and the position of director of either the Lehigh Valley 
and its subsidiary, the Lehigh & New York, or the Erie and 
its subsidiary, the New York, Susquehanna & Western. 

The Commission has approved the applications with respect 
to common officers and directors of the following companies by 
groups as indicated: Bauxite & Northern, Alton & Southern, St. 
Louis & Ohio, Massena Terminal; the Ahnapee & Western, Green 
Bay & Western, Kewaunee, Green Bay & Western, Sussex, War- 
Ten, and the Carolina, Clinchfield & Ohio; the Connellsville & 
Monongahela, Youghiogheny Northern, Pittsburgh, Bessemer & 

ke Erie and the Looney Creek; the Chicago, Terre Haute & 
Southeastern, Southern Indiana, Bedford Belt, Danville Belt, 
Chicago Southern, Chicago, Terre Haute & Southeastern of 
Illinois, Evansville, Indianapolis & Terre Haute, Erie, Chicago 
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& Erie, and the Illinois Southern; the Bristol, Ticonderoga, and 
the Rutland; the Central New York Southern and the Norfolk 
Southern. 

The Commission has authorized officers of the Southern 
Pacific Company and its affiliated lines to retain their positions 
with those companies. 

William M, Ritter has been permitted to hold the positions 
of president and director of the Big Sandy & Cumberland Rail- 
road, Smoky Mountain Railway and director of the Carolina, 
Clinchfield & Ohio Railway; George W. Davis to retain his po- 
sitions with the Galveston, Houston & Henderson Railroad and 
the Wabash Railway; Jacob S. Farlee to hold the positions of 
president and director of the St. Joseph, South Bend & Southern 
Railroad and director of the Buffalo & Susequehanna. 

Robert S. Lovett has been authorized to retain his positions 
with the New York Central, Michigan Central, Cleveland, Cin- 
cinnati, Chicago & St. Louis, West Shore, Illinois Central, Cen- 
tral of Georgia, Chicago & Alton, Union Pacific, Oregon Short 
Line and other roads. 

The Commission has authorized officers of the Cincinnati, 
Georgetown & Portsmouth Railroad and the Felicity & Bethel 
Railroad to retain their positions with those lines; officers of the 
Addison & Susquehanna Railroad, Wellsville, Coudersport & Pine 
Creek Railroad, and Buffalo & Susquehanna Railroad to hold their 
positions, 

Charles A. Peabody has been permitted to retain his posi- 
tions with the Illinois Central Railroad, Delaware & Hudson 
Company, Union Pacific Company, Baltimore & Ohio Railroad, 


American Railway Express Company, Wells Fargo Company and 
others. 


James Speyer has received authority to hold his positions 
with the Chicago, Rock Island & Pacific Railway and the Balti- 
more & Ohio Railroad. 


The firm of Hornblower, Miller & Garrison has been author- 
ized to remain as general counsel of the Carolina, Clinchfield & 
Ohio Railway and the Seaboard Air Line Railway. 


The Commission has permitted Fred M. Kirby to retain his 
positions as director of the Lehigh Valley Railroad and the Mis- 
sissippi Central Railroad; William W. Miller to retain his posi- 
tion as director of the Carolina, Clinchfield & Ohio Railway and 
eastern counsel of the Chicago, Milwaukee & St. Paul Railway; 
Charles E. Perkins to hold the position of director of the North- 
ern Pacific Railway, Chicago, ‘Burlington & Quincy Railroad, Col- 
orado & Southern Railway and Ft. Worth & Denver City Railway. 

Andrew J. Miller has been permitted to hold positions with 
the Rio Grande Junction Railway and the Kansas City Southern 
Railway and Missouri, Kansas & Texas Railway; G. F. Thomas 
to hold his positions as traffic manager with the Ashley, Drew & 
Northern Railway and others. 


The Commission has authorized officers of the Maine Cen- 
tral Railroad, the Portland Terminal Company and other lines 
to retain their positions with those lines; officers of the Chi- 
cago, Burlington & Quincy Railroad and other lines to retain 
their positions with the Great Northern Railway and numerous 
other lines; officers of the Hill City Railway, Ft, Worth Belt 


Railway, St. Paul Bridge & Terminal Railway and other lines 
to retain their positions. 


SUGAR TARIFFS SUSPENDED 


The Trafic World Washington Bureau 

The Commission, December 17, in I. and S. No. 1457, on the 
protest of eastern sugar refiners, suspended Emerson and Glenn 
tariffs, naming reduced rates on sugar from southeastern and 
Gulf ports to St. Louis and related points, from December 18 
to April 17. 

The suspended tariffs, it was claimed in behalf of the car- 
riers proposing to revise the rates, were necessary to line up 
the rates in accordance with the reductions recently made to 
St. Louis by the lines between New Orleans and Chicago, which 
cut the rate to St. Louis, but left the New Orleans-Chicago rate 
undisturbed, three cents under the New York-Chicago rate. The 
suspended tariffs would leave the key rate from Savannah to 
Chicago undisturbed, but would cut 7.5 cents from the rate from 
Savannah to Chicago. The following is a representative state- 
ment of the present and proposed rates. 


RATES IN CENTS PER 100 POUNDS 


From Savannah, Ga. From N. Orleans, La. 


To Present Proposed Present Proposed 
Cincinnati, Ohio 5 56 5 


MERU, ORI 200. 60000c0es 5614 55 
ee pg a Se are ar 56% 55 551% 54 
pres bs iol adisiaiela-srea airs 56% 55 52 52 
eR onic 4:6:8 0 ceireree 70% 63 591% 54 
Bees CAE, Bick vsccccodses etieiare a 73 73 
CBM. TEs. s.orsesnvewiaiesiceaged 63 63 60 60 


VALUATION REPORT 


The Commission has placed a tentative final value of $503,- 
946 on the property of the Tuckerton Railroad Company, as of 


June 30, 1916. The road extends from Whitings to Tuckerton, 
N. J., a distance of 28.898 miles. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
q 
@ cms 2 





BILLS OF LADING 


Before Payment of Draft, or Without Shipper’s Permission, Oil 
Company Not Entitled to Possession of Tank Car Shipped 
“Order Notify”: 

(Court of Appeals of Georgia, Division No. 2.) An oil com- 
pany was not authorized to take possession of a tank car for any 
purpose without first having paid a draft drawn on it, or without 
having obtained the permission of the shipper, the shipment 
being what is ordinarily called an “order notify” shipment.— 
Reed Oil Co. vs. Smith, 109 S. E. Rept., p. 171. 

LOSS OF OR INJURY TO GOODS 

Carrier Not Liable for Injuries Traceable Solely to Improper 
Loading and Packing Undertaken by Shipper Himself: 
(Supreme Court of Appeals of Virginia.) Generally a com- 

mon carrier has the duty of loading and unloading the goods 

and is responsible for loss or injury incident thereto, but where 

a shipper for purposes of his own convenience undertakes to 

load and unload the goods, the carrier is not responsible for in- 

juries received in transportation traceable solely to improper 
loading and packing.—Hines, Director-General of Railroads, vs. 

Buchanan, 109 S. E. Rept., p. 219. 

Evidence Held to Prove Carrier Did Not Make Practice of 
Inspecting Carloads Loaded by Shippers: : 

In action for damage to household goods loaded and packed 
by a third party employed to so do by shipper, in car furnished 
by carrier, evidence held to prove that carrier did not make a 
practice of inspecting carloads loaded by shippers.—Ibid. 
Carrier Not Required to Inspect Cars Loaded by Shippers to See 

if Goods Are Properly Packed: 

A carrier is not required to inspect carloads loaded by ship- 
pers to ascertain whether goods have been properly packed be- 
fore proceeding to transport them.—lIbid. 

Evidence Held to Prove Goods Were Improperly Loaded and 
Packed in Car by Shipper’s Agents: 

In shipper’s action for damage to a carload of household 
goods, evidence held to prove the goods were not properly loaded 
and packed in the car by third parties employed by shipper.— 
Ibid. 

Negligence Presumed from Arrival of Goods in Damaged Con- 
dition: 

Negligence in transportation will be presumed from arrival 
of goods at destination in damaged condition.—Ibid. 

Evidence Held to Overcome Presumption of Negligent Trans- 
portation Arising from Arrival of Goods in Damaged Con- 
dition: 

In shipper’s action for damage to carload of household goods, 
evidence held to overcome presumption of negligent transporta- 
tion arising from arrival of goods in damaged condition and to 
prove that damage would not have occurred if the car had been 
properly loaded and the goods properly packed.—Ibid. 

Liability of Carrier as Such for Interstate Shipments: ; 
(Supreme Court of Appeals of West Virginia.) The provi- 

sions of the “Uniform Bill of Lading—Adopted by Carriers in 

Official Clasification Territory. Effective January 1, 1916,” when 

employed, constitutes the contract between the parties to an 

interstate shipment and is binding upon them in determining 
their respective rights growing out of such interstate shipment. 

—Del Signore vs. Payne, Director-General of Railroads, S. E. 

Rept., p. 232. 

Section 5 of the conditions contained in such Uniform Bill 
of Lading, properly construed, gives the owner 48 hours after 
notice by the carrier of the arrival of the goods, within which 
to remove the goods before the liability of the carrier as such 
ceases and its liability as warehouseman begins.—Ibid. 

Our cases of Berry et al. vs. W. Va. & P. R. R. Co., 44 W. 
Va, 538, 30 S. E. 148, 67 Am. St. Rep. 781, Hurley & Son vs. 
N. & W. Ry. Co., 68 W. Va. 471, 69 S. E. 904, and Hutchinson 
vs. U. S. Express Co., 63 W. Va. 128, 59 S. E, 949, 14, L. R. A. 
(N. S.) 393, are inapplicable to interstate shipments made pur- 
suant to the contract contained in such Uniform Bill of Lading. 

Ibid. 
CARRIAGE.OF LIVE STOCK 


Petition Complaining of Muddy Loading Pens Not Subject to 

General Demurrer: 

(Court of Civil Appeals of Texas, El Paso.) A _ shipper’s 
petition in action against carrier held not subject to general 
demurrer, where, although not in specific words charging that 
defendant was guilty of actionable negligence, it set up the facts 
that the loading pens were so muddy as not to be proper for 
loading of cattle, etc., under Vernons’ Sayle’s Ann, Civ. St. 1914, 
art. 6654, and, although it did not specifically set up the true 
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measure of damages, charged that the cattle were deteriorated 
in value in a definite sum on account of being covered with 
= when loaded.—Lancaster et al. vs. Sayles, 234 S. W. Rept 
Evidence Held Not to Show Damages from Mud in Loading Pens: 

(Court of Civil Appeals of Texas, El Paso.) In shippers 
suit against carrier for damage to cattle by being caked with 
mud from muddy loading pens, evidence held insufficient to 
show deterioration in value of the cattle from the cause com- 


plained of, and therefore is not sufficient to support judgment for 
plaintiff.—Ibid. 





Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


| Miscellaneous Decisions 
{ 





8 
REGULATION OF COMMON CARRIERS 


Sufficiency of Evidence to Support Commission’s Findings Can. 
not Be Attacked, When Only Part of Evidence Introduced: 
(Argued Oct. 14, 1921. Decided Nov. 7, 1921.) No. 291. 

In a suit to enjoin the enforcement of, and annul, an order of 

the Interstate Commerce Commission, it cannot be claimed that 

the order was unsupported by evidence, where only a part of 
the evidence taken before the Commission was introduced.— 

Louisiana & P. B, Ry. Co. vs. United States, 42 Supreme Court 

Rept., p. 25. 

Refusal of Interstate Commerce Commission to Include Back 
Haul to Track Scale in Division of Through Rate, so as to 
Prevent Discrimination, Held Not Arbitrary: 

(Argued Oct. 14, 1921. Decided Nov. 7, 1921.) No. 291. 
Where the Interstate Commerce Commission, to prevent un- 
just discrimination in favor of shippers owning tap lines con- 
necting their plants with main railroad lines, by means of 
an unfair division of the through rate over the two lines, fixed 
amoounts receivable by the tap lines based on mileage, it did 
not act arbitrarily and unreasonably in refusing to include the 
back haul from the mill to a track scale, where it found that 
a greater allowance would result in unjust discrimination, that 
the evidence did not show that it was necessary that the ship- 
ments be weighed by the tap line, rather than by the trunk 
line, and that the allowing of a larger division of the through 
rate would place the owner of the tap line in a more advan- 
tageous position than other tap lines performing a similar serv- 
ice, and open the way for the relocation of other track scales, 
~ as to require a long back haul and lay a basis for rebates.— 
Ibid. 

Commission Has Jurisdiction of Discrimination in Distribution 
of Cars to Shippers: 

(Argued Oct, 13, 1921. Decided Nov. 7, 1921.) The Inter. 
state Commerce Commission is empowered to act upon ques- 
tions of unfair practices and discrimination in the distribution 
of coal cars to shippers.—Pennsylvania R. Co. vs. Weber, 42 
Supreme Court. Rept., p. 18. 

Findgngs and Order of Commission Are Prima Facie Evidence 
in Action on Reparation Order: 

Under the express provisions of interstate commerce act, 
p. 16 (Comp. St., p. 8584), the findings and order of the Inter: 
state Commerce Commission are prima facie evidence of the 
facts therein stated, in an action on a reparation order of the 
Commission.—Ibid. 

No Prejudicial Error n Commission’s Erroneous Calculation Mak- 
ing a Reparation Order: 

Though in making an order for reparation on account of un- 
just discrimination by a railroad company in the distribution 
of coal cars to shippers, the Interstate Commerce Commission 
improperly used percentages which placed plaintiff on a basis 
of equality with the favored companies, where, in an action on 
the order, there was testimony tending to show that had the 
cars been distributed on a basis of general equality approved 
by the Commission and without resort to practices condemned 
by it, there would have been cars enough to have furnisheed 
plaintiffs with a sufficient number to meet their. trade and re 
quirements, and the case was fairly and fully submitted in 4 
charge giving a correct basis on which there might be a Tre 
covery of damages, and there was testimony tending. to show 
damages in at least the sum awarded by the Commission, there 
was no prejudicial error because of the erroneous calculation by 
the Commission.—Ibid. 


Cc. l. & L. BONDS 
The Chicago, Indianapolis & Louisville Railway Co. has ab 
plied to the Commission for authority to exchange $3,493,000 of 
its first and general mortgage 5 per cent bonds for an equal 
amount of bonds to bear interest at the rate of 6 per cent al 
to be dated January 2, 1922, and to mature May 1, 1966. 
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BAR TO LOSS AND DAMAGE CLAIMS 


The Trafic World Washington Bureau 


The Railroad Administration, through J. P. Shea, has stirred 
up those who specialize in the handling of loss and damage 
claims by declining to give any attention to claims that are 
more than two years and one day old. Some of them had an 
jdea that the two year and one day limitation would not apply 
to claims arising during federal control. They had the idea 
that claims would not be barred until after February 28, 1922. 

In a letter to J. E. Robinson, vice-president of the Associated 
Fruit Company, of Chicago, Mr. Shea advised that the claim 
on a shipment which moved in August, 1919, because the two 
year and one day period had elapsed. Mr. Robinson asked Mr. 
Shea if he might publish the declination, dated December 9. Mr. 
Shea said he might if he would call attention to Leigh Ellis & 
Company vs. Payne, as agent, 274 Federal, 443. 

That case, decided by the United States court for the north- 
ern district of Georgia, had to do with a case in which the ques- 
tion was as to the liability of the carrier for shortage in weight 
of a specified number of bales of cotton. The original suit was 
dismissed because Leigh Ellis & Company had brought it in 
the wrong district. The suit on which Judge Sibley delivered 
an opinion was a renewal. Under a statute of Georgia, a, suit 
brought for renewal purpose, is deemed to be within the statute 
of limitations, if the original was within the time. In other 
yords, the failure of the complainant or plaintiff is not counted 
against him if he happens to go into the wrong court, or does 
something else that requires him to try again, if he is desirous 
of continuing the litigation. 

_ In this case Judge Sibley said the plaintiff was wrong on 
both the technical law and the merits of the case. He sustained 
a demurrer filed in behalf of the Railroad Administration. But 
he was not satisfied with such a technical disposition of the 
case. He discussed it on its merits. 

He pointed out that the case was one of a specific contract 
between the carrier that, in the event it was necessary to sue 
for recovery of loss or damage claim, it would be brought with- 
in two years and one day. The Georgia statute, he pointed out, 
deals only with the statute of limitations and does not import 
its terms into an agreement. The validity of the provision in 
the bills of lading providing for the filing of claims and the 
beginning of suits within specified periods of time had been 
passed on time and again and sustained by the courts. The 
Georgia statute conferred nothing on the plaintiff. He was bound 
by the two year and one day limitation contained in the contract 
between him and the carrier. 

The ruling of the Commission in the Decker case, he said, 
was not controlling. The Commission’s conclusion that “the volun- 
tary payment of meritorious claims, duly presented and held up 
without action for more than two years, was not improper” did 
not necessarily require a consideration of the question whether 
a suit could then be maintained. He said the conclusion that it 
would be reasonable “for the future’ to require that the two 
years and one day should: run from the time of the rejection of 
the claim, “did not annul the rights of parties under contracts 
made in the past.” 


Going to the merits of the case as if he had not already 
sustained the demurrer, Judge Sibley said that the bill of lading 
certified the number of bales and stated the weight ta be so 
much “subject to correction.” He said the carrier had done its 
full duty when it counted and certified the number of bales, 
because permanent: bales of cotton are freight in package form, 
the counting and certifying of which is all the uniform bills of 
lading law requires. He said that he appreciated that cotton 
is sold by the pound and not by the package and that his con- 
clusion in this case might militate greatly against the attain- 
ment of one of the aims of the Pomerene bills of lading law, 


but that the liability could not be extended beyond the terms 
of the law. 


_ The decision has not caused any commotion in the Commis: 
sion because the Decker case decision was never thought to 
modify the terms of the contractual relations entered into prior 
to the effective date of the Decker case order directing that the 
bills of lading for the future provide that the two years and one 
day should date from the definite rejection of the claim for loss 
or damage, and not from the date of delivery, or two years from 
the time for delivery in case of failure to make delivery. 
Judge Sibley said that including the weight of the cotton 
“subject to correction” was a gratuitous service not required by 
the law and that such a misrecital could not be held to create 
liability in the case of package goods that had been counted. 





WISCONSIN CENTRAL NOTES 
_ The Wisconsin Central in an application filed with the Com- 
mission has asked authorty to issue promissory notes to the Min- 
heapolis, St, Paul & Sault Ste. Marie in the amount of $2,305,822 
for ten years at 6 per cent for money advanced by the Soo. It 
also asks permission to assign and deliver to the Soo $3,547,000 


of o first and refunding mortgage bonds as security for the 
Hotes, 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwardded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 








POSITION WANTED—Traffic Department Manager desires con- 
nection with a live company wanting the services of a high-grade 
man; fifteen years’ industrial traffic experience. Age 38, married. 
Address O. R. R. 409, care Traffic World, Chicago. 





POSITION WANTED—By aggressive young man of 27, having 
broad knowledge of traffic management as applied to flour milling’ and 
mixed feed industries. Understand transit principle in theory and 
operation. Can supervise and co-ordinate unloading, packing and 
loading departments, insuring efficient operation on most economical 
basis. References. Address F. E. S., Traffic World, Chicago. ~* 


TIME LOCKS 


offer the safest mechanical security, but 
greater security is rightly placed in the 
strong character and established repu- 
tation of a business. 


Our integrity cannot be tampered with. 


MERCHANDISE STORAGE CO., INC. 


FOURTH AVE. AND SIXTH STREET BROOKLYN, N. Y. 


The origina Seatis there IN EX. W WAY 


to stay until opened by Use the 1921 Model 


Edgar Steel Seals 


signee. 
When Shipping Carloads of 
Automobiles, Flour, 
Grain, Steel, Everything 


Anything where a part can be taken out. 
ave the loss. 

Prevent the necessity of claims by elimi- 

nating the temptation to cover up theft. 





Someone tampered with 
this seal. 
To open breaks it. 


Send full shipments and know 
they will get there 


The Edgar Steel Seal & 


LAWRENCE, 
Mfg. Company, **xansas 
























HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


417 SOUTHERN BUILDING 





Phone Main 2210 






THE TRAFFIC WORLD 


& 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
or mg mma We do not desire to take the place of the traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 


E 
All-Rail vs. Rail-and-Water Routing 

Texas.—Question: We note with interest your November 19 
issue,*under “Questions and Answers,” item “Arkansas,” with 
reference to the lowest rate on shipments moving from seaboard 
territory on unrouted shipments. . 

We have also filed a number of small claims (most of them 
originating under federal control) for the difference between 
the all-rail rate and the water-rail rate on unrouted shipments. 
In most cases the carriers have refused to pay these claims, 
claiming exemption under item 190 of the Conference Ruling. 
We based our claim under item 321 of the Conference Ruling, 
which agree with your opinion in this matter. We will ask that 
you read both of these items over again and weigh this matter 
from all angles, and advise us if, in your opinion, the carrier 
is liable. We believe that, under item 321, unless the shipper 
refuses to specify any particular routing, they should be made 
to protect the lowest rate. 

Answer: Both Conference 190 and 321 state that where 
all-rail rates and rail-and-water rates are available, the carrier’s 
agent must have the shipper designate which class of routing 
he desires. However, notwithstanding this statement, it is held, 
in Conference Ruling 190, that, as to a shipment delivered to 
the carrier unrouted by the shipper, the carrier’s agent did not 
negligently misroute the shipment in forwarding it via the all- 
rail route. See also the case of Getty Hirsch vs. Erie R. R. et al., 
Unreported Opinion 381, to the same effect. 

Nevertheless, if it is the duty of the carrier’s agent to secure 
routing instructions from the shipper, there cannot, unless the 
shipper refuses to designate the route, be an absence of routing 
instructions and therefore, it seems to us, the carrier should be 
held liable for misrouting if he fails to secure a designation of 
the route from the shipper and forwards the shipment via an 
all-rail route, via which route the charges are higher than via an 
available rail-and-water route. 


Freight Charges—Liability of Consignee for 


Pennsylvania—Question: In The ‘Traffic World, dated 
November 12, 1921, on page 1014, you answer an inquiry re- 
garding shipper’s liability for freight charges which should have 
been collected by the railroad company from the consignee, and 
state that, because the railroad company was unable to collect 
the charges from the consignee, that the shipper, therefore, is 
liable and must make payment. We are aware that the Com- 
mission has ruled that the carrier must make every effort under 
the law to collect their legal charges from either the consignor 
or consignee. It is not clear to us, however, that, where failure 
to collect the charges from the consignee is due to negligence 
on the part of the railroad company’s representative, as is indi- 
cated in this case, that the shipper becomes liable for such 
charges. In other words, it is a question in our minds as to 
whether or not under the law, the shipper, who is an entirely 
innocent party, can be held responsible and made to suffer a 
loss because of negligence on the part of the carrier’s repre- 
sentative. 

If there are any court decisions dealing with this phase of 
the situation, we will appreciate’ your giving us a reference 
thereto. 

Answer: While there are several decisions (see Y. & M. V. 
R. R. vs. Zemurray, 238 Fed., and King vs. Van Slack, 159 N. W. 
157) to the effect that the charges may not be collected from 
the consignor after delivery of the goods to the consignee with- 
out collection of its charges, the general rule, which is supported 
by the weight of authority, is that the consignor, as the party 
with whom the contract of shipment was entered into, may be 
held liable for all or any part of the freight charges, where 
delivery has been made without collection of the charges from 
the consignee. Coal & Coke R. R. Co. vs. Buchannon River Coal 
& Coke Co., 87 S. E. 376; Southern Cotton Oil Co. vs. Sou. Ry. 
Co., 95 S. E. 251; New Jersey Cent. R. R. Co..vs. MacCartney, 
52 A. 575; Duncan vs. Steel Co., 244 F. 258. 

Demurrage—Failure of Carrier to Observe Reconsigning 

Instructions 

Michigan.—Question: “A” sells to “B” transit car lumber 
f o. b. station “Y.” Car originally billed to “X,” but diverted 
by “A” to “B” at “Y.” Approximately ten days later “B” sends 
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out tracers, as car not arrived at “Y.” Car finally located at 
“X,” as originally billed, and was not diverted by railroad, 
Through investigation it developed that car had arrived at “x” 
a week prior to sale to “B.” . Railroad claims car was not dj- 
verted account not in route, that is, through rate not applying 
from point of origin to “Y” via “X.” “B” referred railroad. to 
their tariff, which reads that “if no through rate applicable 
through the point at which the car’ is diverted or reconsigned 
the tariff rates in effect to and from the diversion or reconsign. 
ing point will apply, plus diversion or reconsigning charges.” 
Railroad claims that it is “the general understanding of the 
shipping public that where such diversion can take place it 
will be on the basis of the through rate.” As the result of the 
railroad’s failing to divert this car, demurrage accrued which 
far exceeds the value of the contents of the car, and, on account 
of this delay “B”’*could not use lumber at “Y” and was com- 
pelled to divert elsewhere. “B’s” contention is that the railroads 
are in error for not diverting the car, regardless of the rate 
applicable, and therefore the demurrage not accessable. Kindly 
advise if the carriers are correct in assessing demurrage charges, 

Answer: In the case of Doran & Co. vs. N. C. & St. L. Ry. Co,, 
33 I. C. C. 523, the Commission, on page 527, said: ‘While recon- 
signment is, as a general rule, associated with the application 
of a: specific through rate, which is often less than the sum of 
the intermediate rates in and out of the point of original des- 
tination, and largely derives its value from that fact, this rule 
is not without exception. Not infrequently shipments are re- 
consigned on basis of the sum of the local rates, under authority 
of tariffs which provide for reconsignment at the through rate, 
and this may be done without violation of such tariffs, for the 
reason that no specific rate from the point of origin to the new 
destination is in effect. The through rate in such cases is made 
by combining two or more rates instead of by the use of a 
single rate factor, but the reconsignment rules and charges 
apply to the same extent as if a specific through rate were in 
force. In one instance where that situation existed the Commis- 
sion decided that the facts did not justify it in holding as un- 
lawful a reasonable reconsignment charge. Kehow & Co. vs. 
1. ©. BH. RK. Co., 144 LC. ©. S42.” 

Therefore, any demurrage resulting from the failure of the 
carrier to comply with the shippers’ reconsigning instructions 
may not be assessed against the shipper. See Beekman Lumber 
Co. v. Mo. Pac. Ry., 37 I. C. C. 400. 

However, inasmuch as the car of lumber arrived at “Y” a 
week prior to its sale to “B,”’ the reconsigning instructions were 
presumably issued after its arrival at that point, and, therefore, 
any demurrage which accrued between the arrival of the car 
and the receipt of reconsigning instructions by the carrier, must 
be paid by the shipper. 


Rates on Shipments in Cars Furnished by Shippers vs. Cars 
. Furnished by Carriers 


Missouri.—Question: A carrier (trunk line) operating in 
large terminal, publishes intrastate rates on sand which apply 
to certain districts on its rails within the switching limits “when 
in equipment of private ownership.” In the absence of an alter- 
native rate on sand applying to same territory when in carrier’s 
equipment, the general switching rates are assessed, which are 
from 42 per cent to 325 per cent higher than the sand rates. 

Can you cite us a ruling of the Interstate Commerce Com- 
mission on the question of preferential rates on commodities 
loaded in cars of private ownership, moving only in switch 
service and having both origin and destination within switching 
limits? f 
In your opinion, would a non-owner of private cars, using 
carrier’s equipment be legally justified in refusing to pay more 
on his shipments of sand than the rate published on sand under 
the conditions stated herein? 

Answer: The Interstate Commerce Commission has n0 
jurisdiction, at the present time, over intrastate traffic, in the 
absence of a showing that intrastate rates cause undue or ul- 
reasonable advantage, preference, or prejudice, except as to 
shipments not barred by the statute of limitations, which moved 
during the period of federal control 

However, as to both intrastate traffic moving during the 
period of federal control and interstate traffic, the Commission 
has recognized that the carriers are entitled to charge higher 
rates for the transportation of shipments loaded in cars fur- 
nished by the carrier than when in cars furnished by the ship- 
per. See Lehigh Portland Cement Co. vs. Director-General et 
al., 58 I. C. C. 429, and Kaw River Sand & Material Co. VS. 
A. T. & S. F. Ry. Co., 55 I. C. C. 683 

A shipper may not legally refuse to pay the lawfully pub- 
lished rate, either interstate or intrastate. His remedy, in the 
event he believes that the rates charged on his shipments are 
unreasonable, is to apply to the proper authorities, the Inter 
state Commerce Commission, if interstate traffic, and the state 
commission, if intrastate, for an order directing the carrier t0 


publish reasonable and just rates for the transportation of his 
shipments. 


Notice of Claim—Time Within Which to File 
Ohio.—Question: On July 18, 1919, we made shipment of 
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NOSA LINE 


Monthly Sailings to Princi Ports 
West Coast, South America—Direct 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 
Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 


For particulars apply 
604-12 Queen & Crescent Bidg., New Orleans, La. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship” 


New Orleans & 


South American S.S. Co. 
INCORPORATED 


REGULAR SERVICES 


FREIGHT and PASSENGER 
Between 


MONTREAL 
BOSTON 


PHILADELPHI 
PORTLAND, ME. 

BRISTOL 

GLASGOW 
LONDON 
LONDONDERRY ROTTERDAM 
CHERBOURG DANZIG 
Import and Export Freight Shipments Solicited 


COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


Ra “Ship by Water’ 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 














Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma 


Thru bills of lading issued to San Diego, Oakland, Stockton and 
cramento, California; Hawaiian and Far East Ports; 
Grays Harbor and Puget Sound, Wash. 











For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
15 Moore Street, New York 


Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South Street Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, 
Portland, Seattle and Tacoma 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport~Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 






























































Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


We Solicit General Cargo 


LIVERPOOL and MANCHESTER 
. COAHOMA COUNTY Due Mobile December 30th 
. MAIDEN CREEK Due Mobile February Ist 
- CLAVARACK Due Mobile February 17th 
LONDON-HULL and EAST COAST 


Due Mobile December 24th 
Late January 
Late February 


HAMBURG and BREMEN 
. WILDWOOD Due Mobile January 28th 


BRISTOL CHANNEL and WEST COAST 
. AFOUNDRIA Due Mobile February 10th 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 





Pacific Mail Steamship Co. 


PASSENGER AND FREIGHT SERVICES 


SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL ROUTE” 


From San Francisco and Los Angeles to Baltimore, calling at 
Manzanillo, Mexico, San Jose de Guatemala, La Libertad, 
Salvador, Havana, Cuba, and Norfolk. 
















S.S. Colombia sails from Baltimore January 12th 
S.S. Ecuador sails from San Francisco January 25th 
and approximately every 22 days thereafter 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Sailings approximately every twenty-two days 
General Offices: 508 California Street, San Francisco 
10 Hanover Square, N. Y. 














Continental Building, Baltimore 


“The Sunshine Belt to the Orient” 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Manila, Hongkong 

Passenger and freight sailings by new and luxurious U. S. Ship- 

ping Board 21, 100-ton displacement, 1744-knot, steamers: S. S. 

Golden State (January 14th); S. S. Empire State (February 

7th); S. S. Hoosier State (March 4th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, 
Singapore, Colombo, Calcutta 
Passenger and Freight sailings by new and commodious U. S. 
Shipping Board steamers: S. S. Wolverine State (January 
19th); S. S. Creole State; S. S. Granite State. 


Through bills of lading issued to and from points beyond ports of call 





















































For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 
508 California St., San Francisco 
10 Hanover Square, e ontinental Building, Baltimore 
Managing Agents: U.S. Shipping Board 
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one carload of machinery from Cleveland to our New York 
representative. Upon arrival of the car at New York it was 
found one package was smashed and we preferrd claim 
against the railroad company. 

Our records disclose that the car arrived at New York City 
on July 29, 1919, and our claim was filed with the railroad com- 
pany in Cleveland under date of January 28, 1920. After about 
two years of stalling the railroad company has come forward 
with the excuse that they cannot admit the claim for the reason 
that it was received one day late, their contention being that 
it did not reach their office until January 30, 1920. To this we 
have replied that we do not read the bill of lading clause as 
requiring that claims must be in their possession within six 
months, as the clause in the bill of lading reads, “Claims must 
be made in writing * * * within six months * * *.” In 
other words, we feel that, having made the claim and placed it 
in the mails, we should not be prejudiced because of its late 
arrival with the railroad claim department. 

In disputes in connection with non-receipt or late receipt 
of arrival notices, it has usually been contended that placing 
the arrival notice in the mails is evidence of receipt in the 
usual course of business, and we fail to see why the same pro- 
cedure should not apply in the case of claims rendered against 
the railroad company. We may mention that the railroad com- 
pany flatly refuses to pay the claim and they tell us they are 
acting under the instructions of the regional counsel, Railroad 
Administration, at New York City. 

Kindly advise whether, in your opinion, we are entitled to 
succeed? It seems that it will be necessary for us to bring 
suit to get any redress, but we hesitate to do so if there is any 
precedent in favor of the attitude the railroad company take. 

Answer: We have been able to locate but two cases in 
which this question has been considered, neither of which cases, 
however, are broad enough in their scope to be probably used 
as precedents. In St. L. I. M. & S. vs, Furlow, 117 S. W. 517, 
the shipper mailed notice of claim which failed to arrive within 
the one day’s time provided in the bill of lading and recovery 


was denied. This case covered injury to live stock, the court 
saying: ‘ 


In the stipulation in the case before us the notice in writing was 
required to be served within one day after the delivery of the stock at 
destination. The object of the notice was to give the carrier an oppor- 
tunity to fully and fairly investigate the claim for damages before the 
horses should be placed beyond the power of the carriers to examine 
and inspect by reasonable exertion. It is obvious that this could have 
been done only by actual notice. The contract says that the notice 
must be served within one day, and this means actual notice. Notice 


by mail, then, would not be sufficient unless it was received within 
the one day. 


In the other case, Johnson vs. N. Y. N. H. & H., 88 A. 989 
(Me.), the point considered seems not to have been whether 
the notice arrived within the stipulated time, but whether a 
notice was actually sent, it being held that the deposit of a 
letter in the mail properly stamped and properly addressed is 
prima facie evidence of delivery by due course to the addressee. 
In this case reference is made to the case of Chase vs. Surry, 
34 A. 270 (Me.), which case holds (but not with respect to 
claims against carriers for loss or damage) that while the de- 
posit of a letter, properly addressed and stamped, in the post 
office, may be prima facie evidence of its receipt by the ad- 
dressee by due course of mail, as the law assumes that govern- 
ment officers do their duty, the mailing of a notice within a 
stipulated period of time, unless received within that time is 
not proper notice. This case, in our opinion, expresses the 
principle which should govern. 


Liability of Carrier for Loss of Grain 

Michigan.—Question: A certain car of grain arrived at des- 
tination showing a considerable shortage. One side of the car 
had no seal, and grain was leaking through one grain door. In 
view of the fact that the one side had no seal, carrier states 
they will have to admit some liability, but claim that, account 
of the grain leaking through grain door, shipper will also have 
to acknowledge liability. They will only pay 50 per cent of 
the amount of the loss. Are they not liable for the entire short- 
age? Kindly quote court decision covering a similar case or 
advise how claim may be collected in full without the necessity 
of taking same into the courts. 

Answer: By the weight of authority the shipper has estab- 
lished a prima facie case when he shows that the reported 
weight of the grain delivered to the consignee was less than 
that delivered to and receipted for by the carrier. The burden 
of rebutting this prima facie evidence of loss rests upon the 
carrier. 

If the installation of grain doors and cooperage is a ship- 
per’s duty, there necessarily exists an obligation to use due care 
in performing it and where the carriers furnish adequate grain 
doors, lumber and other cooperage material and specifications 
for the use thereof, they should not be expected to pay for loss 
occasioned by the shipper’s negligence, 

If loss of or injury to goods, while in the carrier’s posses- 
sion, is shown, a prima facie case is made out against it, and 
the burden of proof then devolves upon it to show that the loss 
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or injury was due. to one of the cases excepted at common lay, 
in this case an act or fault of the shipper. 

We know of no case covering a similar state of facts. If 
the carriers are not willing to make a full settlement of your 
claim it will be necessary for you to file suit. 


Loss of Reconsigning Privilege at Through Rate on Account 
of Misrouting Shipment into Original Billed Destination 


Ohio.—Question: Under date of September 17, 1920, we 
shipped a car of lumber from Collins, Miss., to ourselves, Hart- 
ford, Conn., and gave agent at Hartford instructions to deliver 
on arrival to our customer, but before car arrived our customer 
went broke and we wired agent to disregard our instructions 
and have car held at arrival, wiring us, and we would furnish 
disposition, which he did. We then had car reconsigned to 
Boston, Mass. 

When we received the freight bill we found that the carrier 
had charged us the local rate to Hartford plus the local rate 
Hartford to Boston. We filed claim, basing our claim on the 
through rate from point of origin to Boston. The carrier re. 
turned our claim several times, trying to get us to withdraw 
on various technicalities, which we refused to do, and the last 
time the claim was returned they claim that shipment moved 
via G. S. & I.-I. C.-M. C.-C. P. C. V.-N. Y. N. H. & H., while the 
through rate only appled via New York, N. Y. N. H. & H., and 
we returned our claim to them, stating that we would not with- 
draw, as we could see no reason why we should be held respon- 
sible for the misrouting of the shipment. We have traced them 
several times and the only information we have been able to 
get out of them is that they are trying to get a copy of the 
billing from the agent at point of origin to see how shipment 
was routed, and we might mention that shipment was unrouted, 
and for that reason we feel that shipment should have moved 
in compliance with the route published in the tariff. 

We feel that the carrier has no legal right to hold up pay- 
ment of this claim and will ask that you advise what action 
we should take, whether we should file a complaint with the 
Commission or wait a while longer to see what the carrier is 
going to do. 

Answer: If the joint through rate from Collins to Hartford 
applied only via the New York gateway clo N. Y. N. H. & H., and 
did apply with the Gulf & Ship Island Railroad as initial carrier, 
and, further, no routing beyond was given the carrier, then the 
carriers parties to the rate to Hartford misrouted the shipment 
into Hartford. Conference Ruling 214-C provides that, in the 
absence of specific through routing by the shipper the carrier's 
agent must forward shipment via the cheapest available route. 
There is no doubt but what the carriers will be obliged, under 
such circumstances, to protect the joint through rate into Hart- 
ford, but whether this liability of the carriers can be merged 
into that of protection of the through rate from Collins, Miss., 
to Boston, to which car was subsequently reconsigned, is an- 
other matter. Had the carriers not violated their duty as to 
routing into Hartford, undoubtedly the shipper could have exer- 
cised the privilege held out to him by the New Haven road in 
its I. C. C. F-2079, which provides that carload shipments will 
be reconsigned at Hartford before placement for unloading, on 
basis of the through rate from origin via diversion point to final 
destination. Had the shipper specifically routed his shipment 
on his shipping order, via the lines forming the route over which 
the through rate applied, the duty of the carrier would have 
been identically the same, as if no routing were specified. Ab- 
sence of routing, and the specification of routing by shipper via 
the route taking the lowest rate, are equivalent to each other. 
If the through rate from Collins to Boston is applicable via 
Hartford, clo the New York, New Haven & Hartford, the car- 
riers are liable for failure to handle the car so as to insure 
protection of that rate, knowing that under reconsigning tariffs 
the shipping contract is subject to be reopened at any point 
along the route. 

Loss of a transit privilege on account of a misroute, resulted 
in an order of the Commission directing the carriers to stand 
the expense of getting car back into route so that the transit 
privilege could be exercised. (Conference Rule 230.) 

Our advice would be to keep after the carriers, insisting 
that they satisfy themselves as to the carrier’s misroute and, 
having done this, that they make refund of the overcharge re 
sulting from their error. If, after waiting a reasonable time 
for full investigation to be made, the carriers still decline pay- 
ment, your course would be to file complaint with the Interstate 
Commerce Commission. 


Liability of Carrier for Value of Delayed Shipment 


Massachusetts.—Question: In your answer to “Minnesota,” 
on page 1116 of November 26, issue of The Traffic World, regard: 
ing the “Liability of Carrier for Value of Delayed Shipment, I 
fail to see why the shipper should stand this loss under the 
circumstances related. ; 

True, a delay under the law does not constitute a conversion, 
but surely the carrier was negligent in not promptly notifying 
the shipper of the delivery of the first shipment, which woul 
have prevented the duplicate shipment, or the delivery ot it. 
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AN ABSTRACT 


of Every New Freight 
and Express Tariff 
and of 
Every Supplement 
Filed With 








The Interstate Commerce 
Commission 


by carriers, subject to 
the act to regulate 
commerce, is printed in 


The TRAFFIC BULLETIN 


and, except in the case 
of short notice tariffs, 
it is printed 


At Least Twenty Days 


before the effective date 











The same plan is followed with 
Boat Line Tariffs filed with 


THE SHIPPING BOARD 











You can deal in futures on Freight 
and Express Rates by means of 
The Traffic Bulletin and with no 
chance to lose. 











Samples and complete information free 


The Traffic Service Corp’n 


418 South Market Street, 


CHICAGO, ILL. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 








‘American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 





Boston Phila. New York 
eR go! ao Dec. 24 Dec. 31 Dec. 29 


S.8. ARIZONAN  ....c.ccccsece DOM §“nesween Jan. 5 
JS | SS eee Jan. 7 Jan. 12 
S.8. FLORIDIAN  ...ccccccesers CS) een Jan. 19 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 








EUROPEAN SERVICE 


U. 8S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 





Joint Services with 
Ham burg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
ee. SEL icicrocinthn bowie wales swwmine ee selene eae enenle Dec. 29 
ie PR RN once ccwwiccieccceccccticessecene Jan. 5 
I iia s..0-wiw ore 'siniwis-ecibinwieiesie wines wee Jan. 12 
Pe i ceca wien cswewse ging eGunauaimiuwen Jan. 19 
Oe NE seen owickwt. chm eww ikiowauawunweneamaw Jan. 26 


*Carries third-class passengers. 
¢Cabin and third-class passengers 


LOADING PIER 86, NORTH RIVER 





PHILADELPHIA TO BREMEN AND HAMBURG 


S.S. THEMISTO (via Baltimore) ......05ccicccvceseceses Jan. 21 
BOSTON TO BREMEN AND HAMBURG 
S.S. CLARKSBURG (via Baltimore and Norfolk)...... Jan. 5 





BALTIMORE TO BREMEN AND HAMBURG 
S.S. CLARKSBURG (via Norfolk)..............ceeeee% Jan. 12 
Dilly: NEMS a o51c<1ces caguiedekiaweden sG¥bueonewenee Jan. 28 





NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
Peers AC RMU, Goo s5.5:ctare70 i0in'orp ip arava ince sisisiere le @rausravone- aoe Jan. 14 





NEW ORLEANS TO HAMBURG 
er Early January 
Oe SS re Early February 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 






NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
eg ea er re Jan. 10 


Loading Pier 21, Pouch Terminal, Clifton, S. I. 





NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
i re I ios ovine oe Sc ewndduwsownwaees Jan. 10 
Loading Pier 21, Pouch Terminal, Clifton, 8S. I. 





General Offices: 39 BROADWAY, New York 
Telephone WHITEHALL 1020 


WESTERN FREIGHT OFFICE 


327 South LaSalle Street, Chicago Phone Wabash 4891 
BRANCH OFFICES 

40 Central Street, Boston Phone Fort Hill 3084 

Bourse Bldg., Philadelphia Phone Lombard 7050 

Oliver Bldg., Pittsburgh Phone Grant 7431-2 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisce 
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The carrier admitted its negligence by paying the claim, now 
they request the shipper to refund the amount paid to him. 

What recourse has the shipper now that the consignee is 
no longer in business and in all probability cannot readily be 
located? 

Answer: Apparently the shipper was first advised by the 
consignée that the shipment had not arrived, which the carrier 
confirmed,the duplicate shipment having then been forwarded. 
While payment for the loss of the first shipment was made by the 
carrier, this was evidently made under a mistake of fact, namely, 
that the shipment had been lost. 

The loss sustained by the shipper was not due to any neg- 
ligence in the transporting of the duplicate shipment by the 
carrier, but the failure of the consignee to pay for it. The car- 
rier should rightfully refund the amount of the freight charges 
on the duplicate shipment, but not, in our apinion, the value 
thereof. 

Liability of Carrier for Failure to Furnish Cars 

Ohio.—Question: Claim is for damage to cabbage which 
rotted in the field and on the carrier’s right-of-way. Claimant 
orders cars from carrier; notified carrier that cabbage was rot- 
ting in the field account failure to secure cars; some cabbage 
hauled to station, but account no cars available was unloaded on 
right-of-way to await cars. A large amount of cabbage rotted 
in the field and the cabbage which was unloaded on the right- 
of-way was also a complete loss. Claim is filed for estimated 
tonnage lost, based on average yield for the district, at prevailing 
price, no amount included for cost of labor held for purpose of 
harvesting and hauling. Carrier declines claim on the ground 
that they are not liable for loss of property before actually in 
their possession. If you cannot cite precedents, please advise 
your opinion as to carrier’s liability. 

Answer: In A. C. L. Ry. Co. vs. Geraty, 166 Fed. 10, the 
court held that the carrier was liable for losses sustained by 
growers due to the failure of the carrier to furnish refrigerator 
cars which had been ordered. The court said, in part: “This 
is not the case of a railroad carrying ordinary freight being called 
upon to provide unusual facilities. The testimony tends to show 
that Meggete was the station of a great truck growing region, 
and that the railroad had constructed spurs of tracks running 
into it for the purpose of transporting the products grown there, 
and had been furnishing refrigerator cars in previous years, and 
had permitted the car companies furnishing the refrigerator 
cars, under some arrangements with the railroad company, to 
solicit the business. When, encouraged by these facilities, the 
farmers gradually increased the acreage under cultivation, with 
the knowledge of the railroad company, it could not be success- 
fully contended that the railroad company fulfilled its duty tu 
provide proper instrumentalities of transportation, if, when a 
perishable crop was ready for the market, the grower was obliged 
to let it perish for want of proper cars. All the findings of fact 
necessary to impose the duty on the defendant railroad were 
left to the jury. There was evidence from which the jury was 
justified in finding them, and we think they were sufficient to 
support the verdict. 

As to the cabbages, which, because of notice from the rail- 
road company that the cars would not be furnished, the plaintiff, 
although he had them on hand, did not incur the useless ex- 
pense of tendering them, we think the ruling of the trial court 
was correct. The cabbages were of no value unless they could 
be shipped to markets where they were in demand. They were 
grown but for the expectation and previous experience that the 
railroad would transport them so as to arrive in a salable con- 
dition. The failure to furnish the refrigerator cars directly 
destroyed their value.” 


Liability of Carrier for Injury Caused by Defective Cars 

Illinois —Question: We used a stock car for loading pur- 
poses and car contained a carload of prepared roofing paper. 
The sides of car were protected and lined with roofing paper 
to the extent that it would be impossible for the contents to 
become damaged. When car arrived at destination contents 
were received damaged and notation made on freight bill by 
agent stating that material was damaged account of a very bad 
leaky roof. Claim was filed with carrier who had delivered the 
car; same was declined. Their reasons were that originating 
line furnished the equipment and all responsibility rested with 
them. 

We contend that the originating line should have made an 
inspection of this car before same was placed at our siding. 
We would like to know if we can hold the carriers responsible 
for the condition of this car, even though it was necessary to 
use a stock car. Did liability of the carriers cease when we 
used such a car for loading purposes? This happened during 
a period of car shortage. Had this car been inspected and had 
a good roof on, damage would not have occurred, and would 
appreciate it if you will give us your opinion on this case. 

Answer: While it has ben held that, where the shipper 
voluntarily selects the cars in which his goods are shipped, by 
virtue of express contract or under circumstaraces which charge 
him with full knowledge of their capabilities and defects, relying 
upon his own judgment and not on the duty of the carrier, the 
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carrier is not liable for loss or injury caused by defects, except 
such as are latent and not readily discoverable (see Edwarq 
Frolick Glass Co. vs. Penn Co., 101 N. W. 223 (Mich.)), never. 
theless: it should appear that there was a distinct agreement 
by the shipper.,to assume the risk of the sufficiency of the car 
furnished, or that the shipper did not leave the selection of the 
car to the carrier, but assumed that duty himself. 

If the initial carrier, in the instant case, accepted the goods 
as for shipment as loaded, without exception, it is liable, in our 
opinion, for the damage thereto, particularly in view of the fact 
that the loss apparently resulted from the defective roof of 
the car and was not due to the fact that they were loaded in a 
stock car. 


Liability of Carrier for Injury Resulting from Defective Car 
Unloaded and Reloaded Without Inspection by Carrier 


Pennsylvania.—Question: Ata mill having a private siding, 
a car of wood was received in a box car, and there was no 
evidence at that time that the car was not in good order, no 
placard being placed thereon as to a “leaky roof.” This car was 
again loaded with paper and the agent notified, who signed a 
clean bill of lading for same. When the shipment reached desti- 
nation claim was made account of damage by water caused by a 
leaky roof. The carriers decline the claim on account of not hay- 
ing been notified, so that they could have had an inspector look at 
the car before loading. We understand there was no inspector at 
that point, it being a small station, and the agent had perfect 
right to refuse the shipment if he thought the car was not 
proper equipment in which to load paper, and there is no way of 
telling but that this car sprang a leak after the paper was 
loaded in same. 

Can you advise us through your columns if there has been 
any rulings in connection with this kind of a claim, or whether 
the stand of the carrier is correct in view of their signing a 
clean ‘receipt for the car? 

Answer: The only case we can locate which is apparently 
in point is that of C. C. C. & St. L. Ry. vs. Louisville Tin & 
Stove Co., 111 S. W. 358 (Ky.). This case covered a car loaded 
with soda ash, a chemical, the action of which causes boards to 
shrink and metal to rust, which car was delivered to a consignee 
and reloaded with cans. The carrier set up that, as the car had 
been reloaded without its consent, or knowledge, it should not 
be held liable for the damages. The court, in holding the carrier 
liable, said: 


It was not the duty of Ball Bros. to inspect the car or to exercise 
care to know whether it was in condition for the goods to be shipped 
in it; but they had a right to put the goods in the car, assuming that 
the railroad company would not have directed this to be done unless 
the car was suitable. It is not charged that Ball Bros. were not 
authorized to place the cans in the car. The fact that it was done 
without the defendant’s knowledge or consent does not show that the 
initial carrier did not authorize it, and it was the duty of the de- 
fendant to keep the goods safely after it received them. 


In Nicholson vs. St. L. & S. F. R. Co., 124 S. W. 578, and 
Edward Frolich Glass Co. vs. Penna. Co., 101 N. W. 223, it was 
held that the shipper was bound by his selection of cars. How- 
ever, in the first case the unfitness of the car was apparent and 
the bill of lading contained a release from liability on the part 
of the carrier, while in the second case it was shown that there 
was an agreement between the shipper and carrier whereby the 
shipper was authorized to select cars for transportation of the 
products and he selected an obviously unsuitable car. 


Liability of Carrier for Loss of Shipment Billed’ to Inland Point 


Illinois —Question: Please let us have your opinion as to 
a carrier’s liability in case of non-receipt by a consignee of a 
shipment consigned by freight to an inland point, but delivered 
by the carrier to the nearest prepay, non-agency station. 

The case we have in mind is one on which the railroad 
company has declined to honor a claim because of making de- 
livery as above outlined. To be exact, the shipment was con- 
signed from Cincinnati, O., on a bill of lading showing only 
Diablock, Ky., as destination. Diablock, Ky., is only a post office 
and not a railroad station. Shipments for that point are billed 
by the railroad to Glomar, Ky., a prepay point, which in turn 
bills to Hamdin, Ky., according to information given us by the 
railroad company. 


The shipment in question was billed to Diablock, Ky., through 
error of the shipper and not on instructions of the consignee, 
whose intention it was to have the shipment billed to an entirely 
different point. 

In view of the fact that neither Glomar nor Hamdin were 
shown on the bill of lading, was it the duty of the carrier to 
deliver the shipment to the nearest non-agency point (Glomar, 
Ky.) or should he have declined to accept it from the shipper 
because the bill of lading showed only Diablock, Ky., as destina 
tion? The shipment in question was prepaid by the shipper. 

Answer: While no doubt the instances are common enough, 
we cannot locate a case which covers a like situation 

If a shipment is actually billed to a non-agency station the 
carrier may rely upon the consignee being at that point to re 
ceive it upon its arrival and will not be liable for its loss after 
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delivery at that point, in the event the consignee is-not there 
to receive it. 

If, however, the shipment is billed to an inland point, the 
carrier should, in our opinion, either deliver the shipment to 
an agency station and secure disposition therefor, or secure 
proper delivery instructions from the consignor before accepting 
the shipment, instead of ,delivering it at a non-agency station, 
even though such station is somewhat nearer the actual destina- 
tion of the shipment, Failing to do either of these two things, 
it is, in our opinion, liable for the loss of the shipment. 

Liability of Carrier for Unauthorized Inspection of Perishable 
Goods 


Ohio.— Question: Kindly advise whether or not there has 
been ruling by the Interstate Commerce Commission, or other- 
wise, giving carriers the privilege of inspecting cars in transit 
or after arrival at destination without the consent of the owners. 

It is very detrimental to perishable freight moving under 
refrigeration to make these inspections, and we have had cars 
inspected without our instruction where the inspection caused 
considerable damage, and if there is any way to have this matter 
eliminated, we would like to do so. 

Answer: We know of no ruling on the subject, but, unless 
the inspection is necessary for the proper protection of the ship- 
ment, under the instructions. of the shipper, such inspections 
should not be made and the carrier could, no doubt, be held 
liable for any damage which can be proved to have resulted 
from unauthorized and unnecessary inspection by the carrier’s 
servants. 


Tariff Interpretation—Application of Carload Rate to Less-than- 
Carload Shipment Where No Corresponding Less-than-Car- 
load Rate Established 


Canada.—Question: A shipment of approximately 16,000 
pounds moved from a point in Indiana to a point in Canada un- 
der the carload rate and minimum weight. The bill of lading 
does not state whether the shipment was in packages or loose, 
but the issuing agent indorsed the bill of lading, “L. C. L. rate 
will be protected.” Freight charges were reduced at destination 
by us to basis of L. C. L. rate at actual weight, and carriers 
now demand payment on basis of carload rate and minimum 
weight, claiming that the classification does not provide L. C. L. 
rate for shipments in the loose state. Please advise if indorse- 
ment by issuing agent is sufficient authority for the L. C. L. rate 
to be protected. 

Answer: The notation on the bill of lading merely raises 
the presumption that this was intended to be and was tendered 
the shipper and accepted by the carrier as an L. C. L. consign- 
ment. It is not conclusive proof, however, for if you ordered 
a car for these goods, loaded and tendered same as a carload 
shipment, and received carload service thereon, the notation on 
the bill of lading would be outweighed by the more conclusive 
evidence of a carload shipment. Carload shipments are subject 
to carload rates; L. C. L. shipments to L. C. L. rates. If the 
evidence is sufficient to prove beyond all reasonable doubt that 
this was ‘an L. C. L. shipment, tendered and accepted as such, 
accorded L. C. L. service by the carrier, the same is entitled to 
a less-carload rating. It is not subject to a carload rate unless 
it was a carload shipment, except that if the charges at the rate 
and minimum weight are less than the carload rate under rule 
15, section 2, Consolidated Classification No. 2, is applicable. 

If the facts surrounding the handling of this consignment are 
conclusive of the fact that same was offered, accepted and han- 
dled as an L. C. L. shipment, regardless of rule 6, section 1, 
Consolidated Classification (which provides that such shipments 
will not be accepted by the carrier on account of being improp- 
erly packed, etc.), the carrier has accepted and transported a 
less-than-carload shipment without a published rate, and a ship- 
ment which it does not hold itself out to carry. 

Section 6 of the interstate commerce act requires the carrier 
to publish the rate it will charge on the different classes of 
traffic it holds itself out to haul. If, therefore, the carrier ad- 
vises shippers, through its published tariffs, as to the kinds of 
freight and conditions under which it will or will not haul, and 
then acts to the contrary by accepting goods from one shipper 
in a condition which it tells the public generally it will not haul, 
it merely creates an unlawful situation. In the instant case the 
carrier has not provided itself with an L. C. L. rating on the ma- 
terial, when shipped loose, and specifically informs the public 
that the same will not be accepted. If the carload rate were 
applicable to such L. C L. shipment when same is offered, ac- 
cepted and transported as such, then rule 6 is meaningless in 
providing that such a shipment will not be accepted, for there 
would then be a holding out to transport L. C. L. shipments of 
this character at the carload rate. There is no such provision in 
the published tariffs of the carrier. 

The fact that a carload rate is published on this commodity, 
when shipped in the condition described, is immaterial, unless 
the shipment was offered, accepted and transported as a carload 
shipment. 


Shipper Must Prove Value of Goods Delayed in Transit 


Illinois —Question: Claimant purchased a shipment of metal 
in the East for shipment to the plant at Chicago. Car was de- 
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layed in transit from July 27 to August 30. In this period of 
time the price of the commodities dropped $2 a ton. The buyer 
filed claim with carrier for the difference in the market value 
of the goods at the time they should have arrived and the market 
value of the goods at the time they did arrive. 

The carrier admits liability and unreasonable delay in the 
shipment, but refused to pay claim, inasmuch as the claimant 
is unable to show specifically just what his loss is. In other 
words, the material bought is worked up into other commodities 
and disposed of in this manner. 

Please advise whether the carrier is liable for the difference 
in the market value at the time shipment should have arrived 
and time it did arrive, citing us any similar cases and decisions 
thereon. 

Answer: For unreasonable delay on the part of the carrier 
in the transportation of goods, the owner is entitled to the dif- 
ference between the market value of the goods at the time of 
arrival and the market value at the time the goods should have 
arrived. 

The burden of proof is on the plaintiff to show the value of 
the goods. 


FREIGHT BUREAU INVESTIGATION 


The Trafic World Washington Bureau 


The specific thing that caused Senator Pittman, of Nevada, 
to offer the resolution directing the Commission to investigate 
the Transcontinental Freight Bureau, was, he says, the filing by 
that bureau of the fourth section applications on behalf of the 
transcontinental lines to make rates eastbound from Pacific 
coast points of origin to meet water competition via the Panama 
Canal, without reducing them from intermediate points of origin. 
The proposals of the Bureau, he says, will cause greater dis- 
crimination than ever against the intermountain country. 

“This bureau pretends to be a voluntary rate organization 
and to make recommendations to the Commission from a disin- 
terested standpoint,” said Senator Pittman. “I don’t think that 
is true. It is the plaintiff before the Interstate Commerce Com- 
mission in petitions to change numerous western rates. I suspect 
very strongly that it is a dummy institution of the railroads. The 
railroads have a perfect right themselves to propose to raise or 
lower rates. I.am not objecting to that. If this bureau is noth- 
ing but a tool of the railroads, that fact ought to be known. If 
it doesn’t represent the shippers, the public should know it.” 

Senator Pittman said the reductions proposed by the bureau 
would “decimate” the intermountain country. 


The senator had a strong impression that the bureau has 
held itself out as an impartial body. He did not divulge the 
source of that impression, though it was suggested to him that, 
as far as known the bureau had not held itself out as a repre- 
sentative of shippers. 


It is believed that when the Commission makes a report on 
the Pittman resolution it will point out that the bureau is a rail- 
road organization, pure and simple, and that no informed man 
ever had the slightest excuse for thinking otherwise; that the 
Commission has encouraged the formation of such bureaus to 
the end that what must be done by all the railroads in a group 
shall be done by one agent appointed for that purpose, thereby 
saving the time of railroad officials and the Commission by pre- 
venting duplication of work. It is further believed the Commis- 
sion will point out that the bureau is the organization created 
by the transcontinental railroads for the consideration of requests 
from shippers for changes in rates and that it dockets such re- 
quests and holds public hearings so.that everybody interested 
may have his say for or against the proposal of a shipper whose 
name is published in connection with the request so that every- 
body may judge as to why he made it. 


The suspicion of Senator Pittman that the bureau is 4 
“dummy” organization of the railroads, has caused smiles among 
those who know that what Mr. Countiss is doing is wholly the 
work of the railroads. Another he merely publishes the rates 
that have been agreed on by the railroads that are members of 
the organization, and is not responsible for the decisions on 
which they are based. 


SOUTHERN RAILWAY BONDS 

The Southern Railway Company has applied to the Commis- 
sion for authority to issue and sell $30,000,000 of its develop- 
ment and general mortgage 4 per cent gold bonds. Because the 
bonds, bearing only 4 per cent, could not be sold except at a 
prohibitive discount under existing market conditions, the com- 
pany asks authority to assume an additional obligation of pay- 
ing an additional 214 per cent per annum thereon, thus mak- 
ing the bonds 6% per cent securities. The authority requested 
is desired to enable the company to provide funds for the pay- 
ment of $22,588,000 of its three-year, 6 per cent secured gold 
notes, maturing March 1, 1922; for the payment of a demand 
loan of $2,355,270 owed to the War Finance Corporation, and 
to reimburse the treasury of the company for capital expendi 
tures heretofore made. Negotiations for the sale of the bonds 
have -been deferred pending action by the Commission, the com- 
pany said. 
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ESTABLISHED 1908 


CLASS AND COMMODITY FREIGHT 


Price, $24.00 Per Year 
ding @ Monthly Distribution of Revises Pages Covering Rate Changes tert - 
W. J. HARTMAN, Publisher Cc. J. BELL, Compiler 
732 Federal Street, CHICAGO, U.S.A 


2,000 PAGES 10x12 INCHES 





MUSKOGEE, OKLA. | 
Muskogee Transfer & Storage Co. 


2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 























Old South Bldg., Boston Drexel Bldg., Philadelphia 





Do Decreased Freight Shipping Costs Interest You? 


Then watch for our half page announcement next week, or—if you can’t wait—apply to 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 
General Offices: 203 Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 


Hippodrome Bldg., Cleveland 
Ellicott.Square, Buffalo Union Trust Bldg., Cincinnati Monadnock Bldg.,San Francisco Alaska Bldg., Seattle 
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North China 


~ 
Line 
Columbia Pacific Shipping Company 


Regular Direct Freight Service Without Transhipment 


PORTLAND, OREGON 
TO 


Yokohama, Kobe, Shanghai, Tsingtao, Tientsin 
(Taku Bar), Chinwangtao, Dairen 


SS WEST KADER .... Jan. 2. SS EASTERN SAILOR . Feb. 13 
SS LAS VEGAS ...... Jan. 23 SS WEST NOMENTUM. Mar. 6 


Shanghai, Manila and Hongkong 
SS WEST CAYOTE .. . Dec. 17 
SS WEST KEATS .... Jan. 17 
SS VINITA ........ Feb.17 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, Pukow, Nanking and other open 
Yangtze River Ports 




















For information regarding Space, Rates, etc., apply to 


COLUMBIA PACIFIC SHIPPING CO., 44 Whitehall Street, 


.New York City 


UNITED AMERICAN LINES, INC., 327 South La Salle Street, 
R. T. JOHNS & COMPANY, INC., Leory Building, ington 


COLUMBIA PACIFIC SHIPPING CO. 


GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 


»% Acquire an Expert Knowledge of 
TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping?— 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Pro 
Method of home-study in Interstate Commerce and Industrial 
Railway Traffic Management. Find out how this course can 

you to better knowledge of traffic management by giving you 
& the experience of more than 70 of America’s well known authors 

ities and traffic executives. Write for catalog and 

low cost monthly payment plan. 


LaSALLE EXTENSION UNIVERSITY 
Department 1295-TB CHICAGO, ILLIAOIS 
The ] arcest Business Traintng Inetitrition in thre Wertd 


You’ll know the true meaning of the word when you have 
become a customer of the CAMPBELL PAPER BOX CO. 
Try us on your next rush order for 


SHIPPING TAGS 


“Hurry up” jobs are a specialty with us. 


CAMPBELL PAPER BOX CO. 
SOUTH BEND, INDIANA 





ne 


13th and Kearney Sts., Portland Ore. 
Write the Nearest Office 


Van Nuys Bidg., Los Angeles 
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--- €AR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


The average daily number of surplus freight cars in good 
order in. the period December 1-8 was 339,532 as compared with 
282,926 cars in the period November 23-30, according to compila- 
tions from carriers’ reports completed December 17 by the car 
service division of the American Railway Association. Since 
November 23 there has been an increase of over 100,000 in the 
number of surplus Cars. 

‘Phe surplus was made up as follows: Box, 121,887; ventil- 
ated box,.968; auto and furniture, 7,140; total box, 129,995; flat, 
11,721{" gondola, 121,320; hopper, 44,743; total, all coal, 166,063; 
coke, 4,168;.S. D. stock, 14,241; D. D. stock; 7F83¥ refrigerator, 
3,784; tank,,542; miscellaneous, 6,829; total, 339.532. 

The average daily shortage declined from 302 to 240 cars, 
made up as.follows: Box, 177; flat, 38; gondola, 14; S. D. stock, 
7; miscellaneous, 4. 


CAR.SUPPLY SUMMARY 


The semi-monthly summary of general conditions with re- 
gard to car supply as of the middle of December, issued by M. J. 
Gormley, chairman of the car service division of the American 
Railway Association, follows: 


Box Cars: Continued light demand has increaséd@ box car surplus 
materially in the past two weeks. Some improvement in grain loading 
is being experienced on roads in the middle west. All requirements 
being fully satisfied. To avoid unnecessary and. expensive empty car 
mileage, give special attention to: (a) Keeping home cars out of off- 
line seryiee ‘where suitable foreign cars are or can be made available. 
<b) Using foreign cars only to load en route toward or via owners’ 
line. (c) Storage of light capacity system cars and those not in good 
condition to handle every class of traffic. 

Automobile Cars: Cars of this type should be worked home or 
into automobile-producing territory as requirements may necessitate. 

Ventilated Box Cars: In demand. Return promptly to owners. 
Do not load with dead freight except in direction of home. 

Stock Cars: Supply ample. Return cars to owners promptly. 

Refrigerator Cars: Situation is easy in all sections, all orders 
being protected currently. It is expected that the demand will con- 
tinue comparatively easy until after the holidays. Restrictions against 
the loading of refrigerators have been amended to permit the loading 
with suitable dry freight in the direction of the empty movement. 

Coal Cars: Bituminous coal production, week ended December 10, 
is estimated at 7,200,000 tons, with a full car supply available for the 
loading of coal and other commodities. There is an increase of ap- 
proximately 75,000 open-top cars reported surplus as of week ended 
November 30, total surplus being 132,693 cars, United States roads. 

Flat Cars: Demand for flat cars remains practically stationary. 
There is a surplus of 9,913 reported as of week ended November 30, 
United States roads. 





CAR LOCATION STATEMENT 


The semi-monthly bulletin of the car service division of the 
American Railway Association of the percentages of freight cars 
on line to ownership shows that as of December 1 the percentage 
in the Eastern district was 98.9 as against 94.4-@ year ago; Al- 
legheny district, 98.4 as against 97.8 a year ago; Pocahontas dis- 
trict, 91.9 as against 78.6 a year ago; Southern district, 97.1 as 
against 91.7 a year ago, and Western district, 98.8 as against 
109.9 a year ago; total, all roads, 98.1 as against 97.1 a year ago; 
Canadian roads, 94.5 as against 99.3 yer go. 


CONDITION OF EQUIPMENT 

Freight cars in bad order as of December 1 numbered 320,- 
292 out of a total on line of 2,288,228, the per cent being 14, as 
against 14.4 per cent on November 15, according to the semi- 
monthly statement of the car service division of the American 
Railway Association. The figures indicate a slight improvement 
in the bad order car situation. 

Box cars in bad order on December 1 numbered 153,666, or 
14.9 per cent, as compared with 15.3 per cent on November 15; 
refrigeratoors in bad order numbered 6,964, or 11.8 per cent, as 
against 12 per cent on November 15; gondola cars in bad order 
mumbered 135,050, or 13.9 per cent, as against 14.3 per cent on 
November 15; stock cars in bad order numbered 9,040, or 10.9 
per cent, as against 11.6 per cent on November 15; flat cars in 
bad order numbered 12,272, or 12.5 per cent, as against 13.1 
per cent on November 15. 


LOCATION OF CARS 


The per cent of home cars on home roads as of December 
1 was 68.9 per cent. By classes of equipment the percentages 
were as follows: Box, 58.8; refrigerator, 55.6; gondola, 76.8; 
stock, 83.2; flat, 79.6. 


TRANSPORTATION OF DANGEROUS ARTICLES 


The Commission has amended the rules and regulations 
governing the transportation of dangerous articles so as to make 
paragraph 1861 (a), after December 24, read as follows: 


1861 


ders. 

(a-2) Chlorine loaded not to exceed 87 per cent of the gallonage 
capacity and sulphur dioxide loaded not to exceed 93 per cent of the 
gallonage capacity may also be shipped in special tank cars comply- 
ing with American Railway Association specifications for tank cars for 
these commodities. 


(a-1) 
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(a-3) Chlorine, sulphur dioxide or methyl chloride may be trans.- 
ported in cylinders manufactured and reported in full compliance with 
Bureau of Explosives specification No. 27, effective March 1, 1918, 
or Interstate Commerce Commission specification No. 27, and loaded 
on gondola cars with continuous steel sills, and preferably all stee] 
under frames, and without drop doors, or upon special cars approved 
for this service by the Bureau of Explosives, if secured in position 
on the cars by methods approved by the Bureau of Explosives, and 
if the shipment is loaded by the consignor and to be unloaded by 
the consignee; the cylinders to be fitted with safety devices in ac- 
cordance with paragraph 1862 of these regulations, and the marking 
on the cylinders as required by the specification to be of such size and 
so located that it can be easily read, except that a reproduction of 
the marking on a plate so as to fully comply with this requirement 
will ‘be permitted. 


COMMISSION ORDERS 


The Commission has reopened the standard time zone in. 
vestigation, No. 10122, on the question as to whether or not the 
orders of the Commission should be modified so as to include 
Toledo and any northern portions of the state of Ohio in the 
standard eastern time zone. 

On petition of various coal operators and of the E. M. Wil- 
hoit Refining Company the Commission has reopened the Mis- 
souri state rate case, No. 11862, for further hearing with refer- 
ence to intrastate rates on‘*coal and petroleum and its products 
within the state of Missouri. 

: D. F. McCarthy has been permitted to intervene in No. 
12561, Indiahoma Refining Co. vs. Director-General, Ahnapee & 
Western et al. 

Petition of the Director-General and defendant carriers for 
further consideration of No. 10648, The Gold Hunter Mining & 
Smelting Co. et al. vs. Director-General, Northern Pacific et al., 
and No. 10648 (Sub. No. 1), Consolidated Interstate-Callahan 
Mining Co. et al. vs. Same, has been denied. 

The Director-General’s petition for further consideration of 
No. 11547, Pillsbury Flour Mills Co. et al. vs. Director-General, 
has been denied. 

Complainants’ petitions for rehearing in Nos. 10483, Old Do- 
minion Co, et al. vs. Director-General, 11489, Columbia Quarry 
Co. vs. Director-General, and East St. Louis, Columbia & Water- 
loo Ry., and 11061, American Steel Export Co. vs. Director-Gen- 
eral Indiana Harbor Belt et al., have been denied. 

In order to give the parties an opportunity to file briefs and 
make oral argument, the Commission has extended indefinitely 
the experimental period of abandonment of the Atlanta & St. 
Andrews Bay Railway, which was recently authorized in an order 
in Finance Docket 1159. 

No, 11812, Russell Bros. vs. Director-General, Union Pacific 
et al., has been reopened for the sole purpose of affording com- 
plainant an opportunity to submit proof of damage. 

The Dewey Portland Cement Co. has been permitted to in- 
tervene in No. 12704 (Sub No. 2), Lehigh Portland Cement Co. 
vs. C. B. & Q. et al., and 12704 (Sub No. 3), Oklahoma Portland 
Cement Co. vs. C. B. & Q. et al. 

Petition of complainant for rehearing in No. 11798, Wenger- 
Armstrong Petroleum Co. vs. Director-General, M. K. & T. of T. 
et al., has been denied. 

The California Redwood Association has been permitted to 
intervene in No. 13095, Anderson Lumber Co. vs. Northern Pa- 
cific et al. 

On request of the various complainants, the Commission has 
dismissed Nos. 12602, Manhattan Electrical Supply Co., Inc., vs. 
American Railway Express Co. et al.; 12343, Anaconda Copper 
Mining Co. vs. Director-General, Butte, Anaconda & Pacific et al.; 
12615, F. S. Harmon & Co. vs. Northern Pacific et al.; 12952, 
Cape Girardeau Chamber of Commerce vs. Chicago & Eastern 
Illinois et al.; and. 12991, Dempsey Grocer Co. vs. Chicago & 
Eastern Illinois et al. 

The following complaints have been satisfied and dismissed: 
Nos. 11030, Lampert Lumber Co. vs. Director-General, C. M. & 
St. P. et al.; 12417, Empire Refineries, Inc., vs. Director-General, 
A. T. & S. F. et al.; and 12239, Cairo Association of Commerce 
vs. A. T. & S. F. et al. 


PETITIONS FOR REHEARING, ETC. 

Complainant in No. 11754, Anaconda Copper Mining Co. vs. 
Director-General, has asked for a rehearing. 

Defendants in No. 11130, Indian Packing Co. vs. Director- 
General, Ann Arbor et al., have asked for a rehearing. 

The Director-General has asked for a further hearing or argu- 
ment in No. 11225, Lawton Refining Co. vs. Director General et al. 

The Illinois Central; Nashville, Chattanooga & St. Louis; 
Tennessee Central, and Louisville & Nashville have asked for 
a modification of the Commission’s order in I. and S. 1303, rates 
to, from and between points south of the Ohio River, including 
the Mississippi Valley, in so far as it relates to commodity rates 
from Ohio River crossings and related points to Nashville, Tenn. 


D. M. & N. BONDS 
The Duluth, Missabe & Northern Railway Co. has been 
authorized by the Commission to issue $1,174,000 of general mort: 
gage 5 per cent gold bonds for the purpose of refunding a like 
amount of first division bonds, which mature January 1, 1922. 
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MEXICO 


Exporters, Attention! 


Port of Laredo Cleared 


Through the splendid cooperation of the National 
Lines of Mexico, freight congestion, at this port 
has been entirely relieved and we are now pre- 
pared to render service of the highest efficiency. 


Route your merchandise for reforwarding via our 


PACKAGE CARS: 


FIVE to SIX DAY SERVICE to MEXICO.CITY 


Camphuis & Company, Inc. 


Forwarding Agents 
LAREDO .. . TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


OFFICES: 
Laredo, Texas El Paso, Texas 


Nuevo Laredo, Tamps. Juarez, Chih. 


Piedras Negras, Coah. Mexico City Monterrey, N. L. 


Write us for full particulars and request 
@ copy of our shipping instructions. 


HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg. Co. 


The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
‘FEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 
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Eagle Pass, Texas 





San Francisco Warehouse Co., San Francisco, California 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 






THE W. L. RICHESON CO. 


INCORPORATED 


FREIGHT. BROKERS 
AND FORWARDERS 


Export Shipping for Account of 
Principals Throughout the World. 


. .. (Main Office) 
Suite 1317-1326 Hibernia Bank Building 
. NEW ORLEANS 


401 Produce Exchange 
NEW YORK CITY 


2nd Floor Steele Bldg. 
GALVESTON 


515 Railway Exchange Bldg. 
KANSAS CITY, MO. 


Direct Private Wire Service Between New Orleans, 
New York and Galveston 









ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 





CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Descriptio ity Delivery Service and Cartea 
” 7 Dretrtockere - 







625 Third Street 


Merchandise 


STORAGE 
DISTRIBUTION 


North Kansas City Development Co. 
730 Railway Exchange Kansas City, Mo. 




















































































































RAILROAD ACCIDENT REPORT 


The Traffic World Washington Bureau 


In the quarter ended June 30, 1921, 1,268 persons were killed 
and 9,511 injured in railroad accidents, as compared with 1,451 
and 14;367 in the corresponding period of 1920, according to a 
summary issued by the Bureau of Statistics of the Commission. 
The Bureau pointed out that there was a substantial decrease 
in the number of casualties resulting from railway operations 
in the 1921 quarter as compared with the same quarter of last 
year. 

The number of trespassers killed in the quarter was 620 as 
compared with 480 in the 1920 period; non-trespassers, 648 as 
compared with 971 in the 1920 period. The number of trespassers 
injured was 771 as compared with 561 in the 1920 period, and 
non-trespassers, 8,740 as compared with 13,806 in the 1920 period. 

In highway grade crossing accidents 336 were killed and 
1,015 injured in the 1921 quarter. The number of trainmen killed 
on duty was 146 and the number injured, 5,487, as compared with 
281 killed and 9,232 injured in the 1920 quarter. 

Forty-four passengers were killed and 1,357 injured in the 
1921 quarter, as compared with 63 killed and 1,978 injured in 
the same quarter of 1920. 

In industrial and other non-train accidents 91 persons were 
killed and 17,254 injured in the quarter, as compared with 112 
killed and 25,398 injured in the 1920 quarter. 


GOVERNMENT TRAFFIC DEPARTMENT 


The Trafic World Washington Bureau 


The federal government has set up a complete traffic depart- 
ment, which does for it exactly what the traffic department does 
for a commercial or industrial concern that ships any con- 
siderable quantity of freight. It is officially known as the 
Federal Traffic Board. It is an agency for the General Supply 
Committee, which, in turn, is an agency for the Bureau of the 
Budget, the head of which is Gen. Charles Grant Dawes, the 
chief duty of which is to so co-ordinate the work of the govern- 
ment as to reduce the cost to a bearable iimit. i 

Commander C. G. Mayo, the man who signs checks in the 
navy department, is the head of the traffic department, under 
the title of co-ordinator and chairman. The terminology may 
be strange to traffic men but their duties and the way they have 
performed them thus far, would indicate to the traffic man of 
a carrier or a shipper that they are traffic men. Mayo is an 
accounting officer, and because checking freight bills is largely 
a matter of accounting, he was put at ‘the head of the traffic 
board. Besides that he has the reputation of knowing the value 
of keeping things moving and how to induce men to keep the 
grass from growing over their feet. 


The new board was created after Ralph Caples, a well known 
railroad traffic man, had made a survey of the government as 
a shipper and had reported to Mr. Dawes that the government 
was probably the largest shipper in the world, with a freight, 
express, passenger and parcels post bill in the neighborhood of 
$100,000,000 a year. Caples found that every department was 
handling its own traffic problems, without consultation with any- 
body, and that the checking of freight bills consisted mostly of 
verifying the extensions and seeing that somebody did not aver, 


by what he set down on an expense bill, that two and two made 
five. 


No effort was being made, Caples said, to make a fundat 
mental check to see whether the freight had been properly 
classified, properly packed or properly routed, so.as to give the 
government the quickest and cheapest desirable service. 


The board consists of a representative from each depart- 
ment or independent organization. It is divided into routing, 
classification, passenger traffic, accounting and parcel post and 
express departments. J. C. Colquitt, the Commission’s freight 
classification man, is the Commission’s representative on the 
board, and chairman of the board’s classification committee. 

H. C. Smither, the head of the General Supply Committee, 
has issued an order forbidding any branch of the government to 
ship more than two cars of freight without consulting the rout- 
ing committee as to how the freight to be sent should be routed. 
He has also ordered that inquiries as to the routing of ship- 
ments be made in time to enable the committee to give the rout- 
ing instructions, without delaying the shipment. The order was 
issued in the name of Smither, but it was really an order from 
Mayo. It had to be issued by Smither because the Traffic Board 
is not of official size great enough to give orders to cabinet 
officers and their assistants. The second man in the Bureau of 
the Budget has the size and weight. 

Commander Mayo’s technical man, broadly speaking, is 
Colquitt, the Commission’s representative. The Commission has 
the technical knowledge needed to conduct such a board but it is 
not one of the branches of the government that is a big shipper. 
Therefore, Colquitt can be the technical man in the organizZa- 
tion without exciting the jealousy of any other branch of the 
government. He could not be accused of favoring his own 
branch above some other branch. But the representatives of 
other departments, in several instances, are also traffic men, 
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generally with railroad experience. Capt. H. Bert Knowles, war 
department representative, went into the army from the genera} 
office of one of the northern transcontinental lines. 

President Harding has taken a personal interest in the work 
of the board. A short time ago the board asked railroad men 
to call on it to discuss some specific questions. Five of the largest 
traffic men in the country—H. M. Adams of the Union Pacific, 
Louis J. Spence of the Southern Pacific, Lincoln Green of the 
Southern, Archibald Fries of the Baltimore & Ohio, and George 
H. Ingalls of the New York Central—came here for that consul- 
tation. Mayo and Colquitt took them over to talk with Dawes 
and the latter lead them over to the White House for a talk 
with the President. The latter expressed his interest in the 
matter and suggested that if the government could prevent waste 
the whole country, of which the railroads, he said, were an im- 
portant part, would be benefited. 


SEWELL VALLEY BONDS 


The Sewell Valley Railroad Company has been autherized 
by the Commission to issue $110,000 of first mortgage 5 per cent 
gold bonds and to sell them at not less than 86.667 per cent of 
their face amount and accrued interest, for the purpose of 
reimbursing T. W. Paine for advances aggregating $65,000, made 
by him to the company for the purchase of 25 coal cars, and also 
for the purpose of reimbursing the company’s treasury in part 
for the purchase of a locomotive. The Commission said that 
in its report in I. and S. No. 1170, relating to rates on bituminous 
coal from Sewell Valley railroad stations, decided July 28, 1920, 
it had said that the Sewell Valley received 10 per cent of the. 
rate and should furnish 10 per cent of the cars, and that the 
carrier was expected to equip itself with at least 22 coal cars 
within a reasonable time. In compliance with this opinion the 
carrier purchased 25 55-ton steel hopper coal cars at a cost of 
$65,000, which amount it borrowed from Mr. Paine on open 
account. The company also bought an additional locomotive at 
a cost of $42,852.05 to handle increased traffic originating on 
the Greenbrier & Eastern, a new line connecting with applicant’s 
road near its northern terminus and serving a new coal field. 
Arrangements have been made to sell the bonds at 86.667 per 
cent of the face amount, the Commission said. 


AUTHORITY TO ISSUE STOCKS AND BONDS DENIED 


An application of the Americus & Atlantic Railroad Com- 
pany, filed July 25, 1921, asking for authority to issue $150,000 
of stock and $120,000 of bonds, has been dismissed by the Com- 
mission because the applicant has failed to furnish information 
requested by the Commission. A questionnaire was sent to the 
company on July 29 and requests for a reply were sent on 
September 30, October 12 and November 12, the Commission 
said, but the information was not sent in by the company. 


CHANGE IN DOCKET 


Argument in 11895, E. I, Du Pont De Nemours & Co. vs. Di- 
rector-General; 12072, the Barrett Co, vs. Director-General, P. 
R. R. et al.; and 12234, the Barrett Co. vs. Director-General, B. 


& O. et al., assigned for December 23 at Washington, D. C., was 
canceled. “ 


C. & N. W. BONDS 


The Trafic World Washington Bureaw 


The Chicago & North Western has been authorized by the 
Commission to procure authentication and delivery to its treas- 
urer of $1,000,000 of general mortgage 5 per cent gold bonds of 
1987 and $3,000,000 of first and refunding mortgage 6 per cent 
gold bonds to be held in the treasury until the further order of 
the Commission. Both issues are for the purpose of reimbursing 
the company’s treasury for expenditures made therefrom for 
the construction of additions, betterments and improvements to 
its properties. The public utilities commission of Nebraska ob- 
jected to the application on the ground that interest rates were 
now high and that by deferring the sale of the bonds a better 
price might be realized. The commission said no immediate sale 
was proposed and that no sale or other disposition of the bonds 
could be made without its further order. The company repre- 
sented that during the sixteen months ended August 31, 1921, it 
had expended out of income various amounts, exceeding $6,000, 
000 in the aggregate, in the construction of additions, better- 
ments and ‘improvements. * 

In a separate order the Commission authorized the Chicago 
& North Western to procure authentication and delivery to its 
treasurer $375,000 of general mortgage 5 per cent bonds to be 
held in the treasury until the further order of the Commission. 
Action on a request of the company to issue $3,825,000 of bonds 
in 1922 and subsequent years was deferred. The same objection 
to this application as to the other was entered by the Nebraska 
commission and the same reply thereto was made by the Com- 
mission. The issue of $375,000 was desired on account of ex- 
penditures made in 1921 in the payment and retirement of cer- 
tain underlying bonds. 
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THE 


MONEY FOR HIGHWAYS 


The National Automobile Chamber of Commerce, through 
its highways committee, has adopted a resolution urging Con- 
gress to appropriate immediately $100,000,000 annually for high- 
way improvement for a term of five years under the terms of 
the federal highway act of 1921. A resolution also has been 
adopted commending the efforts of Senator Townsend, of Michi- 
gan, chairman of the Senate committee on post offices and post 
roads, in bringing about passage of the highway act. The $100,- 
000,000 resolution follows: 


Whereas, In the passage of the federal highway act, Congress and 
the President have given the nation a broad highway policy which 
should insure a sound continuation of highway construction and 
maintenance in this country with due regard for the needs of all 
forms of highway transport, and 


Whereas, The appropriations contained in this act, while ample 


for — pe fiscal year, make no provision for the periods follow- 
ing, an 

Whereas, In the laying down of a program for construction and 
maintenance of the main highways of the nation, the state highway 
departments are confronted with the need of exact budgets if their 
work is to be handled economically, efficiently and in the best inter- 
ests of the public, now therefore be it 

Resolved, That we, the members of the highways committee of 
the National Automobile Chamber of Commerce, representing the 
automotive industry of the United States, do call upon Congress at 
this time to make appropriations of $100,000,000 annually for a five- 


year period to be expended under the terms of the federal highway 
act; and be it further 


Resolved, That we offer our full co-operation to any national 
organizations interested in the sound development of our highways. 


c. Cc. & O. NOTES AND BONDS 

The Carolina, Clinchfield & Ohio has applied to the Com- 
mission for authority to pledge with the Secretary of the Treas- 
ury as collateral security for a loan of -$6,000,000, which it has 
applied for, $1,000,000 of its first mortgage 5 per cent 30-year 
gold bonds and $6,000,000 of 5 per cent Elkhorn first mortgage 
gold notes. The company some time ago applied to the Com- 
mission for authority to issue bonds for refunding purposes but 
later withdrew the application and substituted therefor an ap- 
plication for the loan of $6,000,000. ; 


NEW YORK CENTRAL STOCK 


The New York Central has filed an application with the 
Commission asking authority to acquire the remaining outstand- 
ing capital stock of the Cleveland, Cincinnati, Chicago & St. 
Louis, which it does not already own; and also to issue its own 
capital stock to the amount of $23,478,880. The company pro- 
poses to exchange this stock from time to time in payment for 
the stock of the Big Four, on the following basis: $13,478,880 
for the common stock on the basis of 80 for 100, and $10,000,000, 
par for par, for the 5 per cent preferred stock of the Big Four. 
Of the common stock of the Big Four the New York Central 
owns $30,207,700 and $16,456,821 is outstanding in the hands of 
the public. Of the preferred stock $9,988,500 is outstanding and 
none is owned by the New York Central. 

The application states that the purchase will bind the two 
carriers, which are component parts of a single system, more 
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closely together and tend toward a unification of their proper- 
ties. 

The Big Four has also asked authority to guarantee $2,118 - 
000 of the 4% per cent 50-year first mortgage gold bonds of the 
Evansville, Mt. Carmel & Northern, now held in its treasury, and 
with which it proposes to acquire stocks and bonds of the Peoria 
& Eastern. The Big Four already controls the P. & E. 


TELEPHONE CONSOLIDATION 


The Commission has approved acquisition by the Ohio Bell 
Telephone Company of the property of the Chesapeake & Poto- 
mac Telephone Company in the state of Ohio. 


c. B. & Q. BONDS 

The Chicago, Burlington & Quincy has submitted to the 
Commission a modified proposal for a first and refunding mort- 
gage of $109,000,000 under which it desires authority to issue 
forthwith and sell $30,000,0000 of series A bonds, to be dated 
August 1, 1921, maturing in fifty years, and to bear interest 
not in excess of 5 per cent and “to be redeemable on such 
date or dates and on such terms, all as may be determined by 
the president of the applicant at the time of actual issue of 
said first and refunding bonds.” ; 

The purpose of the company in asking for authority to 
issue the $20,000,000 of bonds is to make extensions, improve- 
ments and betterments in its road and equipment. It avers 
that during federal control its road and equipment were not 
extended nor as well maintained as prior to such control. 

The Burlington also announced that it was proposed under 
the modified mortgage to ask for the authentication by the 


corporate trustee of $73,000,000 of the bonds so as to capitalize 


expenditures in the five-year period February 1, 1916, to Janu- 
ary 1, 1921. 


SHREVEPORT AND N. E. EXTENSION 


The Shreveport & Northwestern Railway Co. of Leuisiana 
has applied to the Commission for authority to extend its line 
of railroad from Minden, La., to the state line of Arkansas 
through Homer, La., a distance of 16 miles. 


PERMISSION TO CONSOLIDATE 


The New Holland, Higginsport & Mt. Vernon Railroad Co. 
has filed an application with the Commission asking authority to 
take over and operate a line of railroad from New Holland to 
Wenona, N. C., which has been owned and operated by the North 
Carolina Farms Co. ‘ 


TELEPHONE CONSOLIDATION 


The Commission has authorized the consolidation of the 
properties of the Cumberland Telephone & Telegraph Co., Inc., 
the East Tennessee Telephone Co. of Virginia, the Bristol Tele- 
phone Co, and the Chesapeake & Potomac Telephone Co. of 
Virginia. The properties to be consolidated will be conveyed to 
a corporation to be known as the Inter-Mountain Telephone Co. 





% 

2 : 
Note. items in the Docket marked with an asterisk (*) are new, 

having been added since the last issue of The Traffic World. Cancel- 

lations and postponements announced too late to show the change In 

this Docket will be noted elsewhere. 


December 28—Argument at Washington, D. C.: 
Ler: sat ae Shipbuilding Corp. vs. Director General and C. R. R. 








oO eae 
12243—Endicott-Johnson Corp. vs. Erie. : 
12279—The Atlantic Refining Co. vs. Director General, C. & O. et al. 
12296—International Paper Co. vs. Director General. 
December 29—Argument at Washington, D. C.: 
12196—The Green Rock Coal Co. vs. Director General, Big:Sandy & 


Kentucky River Ry. et al. 
a, ouis & O’Fallon Ry. Co. vs. East St. Louis & Suburban 
y. et al. 
11788—Traffic Bureau, 


Davenport Commercial Club, et al. vs. 
Director General, A. T. & S. F. et al. 


12003—Burlington Shippers’ Assn. et al. vs. Director General, Ark. 
Cent. et al. 

December 30—Argument at Washington, D. C.: 
11699—The National Live Stock Exchange vs. A. T. & S. F. et al. 
11700—The National Live Stock Exchange vs. Ann Arbor et al. 
11900—Armour & Co. et al. vs. Director General, Chicago & Erie et al. 
12113—Swift & Co. vs. Director General, B. & O. et al. 
12245—Wisconsin Dairy Products Co. vs. A. C. & Y. et al. 


January 3—Chicago, Ill_—Examiner Hunter: 
13107—The National Live Stock Exchange vs. A. T. & S. F. 
January 4—Philadelphia, Pa.—Examiner McGrath: 
13185—F. R. Phillips & Sons Co. vs. Boston & Albany. 
12185 (and Sub. Nos. 4 to 13 inclusive, 15, 16 and 17)—E. I. Du Pont 
de Nemours & Co. vs. Director General. 
12185 (Sub. No. 1)—E. I. Du Pont de Nemours & Co. vs. 
General and Ware Shoals R. R. 
12185 (Sub. No, 2)—E. I. Du Pont de Nemours & Co. vs. 
General, Laurinburg & Southern R. R. et al. 


et al. 


Director 


Director 





Docket of the Commission | 


12185 (Sub. No. 3)—E. I. Du Pont de Nemours & Co. vs. Director 
General, Georgia Southwestern & Gulf et al. ; 
12185 (Sub. No. 14)—E. I. Du Pont de Nemours & Co, vs. Director 
General, Aberdeen & Rockfish et al. 
January 4—Toledo, O.—Examiner Money: 
* 10122—Standard time zone investigation. 
January 4—Chicago, Ill—Examiner Keeler: 
13061—Universal Portland Cement Co. vs. A. T. & S. F. et al. 
January 4—Argument at Washington, D. C.: 
Valuation docket 4—Valuation of property of K. C. S. Ry. Co. 


be docket 26—In re San Pedro, Los Angeles & Salt Lake 
- R.. Coa. 


January 4—Pittsburgh, Pa.—Examiner Carter: 


* 1. and S. 1454—Brick from St. Louis and Vandalia, Mo., to eastern 
trunk line territory. 


January 5—Indianapolis, Ind.—Examiner Fuller: 
* I. and S. 1449—Cancellation of rates on wooden paving block material 
from Alabama, Florida and Georgia to Norfolk, Va., ete. 
January 5—Philadelphia, Pa.—Examiner McGrath: 
13179—Vim Motor Truck Co. vs. Director General. 
13191—Vim Motor Truck Co. vs. Pa. R. R. et al. 
January 5—New Orleans, La.—Examiner Howell: 
ee gee E. Moore Stave Co., Inc., vs. Director General, A. T. & 
S. F. et al. 


a ee ee Bag Corporation vs. Director General, A. T. & 
. BP. et al. 
January 5—Washington, D. C.—Examiner Pitt: 

Portions of fourth section applications 703, A. C. L. R. R.: 1563, 1572, 
608, 682, B. & O. R. R.; 1911, Ches. S. S. Co.; 12130, Clyde S. S. Co.; 
1787, Erie R. R.; 1625, C. C. McCain; 769, M. & M. T. Co.; 1481, 
N. ¥. N. B, & H.R. R.; 3173,‘ &. &. Co. of S.° 1678, S. A. L: 
Ry.; 1548, Sou. Ry. 

January 5—Chicago, Ill.—Examiner Hunter: 
12630—The National Live Stock Exchange vs. A. T. & S. F. et al. 
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United States Shipping Board A-1 Steamers 














Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Columbia; also Mexican ports. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 






























































1344 


January 5—Argument at Washington, D. C.: 
Valuation docket 4—Valuation of property of K. C. S. Ry. Co. 
a docket 26—In re San Pedro, Los Angeles & Salt Lake 

= Wm 7 
January 5—Toledo, O.—Examiner Hartman: 


4181—Second industrial railways case—Lake Erie & Ft. Wayne 
R. R. Co. et al. 


(. and S. 414—Cancellation of rates in connection with small lines by 
earriers in Official Classification territory. 
January 6—St. Louis, Mo.—Examiner Eddy: 
* 11862—Missouri rates and charges (coal, petroleum and its products). 
January 6—Indianapolis, Ind.—Examiner Fuller: 
13212—Eric Corporation vs. I. & G. N. et al. 
January 6—Pittsburgh, Pa.—Examiner Carter: 
13169—Jones & Laughlin Steel Co. vs. P. C. C. & St. L. et al. 
13219—The Salkeld Coal Co. vs. Pa. R. R. 
January 6—Wichita, Kan.—Examiner Oliver: 
13182—The Wichita Board of Commerce vs. A. T. & S. F. et al. 
January 6—Argument at Washington, D. C.: 
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Vol. XXVIII, No. 26 


January 9—Cincinnati, O.—Examiner Witters: 
12984—The exchange of the Cincinnati Grain and Hay Exchange Co, 
vs. B. & O. et al. 
January 9—Austin, Tex.—Examiner Gaddess: 
13093—Malcolm H. Reed vs. Director General. 


January 9—Tulsa, Okla.—Examiner Oliver: 
12367—Oklahoma Clay Products Assn. vs. A. T. & S. F. et al. 
January 9—Seattle, Wash.—Examiner Gault: 
13171—Mutual Products Trading Co. vs. O.-W. R. & N. Co. 
13171 (Sub, No. 1)—Frazar & Co. vs. O.-W. R. & N. Co. 
“— (Sub, No. 2)—Mutual Products Trading Co. vs. O.-W. R. & N. 
0. 


January 9—Washington, D. C.: ; 
Valuation Docket 1—In re tentative valuation of properties of At- 
lanta, Birmingham & Atlantic R. R.; Alabama Terminal R. R.; and 
Georgia Terminal Co. ; , : 
Valuation Docket 6—In re valuation of properties of Elgin, Joliet & 
Eastern Ry.; Chicago, Lake Shore & Eastern Ry., and Joliet & 
Blue Island Ry. 















Valuation docket 4—Valuation of property of K. C. S. Ry. Co. January 9, 1922—Atlanta, Ga.—Examiner Disque: ; EDI 
i ‘e Se > - Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
a. hee 26—In re San Pedro, Los Angeles & Salt Lake Fourth Section Apps. 11940, 12118 and 12094. 
January 6—Washington, D. C.—Examiner Davis: January 9—New York, N. Y.—Examiner J. E. Smith: 
* Finance Docket 1881—Application of Western Pacific for authority 10704—Tidewater Oil Co. vs. Director General, C. R. R. of N. J. et al. 
to acquire control by purchase of the Sacramento Northern Ry. January 9—Portland, Me.—Examiner McGrath: : 
danuary 7—Scranton, Pa.—Examiner Koch: 13177—Winslow & Co., Inc., vs. Director General. cu 
12979—Lustig-Burgerhoff Co. et al. vs. Director General. January 9—Akron, O.—Examiner Carter: : : F 
January 7—Huntington, W. Va.—Examiner Witters: 13123—The Pittsburgh Plate Glass Co., Columbia Chemical Div., vs. 
13117—Little Fork Coal Co. vs. Eastern Kentucky Ry. et al. Director General, Zanesville & Western et al. ‘ 
January 7—Mobile, Ala.—Examiner Howell: 13122—Firestone Tire and Rubber Co. vs. Director General. 
13125—Turner Supply Co. vs. Director General. January 9—Syracuse, N. Y.—Examiner Koch: : . 
ry 7—Argument at Washington, D. C.: 13247—John L. Schultz Sons Co., Inc., vs. Director General. DE! 
January — 7 a Ag gil 13137—Semet Solvay Co. vs. Director Generai. 


11950—Minnesota and Ontario Paper Co. et al. vs. Nor. Pac. et al. 
11981—Lake Superior Paper Co., Ltd., et al. vs. Ahnapee & Western 


et al. 
12108—Wisconsin Traffic Assn. vs. C. & N. W. et al. 
11836—Wichita Board of Commerce et al. vs. A. T. & S. F. et al. 
11846—Oklahoma Publishing Co. et al. vs. Director General, Ahna- 
pee & Western et al. 
11846 (Sub. No. 1)—Times Publishing Co. et al. vs. Director Gen- 
eral, Ahnapee & Western et al. 
11864—Oklahoma Paper Co. et al. vs. Director General, Ahnapee & 
Western et al. 
January 9—Syracuse, N. Y.—Examiner Koch: 
# 13247—John L. Shultz Sons Co., Inc., vs. Director General. 
January 9—-Tuscaloosa, Ala.—Examiner Howell: 
13213—Tuscaloosa Cottonseed Oil Co. vs. Sou. Ry. et al. 
January 9—Alton, Ill.—Examiner Fuller: 
— ee Cartridge Co. vs. Director General, C. C. C. & 
t. L. et al. 
January 9—Chicago, IIl.—Examiner Keeler: 
!. and S, 1451—Deposit of $10 for each live poultry car ordered. 


January 10—New York, N. Y.—Examiner J. B. Smith: 
* 13124—Anaconda Copper Mining Co. vs. Director General, D. & R. G. 
et al. 

* 13127—Gaston, Williams & Wigmore, Inc., vs. Director General. 
January 10—Birmingham, Ala.—Examiner Howell: 

1. and S. 1446—Coal from Illinois mines to destinations in Arkansas, 
Louisiana and Texas. 
. and S. 1446—Coal from Illinois mines to destinations in Arkansas, 
Louisiana and Texas. 


January 10—Boston, Mass.—Examiner McGrath: 
* 11948—The Clacifer Co. vs. American Ry. Express Co. 
January 10—Washington, D. C.—Examiner Agate: 
* Finance Docket 1623, 1636, 1669, 1648 and so much of 1658 and 1697 
as relate to L. C. Fritch and Charles Hayden. 
January 10—Tulsa, Okla.—Examiner Oliver: 
13128—The Marion Machine Foundry and Supply Co. vs. Director 
General, T. & P. et al. 
12286—Democrat Printing Co. et al. vs. Director General, Ahnapee & 
Western et al. 
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COMMISSION HEARINGS 

















TI 
DOCKET 13107—NATIONAL LIVESTOCK EXCHANGE vs. A. T. & S. FE RAILWAY CO., January 3rd, at Chicago, attacks rule providing charges Fi 
for bedding live stock in cars. 
DOCKET 12630—SAME TITLE—Hearings (beginning January 5th), Chicago, St. Paul, Omaha, Denver, Oklahoma City, Kansas City, St. Louis, Buffalo. 
The complaint alleges that the collection of terminal charges at certain markets, while absorbing them at others, has subjected shippers to unjust, M 
unreasonable and discriminatory rates, and requests establishment of reasonable rates. } 
Orders for official transcripts of the testimony taken in proceedings of = ior ag he _omy 3 ane. official reporters to the Commission, 
oka nip ‘ - oolwor uilding, New Yor ity. 
the Commission (see Docket of the Commission in each issue of The Traf- The charge, as fixed by the Commission, is 12144 cents per page for L 
fic World) throughout the country except Washington should be addressed each copy furnished. 
N 
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CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 
& Counsellor 


Analysis—Claims 
971 SPITZER BLDG. 
@rackage Arrangements—Demurrage TOLEDO, OHIO 


pn hopes Relating to State, 
and Foreign Commerce 
GEORGE NH. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice tae the poten oe 
Commerce Commission 
Room 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEO. T. BELL 


COMMERCE COUNSEL 
1919-1921, Executive Vice-President, North- 


CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


414 The Arcade CLEVELAND, O. 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, interstate 
Commerce Commission, and prior thereto engaged im the 
practice of law at Louisville, Ky.) 

Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit. Federal 
Trade Commission, United States Shipping Beard, 
Federal Courts. 


701-706 WOODWARD BLDG., WASHINGTON 



























LESSER & LESSER 
Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and - 
SHIPPERS’ FREIGHT CLAIMS 


JAMES BORLAND 


Consulting Traffic Manager 
All Traffic and Transportation Matters 


We make a Specialty of Filing and Collecting Freight 
and Express Claims for Shippers 


1659 Foulkrod Street, PHILADELPHIA, PA. 





















EDWARD A. HAID 


ATTORNEY AT LAW 


JOHN M. STERNHAGEN 





ern West Virginia Coal rators’ Associa- ATTORNEY AT LAW 

} me 1914-1919, Attorney axaminer, tater c 1411-16 a peg gee Bullding, 
erce ‘ommission ; - e 2 

Commerce Counsel for variou reiai Interstate ommerce and 







Special attention to matters before Inter- 
state Commerce and State Commissions and 
railroad and rate litigation and claims. 


Federal Tax Law 
105 South La Salle Street CHICAGO 


8s comme 
— and shippers of Missouri River 
MUNSEY BUILDING, WASHINGTON, D. C. 








III, No. 26 


change Co, 


et al. 


>. 
NV. R. &N., 


ties of At- 
R.; and 


n, Joliet & 
id Joliet & 


ntiss. 


N. J. et al. 


al Div., vs. 
ul. 


‘al, 


D. & R. G. 


neral. 


1 Arkansas, 


1 Arkansas, 


58 and 1697 


rs. Director 


Ahnapee & 





IGS 


y charges 


» Buffalo. 
fo unjust, 


mmission, 


page for 





THE 
[ISSION 





‘NER 

ner, Interstate 
aged im the 
e Interstate 


nit, Federal 
ping Beard, 


INGTON 


iD 


inager 
latters 


cting Freight 
ers 


>HIA, PA. 


ID 


fore Inter- 
issions end 
jaims. 


December 31, 1921 


cqummeniuieuenenneceneceveoeseceseapusssegunauunanesasvonseseiensenesaoetauaneansevegencnscsiicntitanty VPUUURUENOUSUODOUOUDODSEDEDUOAAUEDUOULSODILELEREOLOUOGEO BARS RSSSENAORGEDORS OLSEN EAE 














quemsnen tvUOONONRDLCRDENETONTGL HOTRTDENESEREEDULELELUEEOLNOOAEULOOETACDONUELOEAtALSHONORALUOEDONDUULEOUTETOLDOTLANOLOROCEOUDELLION reese 
qaauvunsnv10Usenecaen enverservcensuetanucgnnusuanteen4enndunseasunsesvcessuneauunentsmMusneesovenseuseavennsUees*UEHSUDEENGLDELLEEGALDEROOREEAOD OOOREREAUUCROCEEDAODENULEEOADEELOROOEALOOOOURECADEDOOSOUOREEUALENM 
. 
EDITORIAL 
The agricultural deal—Carriers’ public relations—Course of 
traftic lessons—Traffic World index—Rate committee 
GOCK!AS 2... cccccccccccccewcnscccccccccsccccmescesssseceees 1349 
CURRENT TOPICS IN WASHINGTON 
Wisconsin case decision imminent—No congressional aid 
needed—Double scrutiny of stock issues—Farrell’s service 
comes of age—When is a movement sporadic?—Uses and ~ 
values of blackstrap.........cceceee atcnahe tase talgrsih aie ays wialghearane es 1353 
DECISIONS OF THE COMMISSION 
Mitsui & Company vs. Director General, Great Northern et 
al.; case 11726; also 11790, same vs. Director General, C. a 
M. & Bt. P.; vegetable oils C64. Y.. C.. Cy, GOR BGI cicssiviessci0-0.0 1355 
Harper, Marshall & Thompson Co., Inc., P iy Director Gen- ™ 
eral; case 11585; export soda ash (64 I. C., 599-600)..... 1355 
West ‘Kentucky Coal Bureau vs. Illinois Central; case 12106; - 
bituminous coal (64 I. C. C., 577-581 ) LI ey ee A 1355 
Miller Brothers vs. St. L.-S. F. et al.; case 8078; also 8291, 
same vs. Atlantic Coast Line et al.; stock cattle (64 z 
Be Gee Se er asc 0o's ps cw'n oeswee coun cw neweweeesawieoas as 1355 
Vim Motor Truck Co. vs. Director General; case 11735; auto- < 
mobile trucks (64 I. C. C.,. 588-590) .....c<cccccoceccccmoccccene 1355 
Estimated weights on aie in pony refrigerators; I. and S. 
OS Se ee ae 2 ee res eer ee 1356 
Classification exceptions of cottonseed cake, meal, molasses 
feed, etc., in Western Trunk Line territory; I. and S. 1408 
Re aE ae Eee Re ee eee ere ee 1356 
Scrap paper, rags, and old rope between Western Trunk Line 
pointe: 5. and §. 1280 (64 ©. C.. C., GOT=<609) ..scccccccccciceses 1356 
Switching charges at Attica, N. Y.; "I. and S. 1394 er. C.S 
BTM, oco.5: :,cus.66'ssa-ocerateieze oretdugceceleve.brelecerslavalal vere seein usr kesare nieeeiass 1356 
United Iron Works et al. vs. Director — Missouri Pa- 
cific, et al.; case 11806; sand (64 I. C. SS ee 1356 
TENTATIVE REPORTS OF THE COMMISSION................ 1357 
FARMER-RAILROAD CONFERENCE CONTROVERSY........ 1361 
MISCELLANEOUS TRAFFIC DECISIONS 
Cases decided by state and federal courts.................4. 1364 
LOSS AND DAMAGE DECISIONS 
Cases decided by state and federal courts...............000% 1364 
MERGCMANT WARIIUE SURI oii cc icecicsccisccticdccscesweles 1365 
. 
THE OPEN FORUM 
American Merchant Marine—Misquotation of rates—Good 
GUTOR, TIE sori. lecerderecerarorecasdsevresnealeetave @wiomu enlow s Oxi wanse Ie ues 1370 
PERSONAL NEWS BIND THOT EG 6i56ic ccc ctsiewetieweveewsdsnwwenes 1372 
QUESTIONS AND ANSWERS 
Legal and practical questions answered by experts..-_....... 1376 
DOCKET OF THE COMMISSION 
Dates and places of hearings and arguments..-_.............. 1384 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON 
COLORADO BUILDING 


CHICAGO 
418-430 S. MARKET STREET 
Telephone, Main 3840 


Telephone, Harrison 8808 


Sen ith i ito eed 
(rua pomaseesecrervennasnennen vorverwrusveunenacn eae uscevane vtvaeeussiten peuevecner svete merveurseneoasnesesseversssureaareaceesiberesvoereesesnssgnoeorycransaace roeeeyecaereecanas on rartoestansansaarzosaesaneesnciiorim 
CLTMLEDNeOESO EN FUUNETOUNENGESOUTUSULETOGETOREDUTDTSLLGCTOUETOODOGEDONSIALENILIVs1eN44t1UIEOGEOrTR MUEaLe@uLzuOLOLOEaUeNBaGOvOCDIVOIUETENLESECsIOCCLAMAOLOOSLLOCTTOGONODADaSAOREAY DaneLND  DOLenemenOT iecrtacentitTl 
be a LL 


THE TRAFFIC WORLD 


1345 





Mip-West Box Company 











Look for Use 
the ST Triple Tape 
Trade Mark Corners 









Announce 


The “Perfect Package” 


A WATER-PROOF Corrugated Fibre Box 


with Triple Tape Corner and Offset 
Score. The first Fibre Box to stand 
up after being water soaked. 


Corrugated 
Fibre-Board 


Products 


Solid Fibre 
Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 

























































GENERAL OFFICES: 
1337 Conway Building Chicago, III. 


FACTORIES: 
Anderson, Ind. Fairmont, W. Va. 
Chicago, Ill. Cleveland, Ohio Kokomo, Ind. 


We operate our own boxboard and strawboard mills 
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Greetings ! 
To The 


Shippers, Importers and Exporters 
of the United States 
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THE PORT OF TACOMA 


Tacoma, Washington 
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Wishes the Year 1922 to be the Happiest and Most 


Prosperous in Your Business History 
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Mississippi Central Railroad Company 
Louisiana & Arkansas Railway Company 


MR. SHIPPER :— 


If you are moving freight between SOUTHEASTERN and SOUTH- 
WESTERN points it will pay you to investigate the new NATCHEZ ROUTE. 


Excellent roadbed, equipment and schedules, which are co-ordinated 
with those of connecting lines and are reliably maintained, enable us to give 
you the kind of service you want. 


ROUTE FROM THE WEST VIA SHREVEPORT, LA., STAMPS 
OR HOPE, ARK., CARE NATCHEZ ROUTE. 


ROUTE FROM THE EAST VIA MOBILE OR HATTIESBURG, 
CARE NATCHEZ ROUTE. 


H. R. Wilson, 
Traffic Manager, Mississippi Central R. R., 
Hattiesburg, Miss. 


B. S. Atkinson, 
Traffic Manager, Louisiana & Arkansas Ry., 
Texarkana, Ark. 


Traffic Department Representatives: 
Carroll H. Smith, C. G. Lang, W. S. Cornell, H. R. Whiting, R. E. McGrath, 
General Agent, Commercial Agent, General Agent, General Agent, Commercial Agent, 


419 Palmer Bldg. 902 City Bank_Bldg. 511 Insurance Bldg. 622 Insurance Bldg. 330 Ry. Exchange Bldg. 
Atlanta, Ga. Mobile, Ala. Dallas, Tex. Oklahoma, Okla. Kansas City, Mo. 
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—express service at freight rates 


across the Pacific 


12 Days to Yokohama 
14 Days to Kobe 
ONLY 18 Days to Shanghai 
3 22 Days to Hong Kong 
26 Days to Manila 





SAILINGS: 
*S.S. BAY STATE... . January 7 S.S. EDMORE ...,8&... January 15 
*S.S. KEYSTONE STATE . . January 14 S.S. ELDRIDGE] . . e - . . January 27 


**S.S. SILVER STATE .. - . . February 4” 


(*Combination 21,000 ton freight and passenger liners, speed 17}4 knots.) 
(Through bills of lading issued in connection with our feeder services and omen lines.) 


FAST,:,FREQUENT COASTWISE SERVICE 
Between 
SEATTLE VICTORIA PORTLAND LOS ANGELES 
TACOMA) VANCOUVER SAN FRANCISCO SAN DIEGO 
and all Alaska Points d 
For Additional Sailing Dates, Rates, Detailed Information, Apply to 


142 South Clark Street, Chicago 17 State Street, New York, 
Agencies All Cities Pacific Coast and Orient 


M. J. WRIGHT, Freight Traffic Manager, Seattle 
L. L. BATES, Foreign Freight Agent, Seattle 
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* Pacific Coast Agents—Nawsco Line—Fast Intercoastal — make the 

Y) Freight Service between East and West Coast Ports. = 

‘ American Flag 
your shipping guide 


S.A PACIFIC 


BS a SS 


T*ADMIRAL LINE 


H.F ALEXANDER. PRESIDENT 
PACIFIC STEAMSHIP COMPAN Y 
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LUCKENBACH LINES| 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 
















U. S. Mail Steamers Twin Screw American Steamers V 

E. 

NEW YORK PHILADELPHIA SAN DIEGO LOS ANGELES [ 
SAN FRANCISCO PORTLAND SEATTLE TACOMA - 














MOBILE NEW ORLEANS SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE TACOMA 
























Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


— Bldg. Lafayette Bldg. Oliver Building Central Bldg. Merchants Exchange Railway Exchange 





icago Philadelphia Pittsburgh Los Angeles San Francisco Portland 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent L. C. Smith Bldg. 
St. Louis Mobile, Ala. New Orleans, La. Seattle 









Save Money 
On Your Freight Shipments 
“How?” That is Simple 


Simple, indeed, if those shipments of yours include Household Goods, 
Automobiles or Machinery for domestic points, or anything any- 
where for export, and remember that our Consolidated Carload 
Service not alone saves your money, but time and trouble as well. 


“The reason?’ That is simple, too—Consolidation and Co-operation, those 
are the factors which effect all these savings when shipments are made through 
our Consolidated Carload Service. 





Export and Domestic Freight Forwarders 


General Offices: 203 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York 









Boston: Old South Building, Cleveland: Hippodrome Building 
Buffalo: Ellicott Square, Los Angeles: Van Nuys Building, 
Philadelphia: Drexel Building, San Francisco: Monadnock Building, 


Cincinnati: Union Trust Building, 


Seattle: Alaska Building,. 
Portland, Oregon: 13th and Kearney Streets. 


Write the Nearest Office. 
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The Traffic World 


ISSUED EVERY SATURDAY BY 


THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 


(Copyright, 1921. 


Fifteenth Year) 


A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 
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All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York exchange. 





TERMS OF SUBSCRIPTION 
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418-430 South Market Street, 
CHICAGO, ILL. 


Colorado Building, , 
WASHINGTON, D. C. 


TRAFFIC WORLD INDEX 
The index for the volume of The Traffic World, 
July-December, 1921, just concluding, will be sent to 
subscribers with their January 14 copies of the maga- 


zine. They should be preserved and bound with the 
copies of the publication. 


THE AGRICULTURAL DEAL 

There is still considerable doubt as to the real pur- 
pose and results: of the Racquet Club conference in 
Washington, December 9, at which J. R. Howard, presi- 
dent of the American Farm Bureau Federation, is re- 
ported to have promised that the agricultural organiza- 
tions would withdraw support of the provisions of the 
Capper bill restoring power over state rates to the state 
commissions and repealing section 15A, if the railroads 
would agree to the repeal, as quickly as possible, of that 
part of section 15A that gives the railroads a five and a 
half or six per cent net return on their valuation until 
March 1, 1922; but if that report is true there ought to 
be no difficulty about an agreement, since that part of 
section 15A expires by limitation in two months from 
now and the revenue therein stipulated has never been 
produced anyhow. The railroads would be giving noth- 
ing for something they very much desire. The ridicu- 
lousness of the alleged bargain is the thing that most 
makes us doubt the accuracy of the report. 

Much as we dislike to find ourselves in agreement 
with Senator LaFollette about anything, and much as 
we disagree with him, even in this case, as to the ex- 
cellence of the Capper bill, we must still be glad that 
he has given national publicity to the manner in which 
it has been attempted to make this agreement, or what- 
ever agreement was made. 

We suggest again that if the carriers have a plan 
to propose for reductions in rates, they make it pub- 


licly before the proper tribunal and that they deal, on 
their merits, with legislative plans proposed by farmers 
or others. We sympathize with them in their desire to 
protect themselves from adverse legislation, but we 
point out to them what they ought to be wise enough to 
see for themselves—that a victory gained by the use of 
such methods as they are using will be more costly, in the 
long run, than defeat. That a senator so thoroughly 
despised and discredited among righteous and thinking 
people can win any sort of applause from them when he 
deals with transportation. subjects ought in itself to be 
sufficient warning to the railroads. 
PUBLIC RELATIONS 

William J. Cunningham, professor of transportation 
at Harvard University, has an article in a recent issue of 
the New York Evening Post in which he discusses the 
question of whether the railroad managers should make 
a greater effort to put their case fully before the public 
and attempt to answer the many charges that reflect on 
their honor and efficiency. He says that among rail- 
road exceutives there are differences of opinion on this 
question. One group, he says, holds the view that it is 
their duty to do all that can be done to state the facts 
fully and frankly. Another group, he says, takes the 
ground that no good can come from large scale efforts to 
meet unfair or false charges. They assert that the prime 
function of the manager is to operate the railroad and 
that his mind should not be distracted by irresponsible 
and selfish criticism. 


CARRIERS’ 


Between these two groups, he says, is a larger num- 
ber of managers who adopt a middle-of-the-road policy. 
“While not aggressive in their defense,” he says, “and 
while not seeking opportunities to express their views, 
they take favorable occasion to give publicity to the 
facts as they see them and are ready to meet a challenge 
when it is directly given. Ordinarily, such publicity is 
local in its scope and is a defense of the individual rail- 
way rather than of railway management as a whole. 
They are content to leave the large-scale publicity to 
the Association of Railway Executives, or to similar 
regional bodies, or to the few individual systems which 
have effective publicity organizations. They incline to 
the view that they can add little to that which is said 
by well recognized spokesmen like Howard Elliott, or 
Julius Kruttschnitt, who usually take a nation-wide view- 
point in the discussion of the transporttion problem.” 

Professor Cunningham then quotes from recent edi- 
torials in The Traffic World suggesting faults.in the 
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GULF, MOBILE & NORTHERN 
RAILROAD 








& 

orthern 

s . t 

Daily Fast Through Freight Schedules . 

u 

BETWEEN a 

POINTS in the EAST, NORTH, and WEST, : 

AND 1 

South, Southwest, Mexico, California Terminals ( 
and Gulf Ports 

in connection with I. C. R. R., L. & N. R. KR. M. & O. R. R., N.C. t 

& St. L. Ry., via Jackson, Tenn., Southern Ry. via Middleton, Tenn., c 

and Laurel, Miss., Frisco Lines via New Albany, Miss., A. & V.-V. S. t 

& P. Rys., via Newton, Miss., Vicksburg, Miss., and Shreveport, La., 1 

G. & S. I. R. R., via Laurel, Miss., diverging rail and steamship lines : 

via Mobile and New Orleans. : 


SOUTHBOUND NORTHBOUND 


Miles 
4:30 p. m. 0 Ly. Jackson, Tenn. Ar. 8:00 a. m. 2nd day 
12:30 a. m. 83 Lv. New Albany,Miss. Ar. 12:30 a. m. 2nd day 
12:47 p. m. next day 247 Ar. Newton, Miss. Lv. 11:55 a. m. 
3:25 p. m. next day 261 Ar. Meridian, Miss. Lv. 7:35 a. m. 
4:20 p. m. next day 298 Ar. Laurel, Miss. Ly. 8:45 a. m. 
4:10 a. m. 2nd day 410 Ar. Mobile, Ala. Lv..10:00 p. m. 
5:40 a. m. 2nd day 448 Ar. New Orleans, La. Lv. 9:40 p. m. 


2:30 a. m. 2nd day 356 Ar. Vicksburg, Miss. Lv. 5:00 a. m. 
5: m. 2nd day 529 Ar. Shreveport, La. Lv. 3:00 p. m. 













Southbound deliveries from New Albany to Newton, Meridian and 
Laurel are made same day, to other points next day. Northbound, 
from Laurel, Meridian and Newton to New Albany, next day, from 
other points 2nd day. 

Daily through merchandise car service from Chicago and St. Louis 
to Meridian, Miss., Laurel, Miss., and Mobile, Ala., ALSO weekly 
through refrigerator car service from Chicago to same points of 
destination, making third afternoon deliveries at Meridian and Laurel 
and fourth morning at Mobile from Chicago, second afternoon and 
third morning from St. Louis. 

Special attention given to the handling of IMPORT, EXPORT and 
egy socnagamay traffic through the ports of Gulfport, Mobile and 

ew Orleans. 


“THE ROAD OF SERVICE” 
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The Cincinnati, Indianapoli 


With its connections 


“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. , 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. i 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville. 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 
New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 

J. A. SIMMONS. General Traffic Manager C. 1. & W. R. R. Building, Indianapolis, Ind. R. B. KINKAID, Assistant General Freight Agent 


For information as to Rates, Routes, Service, etc., ask any Railway Soom = | yo nce the C.I. & W. R. R. at any of the following points, where we have 
eneral Agents: 


Cc Ls & W. R. R. Building, Indianapolis, Ind. 201 Mercantile Building, Cincinnati, Ohio. 1210 Barclay Bldg., New York 
330 Reisch Building, Springfield, Ill. 337 Marquette Bidg., Chicago 728 Monadnock Bldg., San Francisco, Calif. 
894 Arcade Building, St. Louis, Mo. $12 Park Bidg., Pittsburgh, Pa. 6509 Wesley-Roberts Bldg., Los Angeles, Calif. 

107 Railway Exchange, Kansas City, Mo. 41 Porter Bidg., Memphis, Tenn. 514 Colman Bldg., Seattle, Wash. 
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present methods of the carriers in dealing with the pub- 
lic, and says: 


This form of advice to railway management is timely. It is 
extremely important that the public should be taken fully into 
confidence, and that they should not be misled, through failure 
to see convincing answer, by the extensive propaganda designed 
to discredit private management as a step toward some form of 
nationalization. The proponents of the Plumb plan, although 
unmistakably rebuked in the last national election, are still 
active. Through their own publication, through the monthly 
journals of the employes’ organizations, and by field workers, 
they are doing all that they can to destroy every vestige of 
loyalty among employes and to poison the minds of an inade- 
quately informed public. 

This form of propaganda is much more perversive of truth 
than exaggeration or misstatement by those who are carrying 
on the campaign against railroads for the purpose of lowering 
transportation charges. There is much to justify the agitation 
looking toward a reduction in rates. There is little to justify the 
sinister plan for “democratic control’ under the Plumb Plan. 
Yet the dissatisfaction of the shippers, who have a real griev- 
ance, is being capitalized by the agitators for the Plumb and 
kindred plans, and the general public is confused on the real 
issue. 

The railroad managers realize that public opinion towards 
private ownership and control is not now as favorable as it was 
two years ago. During the closing months of federal control, 
while Congress was considering the several proposed solutions of 
the railroad problem, public opinion unmistakably supported a 
full return to private management and effectively disposed of all 
plans which contemplated partial or complete nationalization. 
The passage of the transportation act was made the occasion 
of sincere and general expressions of confidence in private rail- 
road management, and this feeling of confidence continued 
throughout 1920. 


During the past year, however, there has been a noticeable 
change. It is partly the reflex of the feeling that rates are too 
high; it is partly the result of failure of railroad managers 
locally to keep their fingers on the pulse of public opinion, and 
it is partly the result of the continued insidious propaganda for 
the Plumb plan and the world-wide tendency to lean toward so- 
cialistic ideals. ‘The railroad executive organizations already 
referred to, and many individual executives, have done a great 
deal to put the railroads’ side of the case before the public, but 
the situation requires much more, particularly from the local 
viewpoint of individual carriers. 


It is vitally essential that the public should understand the 
facts. They will not learn the facts unless they are made avail- 
able frequently and through many channeds. With so many 
irresponsible and intellectually dishonest agitators poisoning the 
public mind with sophistry, half-truth and misstatement, it is 
incumbent upon railroad management to meet the charges with 
complete answers. This can be accomplished most completely 
and effectively by an intensive and decentralized campaign, car- 
ried on locally through all of: the general and the divisional offi- 
cers of the traffic and operating departments—the officers who 
come in direct contact with the public. An effort should be made 
also to combat the harmful influence which inaccurate and mis- 
leading statements are exerting upon the minds of employes, 
particularly those in train service. 


This is not to say that the president or the vice-presidents 
of the company shall undertake a barnstorming expedition or 
neglect their more important duties for speech making. The 
executives may reserve their statements for the larger audi- 
ences, but each president should insist upon the painstaking 
carrying out of a policy of taking the public completely into 
their confidence through local contact by subordinate officers. 
It is a mistake to assume that it is useless to answer unfair 
charges. Failure to answer may be mistaken as proof of their 
fairness. While it is impracticable to trail the agitators of the 
soap-box variety or to cover all of the forums or other gatherings 
of that element in the public which relish attacks on anything 
capitalistic, it is practicable to adopt and follow a policy of 


placing the facts fully and frankly before thinking people. This 
class hears much of criticism; it hears little of the answer. 
The public at large may be likened to a grand jury. It is 


continually in session and is constantly hearing and weighing 
evidence and argument. Like the grand jury, its deliberations 
are secret and its decisions come at unexpected times. It is im- 
portant, therefore, that the public should have the evidence and 
argument on both sides of the railroad question, so that its in- 
dictment, when one is returned, will place the burden of defense 
where it belongs. 


COURSE OF TRAFFIC LESSONS 
The course of traffic lessons by Professor Grover 
G. Huebner to be published in The Traffic World, one 
every two weeks for the next two years, will begin in 


THE TRAFFIC WORLD 


1351 


the January 7 number. While these articles are called 
“traffic lessons,” and while they are that, and are writ- 
ten primarily for the beginner in traffic, they, never- 
theless, contain much matter that can be read with 
profit by the more experienced, even where these expe- 


_ rienced men are close students and well informed them- 


selves. We feel peculiarly gratified in being able to 
offer our readers this series of valuable articles. 


RATE COMMITTEE DOCKETS 

After the December 31 issues of The Traffic Bulle- 
tin and the Daily Traffic World, there will be a change 
in the handling, in these publications, of the dockets of 
the various railroad rate committees, most of them dis- 
appearing at once from our columns. The following 
letter, written by the editor of the publications to the 
chairman of each of the rate committees, under date 
of December 1, tells the story: 


Some time ago we wrote to you and the chairmen of all the 
other railroad rate committees to the effect that publication of 
the dockets and hearing notices of these committees in The 
Daily Traffic World and the weekly Traffic Bulletin had proved 
to be a great expense without returns in the way of circulation 
to justify that expense. This, we believed, was due to the fact 
that there were so many other sources through which interested 
shippers could obtain this information. We suggested, there- 
fore, as a means of benefiting both ourselves and the carriers 
—the latter by cutting off the expense and trouble of a large 
mailing list—that the two publications mentioned above be made 
the official and exclusive mediums for the distribution of this 
information by the carriers, except as there might be other 
similar publications of general circulation that might also wish 
to print it. 

The carriers seemed, in the main, favorably disposed toward 
our proposal, but none of the rate committees accepted it. Mr. 
L. J. Spence, chairman of the Western Traffic Executive Com- 
mittee, docketed the matter for consideration with the National 
Industrial Traffic League, his idea being that it would not be wise 
for the carriers to make this change in the method of distribution 
of dockets unless the shippers agreed to it. The League voted 
down even Mr. Spence’s proposal, which was a modification of 
ours. He proposed to include with us in the distribution, the 
state commissions and the general officers and commercial repre- 
sentatives of railroads. The League’s attitude was that members 
ought not to be compelled to subscribe for The Traffic Bulletin 
at a cost of $20 a year when they could, and many of them 
did, obtain this information directly at no cost and, of course, 
more fully and more promptly than if we furnished it. 


We have given the matter thorough consideration since then 
and have determined that the expense of publishing this in- 
formation, which, as pointed out by the shippers, can be. and is 
obtained elsewhere at no cost, is not warranted by the possible 
small increase in circulation resulting from it or the small extra 
service that it enables us to offer our subscribers. We have, 
therefore, concluded to discontinue publication of these dockets, 
hearing notices, and disposition notices, with the December 31, 
1921, issue of The Traffic Bulletin, except where a rate committee 
may decide to make us its exclusive medium in agreement with 
the terms of our original proposal, or where such committee 
may be willing to pay for the insertion of the information in 
our columns. In such cases we shall continue publication of 
information issued by such committees. 


Where the committee prefers to pay for insertion, the rate 
will be $4.00 a column in The Traffie Bulletin, to include also 
publication in The Daily Traffic World. That price is less than 
the cost to us of publishing the material. We make the pro- 
posal merely as affording a means of continuing the printing 
of this matter in our publications if the carriers desire it con- 
tinued, and not as a means of earning a profit. We realize that 
discontinuing publication might be of some little disadvantage 
to us and, hence, are willing to stand a share of the cost. It 
must be borne in mind by the carriers, of course, that if we 
discontinue publication, the demands on them from shippers to 
be put on their mailing lists will be greatly increased. 

If you desire publication by us continued under either of 
the two above proposals, please let us hear from you. Other- 
wise, we shall discontinue publication the first of the year. 


The National Perishable Freight Committee, in an- 
swer to the above letter, signified its intention to con- 
tinue the practice it had already adopted of making us 
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its official and exclusive medium. No other committee 
had used that method. Its dockets, therefore, will con- 
tinue to appear in our columns. The Western Traffic 
Executive Committee (L. J. Spence, chairman) has 
asked for more time in which to consider the proposal 


that its rate committees adopt one of the two methods. 


we have suggested. We shall, therefore, continue to 
publish the dockets of the Western Trunk Line Com- 
mittee, the Southwestern Freight Bureau, and the 
Transcontinental Freight Bureau, for thirty days longer, 
or as much of that time as may be necessary for the 
carriers to reach a decision. None of the other com- 
mittees has made any proposal or suggestion in re- 
sponse to our letter. Their dockets, therefore, will all be 
discontinued in our publications. We shall continue to 
publish the docket of the Consolidated Classification 
Committee for the reason that the committee makes a 
charge of three dollars a year for this docket and its 
publication by us is, therefore, a material service to our 
subscribers. 

We greatly regret our inability to continue publi- 
cation of these rate committee dockets. We undertook 
publication as a means of increasing our circulation but, 
because of the liberal methods of the carriers in making 
distribution (which the shippers refuse to permit them 
to change), we were unable to realize enough to come 
anywhere near paying the additional expense. We 
realize that our stopping publication may cause annoy- 
ance to some of our subscribers who now depend on us 
in this respect as a matter of convenience, or who do 
not know that they can obtain the dockets in any other 
manner. We have no authority to speak for the car- 
riers, but we do not well see how they can now refuse 
to supply their dockets to any shippers who may desire 
them. 


NOVEMBER RAILROAD REVENUES 


The Trafic World Washington Bureau 


Compilations made public, December 29, by the Bureau of 
Railway Economics, from the reports of 127 roads to the Commis- 
sion, on November revenues and expenses, showed a net railway 
operating income of $49,225,426, an increase of 47.7 per cent 
over last November. On this basis, all class I roads will have 
a net of approximately $80,000,000, or a return of 4.6 per cent 
on an annual basis of their valuation. To have 6 per cent they 
should have earned $103,000,000 in November. 

Revenues amounted to $355,586,496, a decrease of 21.6 per 
cent, as compared with November last year, and expenses 
amounted to $283,950,195, a decrease of 29 per cent. These fig- 
ures cover 63 eastern, 25 southern and 39 western roads, with 
a total mileage of 161,168. Eastern roads showed an increase of 
53 per cent in the net over last year, Southern roads, 54 per 
cent, and western roads, 34 per cent. 

Julius Parmelee, director of the bureau, estimated that all 
class I roads will have a net railway operating income of $615,- 
000,000 for 1921, and that a rate of return for the entire year 
on their valuation will be 3.3 per cent. This is based on an 
estimate that the roads will have a net of 3.5 per cent in De- 
cember. The net in 1920 was $62,000,000. 


REVENUE FREIGHT LOADING 


The Trafic World Washington Bureau 


Revenue freight loading totaled 727,003 cars in the week 
ended December 17, as compared with 742,926 cars in the week 
ended December 10, according to the weekly report of the car 
service division of the American Railway Association. In the 
corresponding weeks of 1920 and 1919 the loadings totaled 802,- 
271 and 806,734 cars, respectively. 

Compared with the loadings in the preceding week, increases 
were shown in the loading of live stock and coke, and decreases 
were shown in the loading of the other commodities. 

The loading by districts in the week ended December 17, 


as compared with the corresponding week in 1920 was as 
follows: 
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Eastern district: Grain and grain products, 9,469 and 5,888; 
live ‘stock, 3,951 and 3,837; coal, 37,282 and 66,479; coke, 1,762 
and 2,144; forest products, 5,043 and 6,359; ore, 852 and 3,629; 
merchandise, L. C. L., 59,396 and 48,263; miscellaneous, 60,690 
and 61,883; total, 1921, 178,445; 1920, 192,482; 1919, 198,836. 

Allegheny district: Grain and grain products, 3,019 and 
1,810; live stock, 3,799 and 3,453; coal, 41,273 and 67,617; coke, 
3,606 and 6,521; forest products, 2,574 and 2,862; ore, 2,378 and 
4,382; merchandise, L. C. L., 45,696 and 36,770; miscellaneous, 
47,141 and 53,707; total, 1921, 149,486; 1920, 177,122; 1919, 168. 
678. 

Pocahontas district: Grain and grain products, 251 and 104; 
live stock, 92 and 116; coal, 14,794 and 21,720; coke, 159 and 
758; forest products, 1,331 and 1,598; ore, 24 and 136; mer. 
chandise, L. C. L., 5,453 and 4,692; miscellaneous, 3,174 and 
2,696; total, 1921, 25,278; 1920, 31,815; 1919, 36,268. 

Southern district: Grain and grain products, 4,211 and 2, 
805; live stock, 2,152 and 1,800; coal, 16,423 and 32,545; coke, 
454 and 1,002; forest products, 18,338 and 14,930; ore, 605 and 
2,102; merchandise, L. C. L., 38,028 and 33,110; miscellaneous, 
35,412 and 36,670; total, 1921, 115,618; 1920, 124,964; 1919, 127,225. 

Northwestern district: Grain and grain products, 13,598 and 
11,043; live stock, 9,678 and 8,701; coal, 6,187 and 8,876; coke, 
841 and 1,409; forest products, 9,824 and 9,424; ore, 308 and 1,- 
204; merchandise, L. C. L., 25,708 and 24,658; miscellaneous, 
23,535 and 26,446; total, 1921, 89,629; 1920, 91,761; 1919, 97,337. 

Central Western district: Grain and grain products, 12,459 
and 9,884; live stock, 11,402 and 10,568; coal, 15,566 and 26,600; 
coke, 193 and 395; forest products, 4,903 and 4,553; ore, 739 and 
2,491; merchandise, L. C. L., 30,617 and 28,835; miscellaneous, 
34,088 and 35,954; total, 1921, 109,967; 1920, 119,280; 1919, 118. 
979. 

Southwestern district: Grain and grain products, 4,376 and 
3,697; live stock, 2,787 and 1,997; coal, 3,367 and 7,222; coke, 130 
and 111; forest products, 6,677 and 7,027; ore, 629 and 545; 
merchandise, L. C. L., 16,270 and 16,393; miscellaneous, 24,344 
and 27,855; total, 1921, 58,580; 1920, 64,847; 1919, 59,411. 

Total, all roads: Grain and grain products, 47,383 and 35,- 
231; live stock, 33,861 and 30,472; coal, 134,842 and 225,059; 
coke, 7,145 and 12,340; forest products, 48,690 and 46,748; ore, 
5,585 and 14,489; merchandise, L. C. L., 221,163 and 192,721; 
miscellaneous, 228,384 and 245,211; total, 1921, 727,003; 1920, 
802,271; 1919, 806,734. 


OPERATING STATISTICS 


The Trafic World Washington Bureau 

Freight and passenger service operating statistics of class I 
steam roads, compiled by the Commission from 164 reports of 
freight statistics, representing 180 roads, and from 160 reports 
of passenger statistics, representing 176 roads, show that in 
October the roads had 36,507,000,000 net ton-miles, as compared 
with 42,750,000,000 net ton-miles in October, 1920, and for the 
ten months ended with October, 289,388,000,000 net: ton-miles, 


as against 377,025,0000,000 net ton-miles in the first ten months 
of 1920. 


The per cent unserviceable of total locomotives in October 
was 22.5, as against 22.7 in October, 1920, and the per cent un- 
serviceable of total cars on line was 14.8, as against 7.2 in 
October, 1920. 


Car-miles per car-day averaged 26.8 in October, as against 
28.6 in October, 1920; net ton-miles per car-day averaged 482, 
as against 564 in October, 1920; net tons per loaded car aver- 
aged 27.2 in October, as against 29.9 in October, 1920. Net tons 
of coal consumed in road service amounted to 6,975,071 in Octo- 
ber, as against 8,107,964 in October, 1920. 

Passenger-train car-miles totaled 289,225,000 in October, as 
against 305,779,000 in October, 1920, and coal consumption in 
passenger road service totaled 2,514,908 net tons in October, as 
against 2,759,014 net tons in October, 1920. 


For the ten months the per cent unserviceable of total loco- 
motives was 23.4, as against 24.4 in 1920; the per cent unservice- 
able of total cars on line was 13.1, as against 6.9 in 1920. 

Car-miles per car-day averaged 22.4, as against 24.9 in the 
1920 period; net ton-miles per car-day averaged 393, as against 
499 in 1920; and net tons per loaded car averaged 27.7, as 
against 29 in 1920. 

Coal consumption in freight road service totaled 57,845,212 
net tons in the ten months, as against 73,903,799 in the 1920 
period. 

Passenger-train car-miles totaled 2,893,987,000 in the ten 
months, as against 2,977,579,000 in the 1920 period. Coal con- 
sumption in passenger road service totaled 25,466,651 net tons 
in the ten months, as against 27,738,603 net tons in the 1920 
period. 


DOMESTIC POSTAGE RATE EXTENDED 


The Post Office Department announces that, effective Janu 
ary 1, 1922, the domestic postage rate of two cents an ounce, 
or fraction thereof, will apply to letters mailed in the United 
States, destined for Argentina, Brazil, Costa Rica, Ecuador, 
Jamaica and Martinique. 
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Current Topics 
in Washington 





Wisconsin Case Decision Imminent.—An early disposal of 
the Wisconsin rate case by the Supreme Court of the United 
States is expected by those who have thought it worth while to 
speculate as to the meaning of certain minor happenings in the 
routine of the court. Although, at one time, there was consid- 
erable thought that the court might dispose of the case by what 
is vulgarly known as sidestepping, the general idea now is that 
the tribunal will decide the case as if it were a contest between 
parties having a financial interest at stake instead of treating 
it aS a case purely of policy to be disposed of by Congress. 
Those who believe the interest of the country would be best 
served by continuance of the policy laid down by the Commis- 
sion in the various state rate cases, as a rule, believe the court 
will uphold what the Commission has done. There are some 
among those who fought for the other view who are inclined 
to think the court will not disapprove what the Commission has 
done. They are applying to the question, What will the. court 
do? the rules that racetrack followers put on the prospective 
performances of a horse. The “dope” shows that the Commis- 
sion has been winning cases in the court with almost clock- 
like regularity. It failed in the American Creosoting case, but 
that merely served to emphasize the fact that in nearly every 
other matter the Commission has been the victor. 

There are perhaps a handful of persons among the hundreds 
who come to the Commission who refuse to attribute to the 
Wisconsin case the importance generally attached to it. They 
argue that, in the end, the mileage scales prescribed by the 
Commission when it has undertaken to iron out a Shreveport 
situation, under the pressure of normal or even less than normal 
business, will break down—not because some state commission 
orders it, but because the competition between communities and 
between railroads will produce cracks in the structure that will 
never be mended; and that the end of the dream of uniform 
rates, all made in Washington, will be a lot of old tariffs in the 
archives of the Commission. They further argue that when a 
carrier has changed a rate or rates so it or they will not be 
the same as prescribed in Ex Parte 74, the jurisdiction of the 
state commission will again attach to every rate that covers 
a haul within its borders. It has been generally admitted that, 
as the law now reads, it means either the petrification of rates, or 
a return of many of the rates to the control of the state com- 
missions. No one has contended that, when once the Commis- 
sion allows a carrier to change the state rates it prescribed 
in Ex Parte 74, the federal jurisdiction follows the new state 
rate. The most that has been contended on that point is that, if 
the Commission suspends a rate proposed by a carrier and then, 
after inquiry, allows the suspended rate to become operative, 
that rate is one prescribed by the Commission. 

One of the commonest thoughts is that, if the Commission 
becomes rigid in keeping up the rates, the demand for repeal 
of section 15-a will become insistent and dangerous... Congress- 
men now show impatience when a proposed reduced rate in 
which their constituents are interested is suspended, even for 
investigation. A community is composed, not of men who under- 
stand the whys of rates, but of men who are inclined to think 
that rates, even when the lowest, are still too high, 





No Congressional Aid Needed.—At times President Harding 
seems to take delight in jabbing his elbow into the ribs of his 
former colleagues who do business under the dome of the capitol. 
The other day he observed to those who called on him that the 
reports of the railroads during the last few months indicated 
to him that they would be able to work out their own financial 
problems during the coming year; and that the Railroad Admin- 
istration and the railroads were getting along without the assist- 
ance that would have come, principally to the Railroad Admin- 
istration, through the passage of the so-called funding bill. He 
called attention to the fact that the Railroad Administration had 
been able to sell, without help from anybody, $135,632,700 of car 
trust certificates, The New Year, Mr. Harding believes, will see 
other hundreds of millions sold. Their sale will give the gov- 
ernment the money needed by it to pay its debt to the railroads, 
without the help of any refunding legislation. The President 
told his friends that the certificates had been sold at par and 
accrued interest, and all that without the help of Congress. 
What he told his visitors amounted to a good-natured sugges- 
tion that Congress was not always so essential for a restoration 
of business health as the country and Congress sometimes seemed 
to think it was. Another fact the President’s remarks brought 
to the surface again was that the so-called refunding bill, pri- 
marily, was for the relief of the Railroad Administration, and 
not the railroads. The latter backed the bill for the same rea- 
Son that a creditor gets a job for the man who owes him money, 
namely, that the debtor may obtain money with which to pay 
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his debts. If the government had paid the railroads what it 
owed them they would not have had the slightest interest in 
the funding bill. Because it has not, they have had to take 
an interest in it. Poor governmental financing during the war, 
when the Railroad Administration made extensions of railroads 
by taking cash out of the till of current receipts instead of 
issuing stocks or bonds for raising the money needed, made 
funding bill legislation desirable, if not necessary. 


Double Scrutiny of Stock Issues——Of what use is the charter 
to a corporation, authorizing it to build a railroad, to have 1,500,- 
000 shares of no-par stock, if, before turning a wheel, that cor- 
poration must obtain a permit to build a railroad and issue 
certificates of stock? The risibles of well-informed men are 
tickled by the solemnity of the proceedings on which the Com- 
mission makes a report in which it says: “The company was 
incorporated in Delaware and authorized to issue 1,500,000 shares 
of nominal or no-par stock,’ ending with a declaration by the 
federal body that it will hold the question of no-par stock for 
further consideration. To one to whom the mysteries of the 
law are all they import to be, such a double scheme of author- 
izing a corporation to do something looks like regulation run 
crazy. The state is supposed to know that what the corporation 
proposes doing is in the public interest, else it would not grant 
a charter. However, under the securities control section of the 
interstate commerce law, the federal body holds the power of 
veto, even over a corporation that has no desire to build a rail- 
road outside the state giving it a charter. The amusing fact in 
this connection is that the state commissions practically all 
joined in suggesting that the federal body was the one to exercise 
the power of regulation of stock and bond issues, the construc- 
tion of new and abandonment of old railroads. Had Congress, 
in terms, proposed taking from the states the power to issue 
charters for railroads, it is believed the state commissions would 
have fought like wildcats. Congress did not, however, even 
suggest that it was depriving the states of any power. As a 
matter of fact, it is believed the states have been deprived of 
more power in that aspect of the case than of the rate phase 
embodied in section 15-a. 


Farrell’s Service Comes of Age.—Patrick Joseph Farrell, 
chief counsel for the Commission, this week completed twenty- 
one years of service, not: all in the law division of the Commis- 
sion, but a large part of it. He has been the man who has 
interpreted the law. His work has been, for years, to see that 
the courts of the United States interpret or construe the act 
to regulate commerce and its successor, the interstate commerce 
act, in harmony with the views of the Commission He arrived 
in Washington soon after the late Charles Azro Prouty, one of 
the commissioners in office before Congress put teeth into the 
old act to regulate commerce. They had been partners in the 
practice of the law. They fought each other as closest of friends 
and those who denied the power of the Commission. Farrell 
and Prouty, in an argument over the law, was one of the delights 
of the men still in the service of the Commission, who regard 
themselves as old-timers. In what they call the lemon case, 
Farrell told Prouty he would not undertake to defend, in the 
courts, what Prouty, as the mouthpiece of the Commission, had 
written. He said it could not be done because, as Farrell viewed 
the Prouty report, it was so far from the law that not even a 
lenient court could find the heart to say it was within the four 
corners of it. Farrell departed from the Prouty office hurriedly, 
and probably in some heat, as might be expected when two 
cronies fell out over the law. 

“Oh, well,” drawled Prouty, in his exasperating Yankee tone, 
“I'll get a lawyer to take the case.” Prouty got another lawyer 
to defend the order in the Supreme Court. The court, however. 
stepped on the report. When the Commission recast its report 
Farrell supervised the Prouty language so as to make sure that 
it was within the law. 

Sometimes judges have thought that Farrell was trying to 
browbeat them because he has a slightly dogmatic way of argu- 
ing. Martin A. Knapp, for many years chairman of the Com- 
mission, now a circuit judge, while sitting as a judge in the 
abolished commerce court, became nettled at Farrell’s pointed 
language. It sounded as if Farrell was telling the court that 
if it did not decide Farrell’s way it might as well expect Congress 
to abolish it. 

“Does the chief counsel mean to threaten the court?” asked 
he, rapidly stroking his abbreviated Van Dyke beard in the way 
that always indicated an explosion. Calmly, Farrell said he 
was not, but that he was trying to tell the court what the law 
of the matter was and why he thought Congress also took the 
views he was expressing. Joseph W. Folk was the first chief 
counsel of the Commission. Farrell had been called counsel. 
When Folk came in, Farrell went to the valuation work as 
the lawyer in that line of cases. When Folk retired Farrell 
came back to his old place with the title of chief counsel. 





When Is a Movement Sporadic?—Attorneys for shippers are 
inclined to think that the Commission is overworking that ground 
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for dismissal based on the assumption that because there never 
was a notable shipment of a given commodity between two 
points it was all right for the railroads to apply the high class 
rates. The words “sporadic movement,” they are inclined to 
think, are being used as a cloak every time an examiner is 
unwilling to work out what they think would have been a rea- 
sonable rate to apply. In two cases, recently, examiners have 
recommended holdings that charges on carloads of sugar, from 
the far west, running as high as $2,600 a ear, were not unrea- 
sonable. The charges accrued on sugar that was bought by 
a big packer and a patent dessert factory, when thew combed the 
markets of the country for sugar wherewith to preserve fruits 
and continue turning out desserts. Yet rates which yielded big 
car-mile earnings, the examiners think, should not be condemned 
because the movements were “sporadic.” The suggestion has 
been made that the movements were sporadic because nothing 
other then class rates were to be found in the books. One 
examiner said that there was no movement of sugar from Utah 
to Waukesha since the “sporadic” movement with which he was 
dealing had taken place. It might be suggested that the com- 
plaining company was lucky in that it did not order any more, 
because further movement might still have been classed as 
sporadic, and the company required to pay a freight bill on one 
car running into four figures. 


Under the sporadic movement rule, the freight stranger on 
the road is frisked for all he has. The old robber barons, in 
their crude ways, always tried to keep their exactions down to 
the point where the traffic could bear them. Under the “spo- 
radic movement” rule, examiners must make records that fail 
to show any movements subsequent to the first which might 
have been ordered because the sugar or other commodity was 
as precious as medicine for a business that would otherwise 
have died. The other side of the case is that, if the big business 
man is able, after the traffic has moved, to obtain reparation, he 
will be receiving what amounts to a rebate which a smaller 
shipper might not have the money to obtain because it costs 
money to hire lawyers to present such cases to the Commission. 
Still another side to the matter is the McChord view, that every 
community is entitled to a reasonable rate, even if it does not 
often ship on such a rate. The answer in the sugar cases prob- 
ably is that the small factories in Washington and Utah have 
local markets to which they sell, and they are not much inter- 
ested in competing for business at points like Chicago and Mil- 
waukee; else they would have had commodity rates to such 
important consuming centers long before the “sporadic move- 
ments” took place in 1919. 





Uses and Values of Blackstrap.—As a place where human 
interest facts are brought forth, the hearing room, in which the 
Senate finance committee is listening to arguments for or against 
duties proposed in the Fordney tariff bill, is not to be overlooked. 
Just a few days ago a delegation from the American Feed Manu- 
facturers Association called at that room to protest against the 
rates of duty the House had put on blackstrap molasses. The 
idea of putting a duty on that stuff, a few years ago, would 
have condemned the possessor to detention in a hospital guarded 
by neurologists. The laws of Louisiana and Cuba still make it 
a misdemeanor for anyone to dump blackstrap into a stream Un- 
til about 1905 no one thought of it as anything other than a thing 
to be got rid of at the lowest possible expense. During the war it 
sold for as much as twenty cents per gallon. It was the cheap- 
est raw material for making alcohol, and alcohol was needed 
during the war in huge quantities. Now its price is as low as 
5 cents a gallon and the manufacturers of cattle feeds, if they 
can keep the duty off it, or as low as they think it should be, 
will be in paradise. All these and many more things they told 
the committee. The delegation also told the members of the 
committee that they believed in protection for American indus- 
tries, but that a low rate of duty would not hurt the Louisiana 
man who might have a bit of blackstrap to sell because last 
year the Louisiana crop furnished only about 8 per cent of the 
blackstrap needed by the feed manufacturers. Beet molasses, 
they said, was too valuable to use extensively in making cattle- 
feed, because it is better for making yeast, one of the by-prod- 
ucts of which is alcohol. A. 1. 3. 


MONTHLY WAGE REPORT 


The Trafic World Washington Bureau 


Class 1 railroads, including 13 switching and terminal com- 
panies, had 1,679,927 employes and paid them total compensa- 
tion of $227,745,895 in August, as compared with 1,634,872 em- 
ployes and total compensation of $214,339,385 in July, according 
to the second monthly report on wage statistics issued by the 
Bureau of Statistics of the Commission. These figures exclude 
the Detroit, Toledo & Ironton, Henry Ford’s railroad, because at 


the time the report was prepared that company had not reported 
for the month of August. 


“The increase in compensation was principally due to an in- 
crease in the number of straight-time hours per employe, there 


having been a small decline in the number of overtime hours paid 
for,” the Bureau said. 
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The Bureau said it should be repeated that the average num- 
ber of hours and the average earnings per employe for the month 
in each class were based on the number of employes at the middle 
of the month and not on the number of full-time positions. 

The number of full-time positions in August was 1,582,373. 
Of the total compensation of $227,745,895, overtime compensation 
amounted to $11,464,839, and other compensation, $10,051,919. 

The average daily earnings of executives, officials and staff 
assistants on a straight-time basis amounted to $15,11 and their 
total compensation was $6,336,648, of which $221 was overtime 
and $38,975 other compensation. 

Professional, clerical and general employes on a daily 
straight-time basis had daily average earnings of $6.46, and those 
in this class on an hourly basis had earnings of 57 cents an hour. 
The total compensation paid those on a daily basis was $8,388,882, 
of which $35,021 was overtime and $285,827 other compensation. 
The total paid those on an hourly basis was $28,542,799 of which 
$474,540 was overtime and $2,083,350 other compensation. 

Maintenance of way and _ structures employes on a daily 
straight-time basis had average daily earnings of $8.37, and those 
on an hourly basis had earnings of 43 cents an hour. The total 
compensation paid those on a daily basis was $1,092,009, of which 
$1,022 was overtime and $9,424 other compensation, The total 
paid those on an hourly basis was $36,330,840, of which $979,845 
was overtime and $50,662 other compensation. 

Maintenance of equipment and stores employes on a daily 
straight-time basis had average daily earnings of $8.37, and those 
on an hourly basis had earnings of 43 cents an hour. The total 
compensation paid those on a daily basis was $1,092,009, of which 
$6,480 was overtime and $115,296 other compensation. The total 
paid those on an hourly basis was $61,333,987, of which $2,751,056 
was Overtime and $1,193,348 other compensation. 

Transportation (other than train, engine and yard) employes 
on a daily straight-time basis had daily average earnings of $3.24, 
and those on an hourly basis had earnings of 54 cents an hour. 
The total compensation paid those on a daily basis was $2,712,852 
of which $34,563 was overtime and $22,218 other compensation. 
The total paid those on an hourly basis was $22,445,600 of which 
$862,384 was overtime and $264,922 other compensation. 

Transportation employes (yardmasters, switch tenders and 
hostlers) on a daily straight-time basis had daily average earn- 
ings of $8.34, and those on an hourly basis had earnings of 61 
cents an hour. The total compensation paid those on a daily 
basis was $1,545,377, of which $4,809 was overtime and $104,121 
other compensation. The total paid those on an hourly basis was 
$2,528.944, of which $61,240 was overtime and $35,242 other com- 
pensation. 

Transportation employes (train and engine service) all on 
hourly basis, had average hourly earnings of 73 cents on a 
straight-time basis. The total paid this class was $52,824,486, of 
which $6,253,658 was overtime and $5,848,534 other compensation. 

In the above figures the overtime and other compensation is 
not included in the daily or hourly average earnings set forth. 
The “other compensation” referred to covers special allowances 
not included in straight time or overtime. For example, in the 
train service, an engineer is given an allowance for inspecting his 
engine at the end of a trip. 


CONDITION OF LOCOMOTIVES 


The Trafic World Washington Bureau 


The per cent of locomotives out of services for repairs re- 
quiring over 24 hours dropped from 19.6 per cent as of Novem- 
ber 15 to 18.8 per cent as of December 1, according to a summary 
of semi-monthly locomotive equipment condition just issued by 
the car service division of the American Railway Association. 
The actual number was 12,170 as against 12,729 as of November 
15, and of the 12,170 locomotives, 2,783 were passenger, 7,229 were 
freight and 2,158 were switch engines. 

The per cent out of service for repairs requiring less than 
24 hours was 5.6 per cent on December 1 and the number was 
3,620, as compared with 5.5 per cent and 3,574 on November 15. 

The number of locomotives on line December 1 was 64,847 as 
against 64,782 on November 15, and the number serviceable was 
43,943 as against 43,881 on November 15. The number of service- 
able locomotives stored was 5,308 as against 4,598 on November 15 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


The average daily number of surplus freight cars on line and 
in good order was 371,221 in the period December 8-15 as com- 
pared with 339,532 in the period December 1-8, an increase of 
31,689 cars, according to the report of the car service division of 
the American Railway Association. The average daily shortage 
dropped to 177 cars. 

The surplus was made up as follows: Box, 127,351; ven- 
tilated box, 3,723; auto and furniture, 7,140; total box, 138,214; 
flat, 11,868; gondola, 134,799; hopper, 51,709; total, all coal, 186,- 
508; coke, 4,573; S. D. stock, 15,806; D. D. stock, 2,008; refriger- 
ator, 4,412; tank, 636; miscellaneous, 1,196; total, 371,221. 

The shortage was made up of 135 box, 4 coal, 75 D. D. stock; 
17 flat and 6 miscellaneous cars. 
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RATES ON VEGETABLE OILS 


Reversing the examiner, the Commission has dismissed No. 
11726, Mitsui & Company vs. Director-General, Great Northern, 
et al., opinion No. 7281, 64 I. C. C., 585-7. It held that the class 
rate of 12.5 cents on vegetable oils, in tank cars, from Everett 
and Tacoma to Seattle, during federal control, was not un- 
reasonable. Prior to June 25, 1918, a rate of 5 cents on all im- 
ported merchandise was in effect between Tacoma and Seattle, 
so that a vessel might dock and unload at the port for which 
the pulk of her cargo was intended, the smaller part of the cargo 
being forwarded on that blanket rate of 5 cents per 100 pounds, 
and the rate being absorbed by the steamship company. 

When the import rate was eliminated, the shippers of soya 
bean oil persuaded Director-General McAdoo to establish a rate 
of 7 cents on that commodity, between Everett and Seattle. That 
rate went into effect June 15, before the import rate of 5 cents 
was due to disappear. On September 1 that 7-cent rate was ex- 
tended to all vegetable oils moving between Everett and Seattle. 
Tacoma, however, paid 12.5 cents on vegetable oils, except cas- 
tor oil. On that the rate was fourth class of 15 cents. 

“The record makes no reference to a further movement of 
this traffic between Tacoma and Seattle,” says the report of the 
Commission, “so the question of rates for the future are not in 
issue.” 

The complainant contended that the 7-cent rate applicable 
between Everett and Seattle would have been the reasonable rate 
for application between Tacoma and Seattle. The Commission 
said there was no showing of difference in transportation condi- 
tions, as between Tacoma and Seattle on the one hand and Everett 
and Seattle on the other, and but little difference in distance. The 
Director-General, however, showed that the rates were unduly 
low, and that even the class rate made applicable to the traffic 
west of the Cascade Mountains, established in the first instance 
by the Washington commission, was low, because the basis of 
class rates west of the Cascade Mountains was lower than that 
east of the mountains and lower than the rates prescribed by 
the Commission from Washington to Idaho, Montana and other 
states. 

The Commission said, possibly with an intention to call at- 
tention to the commission from the complaint, that the lower 
rate given traffic from Everett to Seattle than from Tacoma to 
Seattle was unduly prejudicial, that no attack had been made 
on the class rate as such or the propriety of applying the class 
rate on the traffic in question. 


UNLOADING FOR STORAGE 


A railroad is under no obligation, in the absence of a sur- 
render of an order bill of lading and the payment of charges, 
to unload carload traffic and place it in storage, even when the 
consignor-consignee so directs. The option of holding the lading 
on its own property or placing it in a public warehouse is the 
carrier’s and not the shipper’s. The foregoing seems to be the 
substance of the Commission’s opinion in connection with which 
it ordered the dismissal of No. 11735, Vim Motor Truck Com- 
pany vs. Director-General, as agent, opinion No. 7282, 64 I. C. C., 
588-90. 

In this case the complainant shipped three carloads of 
trucks from Philadelphia to New Orleans, in December, 1918, on 
an order-notify bill, naming itself as the consignee. The com- 
plainant routed the cars over the L. & N., but the Director-Gen- 
eral’s forces diverted the cars to the Illinois Central, without, 
however, notifying the consignor-consignee, although that omis- 
sion was of no apparent significance. The first notice the con- 
signor-consignee had of the diversion was when it received a 
telegram from the agent of the Illinois Central, March 7, 1918, 
that the trucks were at his station unclaimed. The complainant 
wired him to place the trucks in public storage at New Orleans. 
The following day the agent advised it that he was unable to 
place autos in public storage until all outstanding charges were 
paid and bills of lading surrendered. 

After considerable correspondence, the complainant, May 4, 
1918, paid the demurrage and storage charges amounting to 
$837, and the complaint was filed. It alleged the charges were 
unreasonable, because if its instructions had been followed stor- 
age charges not exceeding $90 would have accrued. In dispos- 
ing of the case the Commission said: 


Complainant contends that a carrier is under an obligation to 
unload shipments into a public warehouse without payment of 
charges or surrender of order bills of lading upon order of the 
party holding title to the goods. It admits that there was no specific 
tariff provision requiring defendant to place shipments in public 
storage, but urges that it is the common practice of carriers, except 
the Illinois Central, to do so. In support of its contention as to 
the right to direct storage, complainant cites Piqua Milling Co. vs. 
im. R. R. Co., 55 I. C. C., 239. In that case, although this question 
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was raised, we stated that in view of our conclusion it was unneces- 
sary to consider it. f 

Defendant insists that in refusing to unload and store the ship- 
ments without payment of the charges and surrender of the bills of 
lading he was within his legal rights. He refers to the absence of 
any tariff provision requiring such storage, and to an option con- 
tained in section 5 of the uniform bill of lading, upon which the 
shipments moved, which provides: 

“Property not removed by the party entitled to receive it within 
forty-eight hours (exclusive of legal holidays) after notice of its ar- 
rival has been duly sent or given, may be kept in car, depot, or place 
of delivery of the carrier, or warehouse, subject to a reasonable 
charge for storage and to carrier’s responsibility as warehouseman 
only, or may be, at the option of the carrier, removed to and stored 
in a public or licensed warehouse at the cost of the owner and there 
held at the owner’s risk and without liability on the part of the 
carrier, and subject to a lien for all freight and other lawful charges, 
including a reasonable charge for storage.”’ 

A similar option was provided in the applicable storage tariff. He 
contends that to have placed the shipments in a public or bonded 
warehouse without surrender of the order bills of lading would 
have made it possible for some one other than the proper party to 
have obtained possession of the shipments, in which event he would 
have been liable to the holder of the bills of lading. The latter con- 
tention has little merit. 

Defendant was legally bound to collect the demurrage and stor- 
age charges in accordance with the applicable tariff rules and regu- 
st and it is not shown that these charges were in violation of 

e act. 

We find that the demurrage and storage charges collected were 
a a or otherwise unlawful. The complaint will be 

ismissed. 


COAL RATES TO MICHIGAN 


An order to reniove an undue prejudice not later than March 
18, 1922, has been made in No. 12106, West Kentucky Coal Bureau 
vs. Illinois Central et al., opinion No, 7279, 64 I. C. C. 577-81. 
The carriers are to establish joint rates from mines in western 
Kentucky on the Illinois Central and Kentucky Midland,-to the 
southern peninsula of Michigan, not more than 25 cents per ton 
over the rates maintained from the southern Illinois group, by 
the Illinois Central. That was the differential relationship pre- 
scribed by the Commission in the Ohio Valley Coal Operators’ 
Association, 52 I. C. C. 187,.for the northern peninsula of Michi- 
gan. The Illinois Central, according to the report on this case, 
has made repeated attempts to establish rates on that basis to 
the southern pensinsula, but has thus far failed, although at 
the hearing in this case it said it hoped to be able to accomplish 
what it had been trying, in a short time. 

Operators in southern Illinois objected to so small a spread. 
saying that even if it were reasonable when ordered, it would 
be less than reasonable now. They contended that the differ- 
ential should be subjected to the same percentage of increase 
as had been made in the rates from their field to destinations 
in Michigan, namely, 40 per cent. 


STOCK CATTLE, BIRMINGHAM-MEMPHIS 


Revised rates on stock cattle, to be applied on shipments 
that moved from points in Florida and from Birmingham, Ala., 
to Memphis, in the spring and summer of 1913, have been an- 
nounced by the Commission, in a report on further hearing on 
No. 8078, Miller Brothers vs. St. Louis & San Francisco et al., 
opinion No. 7284, 64 I. C. C., 593-8. The report also covers No. 
8291, Same vs. Atlantic Coast Line et al., which it dismissed. 

In the original report on No. 8078, the Commission con- 
demned the rates from Florida to Memphis and prescribed what 
it held would have been reasonable rates for the shipments in 
1913. The rates so prescribed were made operative in Febru- 
ary, 1917. The complaining firm was told to check up its bills 
under Rule V, but no formal order of reparation was ever made. 
Now the Commission thinks the rates prescribed were too low. 

The revised rates are from $2 to $15 per car higher than 
the ones made effective in 1917. Before the railroads made 
the prescribed rates operative, they filed a motion for rehearing, 
which was granted, the order requiring the establishment of the 
lower rates, however, being left in force during the further 
hearing. 

No order for the future was made because, as the Commis- 
sion said, the existing rates are less than those prescribed by it 
as the basis on which reparation is to be made, plus the gen- 
eral advances made since 1917. 


EXPORT RATE ON SODA ASH 


The Commission has dismissed No. 11585, Harper, Marshall 
& Thompson Company, Inc., vs. Director-General, opinion 7285, 
64 I. C. C. 599-600, holding that export rates on soda ash, from 
Painesville, O., to Seattle, Wash., between July and November, 
1918, were not unreasonable. Prior to General Order 28, the 
rate was 45 cents. Cancellation of that rate brought into opera- 
tion a combination of $1.26. That was changed to a joint rate 
of $1.25 in the latter part of November, 1918. In April, 1919, 
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an export rate of 60 cents was established. It is now 90 cents. 
Restoration of an export rate was brought about by the resump- 
tion of competition, in the Orient, from Atlantic ports. The 
90-cent rate yields a ton-mile of 7 mills. The $1.25 rate yielded 
9.8 mills for the long haul from Painesville to the Pacific coast. 
Commissioner Eastman, dissenting, said that $1 would have 


been enough, even after competition disappeared, and the domes- 
tic rate applied. 


RATES ON SAND FROM FT. GIBSON, OKLA. 


A finding of unreasonableness, an order to establish reason- 
able rates not later than March 15, an award of reparation, and 
a denial of fourth section relief, as to rates on sand from Fort 
Gibson, Okla., to Joplin, Webb City and Springfield, Mo., and 
Pittsburgh, Independence and Iola, Kans., have been made in 
No. 11806, United Iron Works et al. vs. Missouri Pacific et al., 
opinion No. 7286, 64 I. C. C., 601-4. The shipments, moving be- 
tween September, 1918, and June, 1920, were charged two-line 
distance-scale rates, higher than the rates prescribed by the 
Commission for such shipments, in the Shreveport case. The 
order of the Commission requires the carriers to establish, on 
or before March 15, “from Fort Gibson, Okla., to Joplin, Webb 
City, and Springfield, Mo., and Pittsburgh, Independence, and 
Iola, Kans., rates per 100 pounds which do not exceed 5 and 6 
cents to Independence and Pittsburgh, respectively, over the 
Missouri Pacific Railroad, 6.5 cents to Joplin and Webb City 
over either the Missouri Pacific Railroad or the St. Louis-San 
Francisco Railway, 6.5 cents to Springfield over the St. Louis- 
San Francisco Railway, 6.5 cents to Iola over the Missouri Pacific 
Railroad, 7 cents to Pittsburgh over the St. Louis-San Francisco 
Railway, and 7.5 cents to Springfield over the Missouri Pacific 
Railroad, all subject to the increases authorized in Increased 
Rates, 1920, 58 I. C. C., 220.” 

In fourth section order No. 8120, the ‘Commission denied 
authority to continue rates on sand from Fort Smith, South 
Fort Smith and Van Buren, Ark., to Joplin, Webb City and 
Springfield lower than those from Fort Gibson. 


RATES ON SCRAP PAPER 


The Commission, in a report on I. and S. 1380, opinion No. 
7288, 64 I. C. C., 607-9, held justified increased rates on scrap 
paper, rags and old rope, in straight or mixed carloads, from 
points in northern Iowa, like Ackley and Mason City and south- 
eastern Minnesota, such as Albert Lea, Faribault and Mankato, 
to Chicago, Peoria, St. Louis and points taking the same rates; 
also from Mason City to Mississippi River crossings, on traffic 
destined to points east of the Indiana-Illinois line. The Com- 
mission has vacated its order of suspension and discontinued the 
proceedings. The ton-mile earnings under the rates that are to 
become operative will range from 10 to nearly 12 mills. They 
will bring the rates on scrap paper to within 2 and 2.5 cents of 
the rates on new paper. The Commission, however, made the 
observation that it did not appear that there was any competi- 
tion between paper and scrap paper. 

ESTIMATED WEIGHTS ON BERRIES 

Proposed increased estimated weights on berries in pony 
refrigerators, proposed by the American Railway Express Com- 
pany, and suspended in I. and S. 1344, have been condemned as 
unjustified in opinion No. 7289, 64 I. C. C., 610-12. The present 
charges on berries in such containers, confined to traffic from 
Florida, are based on estimated weights of 250 pounds for the 80- 
quart and 200 pounds for the 64-quart container. The express 
company propossd imposing charges on actual weight with an 
allowance of 25 per cent for ice. The increases, if allowed, 


would range from 13.6 per cent at Lakeland to 37.6 per cent at 
Plant City. 


SWITCHING CHARGES AT ATTICA, N. Y. 


Increases in switching charges by the Erie at Attica, N. Y., 
except as to charges on grain to be milled in transit, have been 
held justified, in a report on I. and S. 1394, opinion 7280, 64 
I, C. C. 582-4. The Erie proposed increasing the rate on inter- 
change switching on transit grain from $6 to $10 per car. The 
Commission disapproved that. It held as justified increases in 
other interchange charges, from $4, with the Attica & Arcade, 
and $3 with other roads, all to $5 per car. By that increase 
the Erie brought its charges up to the level of those published 
by the New York Central. The decision is without prejudice 
to the Erie making some increase in the transit grain charge. 


RATES ON ALFALFA FEED, ETC: 


The Commission has condemned the proposal of the carriers, 
made in schedules suspended in I. and S. 1408, opinion No. 
7290, 64 I. C. C. 613-4, to withdraw alfalfa feed, cane seed, cotton- 
seed cake and meal, dried beet pulp and other grain and grain 
products, from the list of articles taking corn rates, in Western 
Trunk Line territory, and including them in the list of articles 
taking wheat rates. The condemned schedules are to be can- 
celed on or before January 28. 
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Protestants admitted that the proposed switch would not 
cause any increase in rates in the immedate future. They said 
they protested against the proposal lest, in the event of a re 
turn to a differential basis for rates on coarse grains, the feed 
articles transferred from one list to the other would remain 
on the wheat basis. 

In disposing of the case the Commission directed attention 
to the fact that in the western grain rate case, 64 I. C. C, 85, it 
had ordered rates on coarse grains 10 per cent less than the 
rates on wheat, in all instances in which the differential basis 


was not in effect at the time Ex Parte 74 rates became op.- 
erative. 





- COMMISSION ORDERS 


The Chamber of Commerce of Kansas City, Mo., has -been 
permitted to intervene in No. 13182, The Wichita Board of Com- 
merce vs. A. T. & S. F. et al. 

The order in I. & S. 1303, Rates to, from, and between points 
south of the Ohio River, including the Mississippi Valley, has 
been modified so as to require the establishment of rates in com- 
pliance therewith on or before April 1, 1922, upon not less than 
30 days’ notice. The carriers had previously been ordered to 
establish these rates on or before January 1. 

The Southern Pine Association has been permitted to inter- 
vene in No. 13211, West Coast Lumbermen’s Association ys. 
Abilene & Southern et al. 

The Commerce Association of Aberdeen, the Central Illinois 
Coal Traffic Bureau and the Minnesota By-Product Coke Com- 
pany have been permitted to intervene in No. 13173, Milwaukee 
Association of Commerce vs. C, M. & St. P. et al. 

The National Traders’ Live Stock Exchange has been per- 
mitted to intervene in No. 12630, the National Live Stock Ex- 
change vs. A. T. & S. F. et al. 


INTERLOCKING DIRECTORATES 


The Trafic World Washington Bureau 


Various officers of the Albany Passenger Terminal Railway, 
Central of Georgia Railway, Atlanta & West Point Railroad, 
and others have been permitted to retain their positions, as also 
have officers of the Buffalo, Rochester & Pittsburgh Railway, Mo- 
bile & Ohio Railway, Southern Railway and other lines, until the 
further order of the Commission. 

John N. Steele has been authorized to retain the positions of 
director and general counsel of the Copper River & Northwestern 
Railway and director of the Northern Pacific Railway. 

Officers of the Spokane, Portland & Seattle Railway, Oregon 
Trunk Railway, United Railways Company, Oregon Electric Rail- 
road and others have been permitted to retain their positions 
with those lines. 


Charles S. Belsterling has applied to the Commission for 
authority to retain his position as general commerce attorney 
for the United States Steel Corporation and railroads owned by 
that corporation and as commerce counsel for certain other rail- 
roads not connected with the steel corporation, notably the 
Wharton & Northern, Tronton and Mt. Hope Mineral railroads. 


PAYMENTS TO CARRIERS 


The Trafic World Washington Bureau 


The Railroad Administration announced, December 28, that 
the following final settlement had been made: Colorado and 
Southern Railway Co., $1,775,000; Forth Worth and Denver City 
Railway Co., $725,000; Copper Range Railroad Co., $130,000; Ev- 
ansville & Indianapolis Railroad Co., $235,000; Chicago, Terre 
Haute & Southeastern Railway Co., $35,000; North Charleston 
Terminal Co., $20,020,87; Atlantic and Yadkin Railway Co., 
$120,000; Yadkin Railroad Co., $115,000; Lawndale Railway and 
Industrial Co., $800. 


“The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the Railroad Companies and the Ad- 


ministration during. the twenty-six months of Federal control,” 
the Administration said 


PETITION FOR MODIFICATION 


The St. Louis-San Francisco Railway, one of the defendants 
in No. 10417, Arkansas Jobbers & Manufacturers’ Association vs. 
C. R. I. & P. et al., has asked the Commission to modify its order 
in that case so as to permit it to establish the Memphis rate from 
St. Louis and Thebes to Blytheville and Osceola, Ark, interme- 
diate points on its line from St. Louis to Memphis. 


PETITIONS FOR REHEARING 


Complaints in No. 11481, The Certain-teed Products Corpora- 
tion et al, vs. A. T, & S. F. et al., have asked for a rehearing. 

Complainant in No. 11842, General Iron Works vs. Director 
General, Cleveland, Cincinnati, Chicago & St. Louis Railway, et 
al., has asked for a rehearing. 
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PROTECTED RATE ON SHIPPERS’ 
ROUTING 


A recommendation which, if adopted, will result in a con- 
trolling case on the validity of charges, in the event a shipper 
elects or accepts a higher rated route to enable him to get through 
or around an embargo, has been made by Chief Examiner Robert 
E. Quirk. In a report on No. 12604, North Packing and Provision 
Co. vs. Director-General, Boston & Maine et al., he said the Com- 
mission should hold “a route that is justifiably embargoed against 
certain traffic is not available to a shipper tendering such traffic, 
and a carrier participating in such route may refuse to accept a 
shipment so tendered and is not bound to protect the rate over 
such embargoed route, if the shipper elects, because of such 
embargo, to forward his shipment by a more expensive route.” 

The report also covers two sub-numbers, in which the com- 
plainants brought allegations against the Boston & Albany. The 
allegation was that by reason of routing restrictions placed be- 
tween the end of 1917 and the middle of 1919, the charges on a 
large number of carloads of cured meats and lard were unrea- 
sonable, unjustly discriminatory and unduly prejudicial. The 
shipments moved on permits, chiefly for the relief of Belgium, 
from Boston, East Cambridge, Brightwood and Worcester, Mass., 
to Weehawken and Jersey City, upon permits approved by the 
export division of the General Operating Committee, and over the 
routes designated either by the ship agent.or the General Operat- 
ing Committee. In his report, Mr. Quirk said that about 60 per cent 
of the suggestions as to routing made by the shippers were ac- 
cepted by the committee or the agents who booked space on the 
vessels. 

The complainants contended that, under General Order 1 
and general principles, the rate via the cheapest route should 
have been protected because the routing was made for the benefit 
of the carriers. Quirk, however, took the view that General Order 
1 could not possibly apply, because it provided for the protection 
of the rate specified in the instructions received from the shipper, 
if and when the carrier sent to tonnage over some other route. 
In this line of cases, Quirk said, the routing instructions were 
followed, so that General Order 1 could not apply. The only 
issue in the case, Quirk said, was as to whether the complaining 
shippers were denied the right, under section 15, to designate, in 
writing, by which of two or more routes their property should be 
transported. He said there was no question about the reason- 
ableness of the restrictions. He said that the act of the steam- 
ship agent applying for a permit must be considered as the act 
of the shipper. All such shipments, therefore, he said, might be 
eliminated because General Order 1 provided only for the protec- 
tion of the lower rate in the event the routing of the shipper was 
disregarded. 

The only class of shipments left for consideration, therefore, 
was that composed of shipments over routes which the General 
Oferating Committee said might be used. notwithstanding the 
terms of the general embargo on export freight at New York, 
except such as might be consigned to an official of the govern- 
ment, or move forward on permits. As to such traffic Quirk said: 


Common carriers have the right, in order to prevent complete 
paralysis of their operating facilities, to protect themselves by em- 
bargo against acceptance of freight over a certain route or routes 
which may be seriously congested. That right was exercised by 
defendants, and the embargo which affected complainants’ shipments 
must be considered to have been in effect, and so far as this record 
shows, justifiably so, with respect to all routes serving the port of 
New York and to all.export traffic intended for shipment to that port, 
excepting shipments for the United States government and such as 
to which the embargo was lifted by special permit. A route that is 
embargoed against. certain traffic can not be said to be available as to 
such traffic. The Commission has frequently construed section 15 to 
impose upon common carriers the duty, in the absence of contrary 
routing by the shippers, to forward shipments over the cheapest 
available routes, and failing to do so, must be held liable to the 
damaged shipper in the amount of the difference between the rate 
charged and the rate via the cheapest available route. But where, 
as here, because of congestion, or other justifiable cause, and con- 
sequent embargo, the route is not available. the carrier does not 
violate its duty if it refuses to accept the shipment until after the shipper 
agrees to a route that is available. When confronted with such cir- 
cumstances, the shipper has the option of accepting the cheapest 
available route and paying the charges applicable in connection there- 
with, or of withholding shipment until the desired route becomes 
available. In these instances complainants exercised this option by 
voluntarily accepting the cheapest routes that were available the time 
the permits were issued. 


CLASS RATES TO DOLGEVILLE, N. Y. 


Examiner Myron Witters thinks the Commission should dis- 
miss No. 12860, Daniel Green Felt Shoe Co. et al. vs. Director- 
General et al., on a holding that the class rate combinations 
on yarious commodities, in less than carloads, from point of 
origin in New England and trunk line territories to Dolgeville, 
N. Y., and from Milwaukee to Dolgeville, were not unreasonable. 
The rates against which complaint was made were in effect from 
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June 25, 1918, to February 29, 1920. On the last day of federal 
control the situation was cured. The complaint was against the 
use of the minimum class scale as the factor from Little Falls 
to Dolgeville. Little Falls is the junction point for the Dolge- 
ville branch of the New York Central. On the last day of‘ fed- 
eral control the Dolgeville-Little Falls factor was reduced by 
the publication of a proportional class scale beginning with 18 
cents instead of 25 cents first class. The examiner said the rates 
had not been proved unreasonable by the showing that Dolge- 
ville, by reason of the application of the minimum class scale, 
paid more than a 25 per cent increase in its rates. 


RATES ON SUGAR TO WAUKESHA, WIS. 


On the theory that violation of the fourth section, a public 
wrong does not carry with it a presumption of private damage, 
and on the conclusion that no damage had been shown, Exam- 
iner Bronson Jewell has recommended the dismissal of No. 
12283, Jiffy Dessert Co. vs. C. & N. W. et al. He said the Com- 
mission should hold that rates on sugar from producing points 
in Utah, such as Salt Lake City and Sugarton, to Waukesha, 
Wis., had not been shown to be unreasonable, unjustly discrim- 
inatory or unduly prejudicial. The carriers did not undertake 
to defend the higher rates at the intermediate points and said 
they did not desire to press their applications for relief. The 
shipments in question moved between January 7 and June 29, 
1920. Ordinarily, the examiner said, the complainant procures its 
sugar from New Orleans and the east and that it had not shipped 
any from Utah since June 29, 1920, when the last of its high 
rated sugar was moved to the factory at Waukesha. Since that 
time the railroads have indicated a willingness to put Waukesha 
on the Milwaukee basis on sugar from the west, as it is on the 
Milwaukee basis on many other commodities. 


SWITCHING CHARGES AT PROVIDENCE 


Attorney-examiner Charles F. Gerry has recommended the 
dismissal of No. 12839, Providence Fruit and Produce Exchange 
vs. Rhode Island Co. et al., on a holding that a switching 
charge of $5 per car, made by the Rhode Island Company, an 
electrically operated common carrier, for transferring carloads 
of freight from its lines to those of the New Haven, in Prov- 
idence, operative since April 21, 1921, have been justified, and 
that the failure of the New Haven to absorb that charge was 
not unreasonable, unjustly discriminatory or unduly prejudicial. 

The issue was not so much the reasonableness of the $5 
charge as the refusal of the New Haven to absorb. The com- 
plaint was made by 49 shippers located on the rails of the 
electric road. Gerry said the New Haven nowhere absorbed 
the charges of electric connections, and that its steam line ab- 
sorptions were limited to competitive traffic at common or 
competitive points. The New Haven is the only steam railroad 
serving Providence. 

Gerry said the practice of the New Haven is like that of 
all steam roads throughout the country. Where they are in 
competition they perform reciprocal switching service on compet- 
itive traffic, on the theory that in that way they will about break 
even on such traffic. As to non-competitive traffic they do not 
absorb. In the case of electric lines, the New Haven has re- 
fused to make any reciprocal arrangements anywhere, and for 
that, Gerry thinks, the Commission should not blame it. 


RATES ON HARD COAL TO NEBRASKA 


Examiner J. Edgar Smith has recommended the dismissal of 
No. 12595, Walrath & Sherwood Lumber Co. et al. vs. New York 
Central et al., on a holding that through rates on hard coal, from 
Itasca, Wis., to Mt. Clare, Neb., and on coke from St. Louis, Wood- 
ward, Ala., and Youngstown, Ohio, to various destinations in Ne 
braska, the individual factors of which were increased under Gen- 
eral Order 28, were not unreasonable. The complainants based 
their demands for a holding of unreasonableness and reparation 
mainly upon the double increases that were made in the rates in 
issue. They did not, however, confine themselves to that conten- 
tion but offered evidence intended to show the unreasonableness 
of the through rates independent of a misapplication of General 





Order 28. Archer said that an analysis of the through rates 
showed that they were not unreasonable for the service 
performed. . 


RATES ON FUEL OIL TO JOLIET, ILL. 


Examiner. Myron Witters has recommended the dismissal 
of No. 12759, Samuel J. Black, trustee in bankruptcy, Warren 
Oil Company vs. Chicago & Alton et al., on a holding that rates 
on fuel oil from Hodge and Fort Worth, Tex., to Joliet, IIl., 
between April and September, 1920, were not unreasonable or 
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otherwise unlawful. Rates of 37, 39, 39.5 and 53.5 were charged. 
The variety of rates imposed was due to the fact that, when the 
Ranger and Burkburnett fields were opened the carriers did not 
have a line of rates from them. They temporarily applied the 
rates applicable from other fields, the maximum being reached 
in August, 1920, when the rate of 53.5 was made operative. 
Later that rate was reduced to 42.5 cents, and then put back to 
37 cents, to which basis the complainant desired reparation, on 
the theory that the subsequent reduction was an admission that 
prior rates were unreasonable. The fourth section was violated 
over some of the routes, but the examiner, remembering the 
Oregon Fruit case, 50 I. C. C., 719, said that a sufficient basis ‘for 
reparation had not been shown. 


RATES ON BAR IRON 


An order of dismissal has been recommended by Examiner 
Frank E. Mullen, in a report on No. 12419, National Rolling Mill 
Co. vs. Baltimore & Ohio et al., on a holding that the rates on 
bar iron, from Vincennes, Ind., to destinations in Indiana, Illi- 
nois, Missouri, Wisconsin, and Iowa, between December 5, 1917, 
and August 25, 1920, were unjust nor unreasonable. The com- 
plainant contended that, after the Commission’s permissive order 
in the 5 per cent case became operative, the rates on bar iron 
from Vincennes were made unreasonable by the fact that the Illi- 
nois commission did not allow a corresponding increase. The ex- 
aminer said that the Commission’s reports on the Illinois classi- 
fication case, 55 I. C. C., 290, and 56 I. C. C., 202, showed that the 
rates imposed upon the complainant were unduly prejudicial 
against it. He said, however, that the record failed to disclose 


that they were unreasonable, hence the recommendation of dis- 
missal. 


COAL TO N. & W. DESTINATIONS 


In a tentative report on No. 12579, The Mathieson Alkali 
Works, Inc. et al. vs. Carolina, Clinchfield & Ohio et al., Ex- 
aminer John B. Keeler recommended a holding that the rates 
on coal, from mines on the Norfolk & Western and the Poca- 
hontas, Thacker, Kenova, and Clinch Valley districts, the Caro- 
lina, Clinchfield & Ohio Railway in the Clinchfield district, and 
the Southern Railway in the Black Mountain district to destina- 
tions on the Norfolk & Western and connecting branches between 
Roanoke and Bristol, be readjusted on the following basis: 
Rates from the Clinchfield and Black Mountain groups should 
be readjusted, as of August 25, 1920, so that they will bear the 
relationship in cents per ton to the rates then in effect from 
the Pocahontas field, that resulted from the order of the Virginia 
Corporation Commission in the Darby case as between the Black 
Mountain and Pocahontas groups. Keeler said that to the rates 
from the respective groups so made there should be added a 
flat increase, computed by applying to the tonnage moving from 
the respective groups, for a representative period, an increase 
of 40 per cent from the Norfolk & Western fields and 25 per cent 
from the Clinchfield and Black Mountain fields, and dividing 
the total increased revenue so ascertained by the total tonnage. 

Readjustment of the rates on that basis, Keeler said, would 
result in increases and reductions. He said that the Commis- 
sion should hold the present rates unreasonable but should deny 
reparation. © 

Another recommendation by the examiner was that the Com- 
mission require the railroads promptly to work out a new ad- 
justment of rates on the basis suggested by him. Meanwhile, 
and before the case is submitted for decision, he said, the rail- 
roads should submit a statement of the rates proposed in com- 
pliance with this finding both to the regulating authority of 
Virginia and to the Commission. A representative of the Cor- 
poration Commission of Virginia sat with Keeler at the hear- 


ing on this case and Keeler said that he concurred in this recom- 
mendation.. 


STORAGE CHARGES AT PHILADELPHIA 


A finding of unreasonableness, an award of reparation, and. 


an order requiring modification of storage rules have been ad- 
vised by Examiner J. P. McGrath, in a report on No. 12808, J. G. 
Brill Co. vs. Philadelphia, Baltimore & Washington et al., as to 
storage charges based upon demurrage exacted on car trucks and 
car truck frames, in carloads, shipped from the Brill company’s 
plant in Philadelphia through the port at that point, there un- 
loaded and stored on the ground. The shipments arrived at the 
port of Philadelphia between May 22 and 24, 1920. Due to a 
longshoremen’s strike, the shipments could not be promptly ex- 
ported. To release needed equipment the cars were unloaded and 
the trucks and frames stored on the ground. ; 

The examiner said the Commission should find that the 
charges were unreasonable to the extent that they exceeded 55 
cents per net ton for the first 30 days, computed from the first 7 
a. m. after the date on which notice of arrival was sent to the 
consignee, and 5 cents per net ton for each succeeding 30 days or 
fraction thereof. 

The lading was taken out of the cars for the convenience of 
the carrier and not upon the request of the shipper. The carrier 
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applied the rates that would have been suitable had the shipper 
asked for the rendition of the service. The cars were unloaded 
by the carrier without asking the shipper whether it might or 
might not do so, so that the carrier might use its equipment. 
The examiner said that the Commission should further find that 
the rules for the future will be unreasonable, in so far as they 
may fail to provide for the application of the lower basis, here- 
inbefore mentioned, of handling and storage charges where cars 
may be unloaded by the carrier to release needed equipment, 
without written request from the shipper or consignee. 


WIRE RODS, CANTON TO YOUNGSTOWN 


Examiner Lawrence’ Satterfield has written a recommenda- 
tion on the case, No. 12267, Lancaster Steel Products Company 
vs. Baltimore & Ohio et al., in which J. H. Fishback and Wilbur 
LaRoe made sarcastic observations, in a brief, concerning “coiled 
crowbars” and the circular bars at which in times gone by 
hotel guests used to refresh themselves. He recommended a 
holding that the rates imposed on wire rods from Canton and 
Youngstown, Ohio, and points in the Pittsburgh district, to Lan- 
caster, Pa., and on steel wire and band steel from Lancaster to 
Harrison, N. J., and other eastern destinations, since December 
1, 1916, have been illegal, unjustly discriminatory and unduly 
prejudicial. He recommended a relationship to be observed in 
the future and reparation on account of the charges illegally 
collected on coiled rods. The Director-General and the railroads 
contended that the commodity shipped by the complainant or 
to it was bar steel in coils and not “wire rods in coils.” 

Satterfield said the Commission should hold the class rates 
collected on shipments of wire rods illegal to the extent that 
they exceeded the commodity rates applicable on wire rods. Sat- 
terfield said that the rods shipped, while hexagonal and rec- 
tangular, were known to the trade as wire rods, and came with- 
in the commodity description of wire rods. The fact that some 
of them were made into articles other than ordinary commercial 
wire did not impress him as meaning anything in a rate sense. 


RATES ON APPLES TO PHOENIX 


Reparation and reasonable rates for the future have been 
recommended by Examiner H. W. Archer, in a tentative report 
on No. 12198, Traffic Bureau, Chamber of Commerce, Phoenix, 
Ariz., et al. vs Director-General, as agent, Great Northern et 
al., on a finding that rates on apples from points in Washington 
to Phoenix, Ariz., were and are unreasonable. He recommended 
that the Commission find that the rates applicable via the South- 
ern Pacific, through Maricopa, Ariz., were not unjustly discrimi- 
natory or undly prejudicial, but that they were unreasonable 
to the extent that the rate from Deer Park, Wash., to Phoenix 
exceeded $1.39 prior to August 26, 1920, and $1.74 on and after 
that date; and that the rates from Eschbach, Gleed, Fairfield, 
Otis Orchard and Wenatchee, Wash., were unreasonable to the 
extent that they exceeded $1.25 prior to August 25, 1920, and 
$1.565 on and after that date; and that for the future the rates, 
from these points to Phoenix, will be unreasonable to the extent 
that they exceed the rates contemporaneously in effect from 


the same points of origin to Tuscon and points taking the same 
rates. : 


RATES ON NAILS, WIRE, ETC. 


Examiner Howard C. Faul, in a tentative report on No. 
12220, Pittsburgh Steel Co. vs. Director General, as agent, Pitts- 
burgh & Lake Erie et al., has recommended an award of repara- 
tion on a finding that an applicable fifth class rate of 25.5 cents 
per 100 pounds, charged on a carload of nails and a mixed car- 
load shipment of nails, wire and staples, from Monessen, Pa., 
to Weston, W. Va., shipped July 30, 1919, was unreasonable to the 
extent that it exceeded 19.5 cents, which was a commodity rate 
contemporaneously applied to Weston from points on the B. & 
O. in the Pittsburgh group, and which also was re-established 
over the route of movement October 27, 1919. 


RATES ON PULPWOOD TO MILLWOOD, WASH. 


In a report on No. 11840, Inland Empire Paper Co. vs. Spo- 
kane International and Director-General, as agent, Examiner 
John B. Keeler recommended a holding that log rates were not 
applicable to shipments of pulpwood in 12, 14 and 16 foot lengths, 
from points in Washington and Idaho to Millwood, Wash., be- 
tween April, 1917, and August 26, 1920, as contended by the com- 
plainant, who also filed three sub-numbers in this complaint. 
The contention was that mill men regard anything more than 12 
feet in length a saw log and that therefore the log rates should 
have been applied on this pulpwood. The examiner said that the 
pulpwood, while coming within the recognized lengths called logs, 
was frequently of much less diameter. 





RATING ON INSECTICIDES 
Dismissal of the complaint in No. 12751, Sweet Dreams Co. 
vs. Louisville & Nashville et al., has been recommended in a 
tentative report by Examiner Paul O. Carter on a finding that 
the ratings applied on shipments of insecticides or insect repel- 
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jents, in glass, carloads, from Montgomery, Ala., to Houston, 
Tex., since March 1, 1920, were not and are not unreasonable. 
From March 1, 1920, to August 26, 1920, the first-class rate of 
$1.915 applied on insect repellents in glass or earthenware in 
carload and less than carload quantities. Pursuant to the gen- 
eral increases under Ex Parte 74, the rate became $2.555. On 
April 1, 1921, the rating was reduced to third class, carloads, 
minimum 30,000 pounds, and the rate to $1.80. The first-class 
rate remained in effect on less than carload lots. The com- 
plainant asked the establishment of the Class A rating for the 
future and reparation on that basis. 


RATE ON HOOP STEEL 


An award of reparation has been recommended by Examiner 
H. W. Archer, in a tentative report on No. 12225, Pittsburgh 
Steel Co. vs. Director-General, as agent, Pittsburgh & Lake Erie, 
et al., on a proposed holding that a fifth class rate of 12 cents 
assessed on 7 carloads of hoop steel, shipped during the pe 
riod from August 1, 1918, to October 23, 1918, inclusive, from 
Glassport, Pa., to Manor, Pa., was unreasonable to the extent 
that it exceeded 7 cents, a joint commodity rate published De- 
cember 10, 1918, to apply from Glassport to Manor. 


COAL SCREENINGS TO ARDMORE, S. D. 


Rates on pea, slack and coal screenings, from Acme, Alger 
and Dietz, Wyo., to Ardmore, S. D., have been recommended 
for condemnation as unreasonable by Examiner -Andrew C. 
Wilkins, in a tentative report on No. 12489, Refinite Co. vs. C. 
B. & Q. et al. He said the Commission should find the rates 
on the kinds of coal mentioned unreasonable to the extent 
that they exceeded, exceed or may exceed $1.60 per ton prior to 
June 25, 1918; $1.95 on and from June 25, 1918, to and including 
August 25, 1920, and $2.20 thereafter. Reparation to the basis 
of the figures mentioned was recommended. 


SWITCHING RATES ON SLACK COAL 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Myron Witters in a 
report on No. 12317, Lackawanna Steel Co. et al. vs. Director- 
General et al., as to a switching rate of $10.50 per car on soft 
slack coal, during federal control, between mines and washing 
plants at Ellsworth, Cokeburg and Bentleyville, Pa. The rate 
was in effect from July 25, 1918, to February 18, 1919. Witters 
said it should not have been more than $5 and recommended 
reparation to that basis. He said the movement was large, regu- 
lar and performed by one yard crew; that no spotting service 
was performed, that the distances were all less than one mile, 
and that substantially all the equipment was furnished by the 
complainant, all of which facts tended to make a lower charge 
reasonable. 


RATES ON FLUXING LIMESTONE 


Condemnation for unreasonableness and an award of repa- 
ration have been recommended by Examiner Myron Witters, 
in a report on No. 12917, Central Iron and Steel Co. vs. Director- 
General et al., as to rates on fluxing limestone, during federal 
control, from quarries to the steel plant at Harrisburg, Pa. 
Forty cents a ton was charged on 344 carloads, shipped from 
Elders and Rutherfords stations within the limits of Harris- 
burg on the Philadelphia & Reading tracks to Steelton, another 
point in the city of Harrisburg also on the Philadelphia & 
Reading, between June 25 and November 15, 1918. Complain- 
ants asked for reparation to the basis of 20 cents per ton, but 
Witters said that 30 cents would have been reasonable. 


COAL, MELCROFT, PA., TO JERSEY CITY 


A finding of unreasonableness as to rates on coal, from Mel- 
croft, Pa., to Jersey City for Erie delivery, on shipments moving 
in 1919, and an award of reparation have been recommended by 
Examiner H. W. Archer, in No. 12551, Melcroft Coal Co. vs. Indian 
Creek Valley Railway et al. Archer said there was a definite rela- 
tionship between coal producing points in western Pennsylvania 
on traffic to the east, which had been maintained for years but 
was not maintained in 1919. As to 40 cars he recommended rep- 
aration to the basis of $2.60 per gross ton. Rates as high as 
$4.20 were imposed. Reparation on the remainder is to be to the 
basis of a subsequently established rate of $2.60. 








TURPENTINE, SAVANNAH, GA., TO SO. AMBOY, N. J. 

Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 12761, Rosin & Turpentine Export Co. vs. At- 
lantic Coast Line et al., on a holding that the sixth class rate 
on turpentine, in carloads, from Savannah, Ga., to South Amboy, 
N. J., on shipments moving between April 2 and June 2, 1920, 
when New York harbor points were under embargo, was not 
unreasonable. 


RATES ON FRESH MEATS FROM WATERLOO, IA. 


A recommendation that the Commission reverse itself has 
been made by Examiner John T. Money in a report on No. 10475, 
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It is his idea that 
the Commission should now hold unreasonable rates on fresh 


Rath Packing Co. vs. Illinois Central et al. 


meats and packing-house products in mixed carloads, from 
Waterloo, Ia., to Galesburg and Macomb, Ill. In the former re- 
port, 57 I. C. C. 170, the Commission held to the contrary. 
Money, in this report, said the Commission should find the rates 
were unreasonable to the extent they exceeded 22.5 cents. 
Third class of 34 cents governed by the Western Classification 
was applied. That was the fresh meat rate. 


COMMISSION ORDER ENJOINED 


Another case involving the third section, probably rivaling 
the American Creosoting case, has been started on its way to- 
ward the Supreme Court of the United States. Circuit Judge 
Walker and district judges Grubb and Holmes, sitting at New 
Orleans, as a special court for considering the legality of an 
order of the Commission, have enjoined the enforcement of 
the Commission’s order in No. 10827, Swift Lumber Company 
vs. Fernwood & Gulf, 61 I. C. C., 485, requiring the Fernwood 
& Gulf and Illinois Central and their connections to remove 
an undue prejudice against the complainant and the town of 
Knoxo, Miss., by extending to Knoxo, and the lumber shipped 
from that point, the main-line or junction-point rates. Knoxo 
is a local station on the Fernwood & Gulf 27 miles from the 
junction of the Illinois Central and the Fernwood & Gulf at 
Fernwood, Miss. 

The undue prejudice to be removed was caused by the Fern- 
wood & Guif imposing an arbitrary of 2 cents on the junction- 
point rate, which is blanketed to cover a number of points in 
an ill-defined group. The Commission, in an opinion written by 
Commissioner Eastman, with commissioners Hall, Daniels and 
Potter dissenting, and Commissioner Esch not participating in 
the decision, held that the rates imposed from Knoxo were not 
“intrinsically unreasonable,” but unduly prejudicial because the 
Illinois Central did not extend the blanket rate to Knoxo. It 
asserted that that railroad was giving treatment to Knoxo un- 
like that given by it to other points, similarly situated, on other 
branch line points. 

The three judges issued a restraining order from the bench. 
Then, question having arisen as to whether the Interstate Com- 
merce Commission could appeal from a restraining order, the 
judges decided to issue an injunction permanently forbidding 
the Commission to enforce its order. What moved the court to 
make either or both orders has not been disclosed. The case 
was discussed before them by J. Carter Fort for the Commission, 
G. W. Green for the Fernwood & Gulf, and R. V. Fletcher for 
the Illinois Central. In behalf of the Fernwood & Gulf it was 
contended that, inasmuch as it was a party to only one of the 
rates, the combination on Fernwood, it had no power over the 
other. The other rate, it was pointed out, was that made by 
the Illinois Central. 


As to the Illinois Central, it was pointed out that the com- 
bination rate was made in part by the Fernwood & Gulf, and 
not wholly by the Illinois Central. 


Inasmuch as the Commission said the rate from Knoxo was 
not “intrinsically unreasonable” the query is as to what, if any- 
thing, it can do in the way of changing its order so as to make 
it stick. The law says that rates shall be just and reasonable. 
It says nothing about rates intrinsically reasonable or unrea- 
sonable. It is suggested, however, that the Commission could 
say the rate was relatively unreasonable but no one who has 
seriously considered the subject has thought there was any great 
merit in trying to separate the word reasonable into degrees. 

The case is considered of importance by the short line rail- 
roads, because, apparently, it gives them permission to add ar- 
bitraries to the junction point rates without subjecting them- 
selves to the charge of undue prejudice, even if they are within 
what seems to be the geographical area covered by a blanket 
rate. 


No great importance is attached to the case at the Com- 
mission since the decision in the American Creosoting case seems 
to put limits on the third section that were not believed by the 
Commission to be there. But the case is in condition to be 
taken to the Supreme Court, and was put into that condition 
at. the suggestion of the lawyers participating therein. 





FRISCO LINE NOTES AND BONDS 


The St. Louis-San Francisco Railway Company has been au- 
thorized by the Commission to issue $2,122,000 of prior lien 
mortgage bonds, bearing 6 per cent interest, and to pledge and 
repledge them from time to time, until otherwise ordered, as 
collateral security for short term notes. The company also 
asked authority to sell the bonds at not less than 90 per cent 
of par and accrued interest, but the Commission said that, in 
view of a statement made by the company that the bonds could 
not be sold on reasonable terms at the present time and that 
no arrangements for their sale had been made, disposition of 
that part of the application could not be made on the present 
record. The bonds cover expenditures from income by the 
company. 
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WESTERN GRAIN RATE REDUCTION 


The Trafic World Washington Bureau 


Rates lowered in accordance with the Commission’s decision 
in the western grain rate case, docket No. 12929, began going 
into effect as early as December 27, the date set in the order, 
notwithstanding the fact that the Commission had extended the 
time until January 7. The Santa Fe, Chicago & Alton and the 
Union Pacific did not avail themselves of the extension. They 
probably did not obtain information about the extension in time 
to take advantage of the permission. The Chicago Great West- 
ern filed its reductions in time to make them operative Decem- 
ber 28, and the Colorado Southern, January 1. 

The Chicago Great Western and Colorado Southern ac- 
complished the reduction by specifically changing the necessary 
tariffs. The others made them by means of blanket supplements, 
which will have to be displaced within the periods of time 
designated by the Commission. 

Tariff publications making the lowered rates operative, a 
week ahead of the time now set in the order, were in the mails 
when the Commission extended the time. The mails being con- 
gested, the fact that the tariffs were en route did not become 
known until December 29, when they reached the public files of 
the Commission. The reduced rates, however, went into legal 
effect on the days mentioned, if the carriers had the tariffs 
posted in their general offices and in the various freight houses. 
About that there is hardly any question, because, as a rule, tar- 
iffs move to agents as railroad mail in the baggage cars and do 
not have to go through the post offices, so there was probably 
no delay in their posting. The fact that the Commission had 
not official Knowledge of them until after they were in effect 
can have no bearing on the legality of the lowered rates. 

Grain shippers via the lines that made the reductions oper- 
ative before January 7 will reach the markets at less cost than 
those on lines which delayed their tariffs until the last minute 
allowed by the Commission. Whether the volume of grain 
shipped December 27 and later dates via the Santa Fe, Union 
Pacific, Chicago Great Western and the other roads that got 
their grain tariffs ready before the end of the month. is suffi- 
cient to have any particular effect on the market, is one of the 
things the Commissioners will not find out about unless and un- 
til formal complaints are filed by such as may believe themselves 
to have been damaged by the unwillingness or unreadiness of 
the lines serving them to give as low rates as prevailed over 
other routes. Had such confusion prevailed in grain rates dur- 
ing the height of the shipping season, the variety of rates, it is 
believed, would have had a pronounced effect in the markets. 

Tariffs of the western carriers making the 10 per cent reduc- 
tion on the whole agricultural list, in accordance with the vol- 
untary agreement of the executives, began arriving at the public 
files of the Commission December 29, effective January 1. The 
western carriers suspended from January to July all agricultural 
list rates, except those on grain and grain products, and said 
the blanket supplements making the 10 per cent reduction 
should apply in their stead. 

The Commission, December 29, made another amendment 
to the special permission under which the 10 per cent reduction 
is being accomplished. It amended the agricultuhal list by 
adding thereto rice and rice products. That was the fifth effort 
to get out a complete list on which the 10 per cent reduction 
should apply. 

The postponement of the effective date of the tariffs in the 
western grain rate case was made because the carriers could not 
get their tariffs ready by December 27. Their inability to get 
ready by that day resulted largely from their failure to do any- 
thing toward getting ready until after the Commission had 
denied their application for a rehearing. Prior to that time the 
executives believed the Commission would allow them to sub 


stitute the ten per cent agricultural reduction for the reductions 
ordered in the western grain case. 


NEW AGRICULTURAL TARIFFS FILED 


The Trafic World Washington Bureau 


The first of the tariffs in which the railroads made the 10 
per cent reduction on the products of the range, farm, garden 
and orchard reached the public files of the Commission De- 
cember 28. They were marked as having come to the Commis- 
sion in the mail of December 24. That meant they came some 
time while the Commission’s offices were closed to the public 
from noon, December 24, to the morning of December 27, when 
the accumulated mail was sorted and distributed, so that that 
part of the public depending on the files of the Commission for 
official information was not afforded an opportunity to ascertain 
the mechanical method by which the carriers intended carrying 
out their promise to make such a reduction until that day. 

An entirely new scheme of publishing rates was disclosed 
when the bundles of tariffs were opened. Instead of thousands 
of identical supplements to be attached to as many tariff pub- 
lications, each agent and each road that files its rates individ- 
ually, to accomplish this reduction, will file two supplements. 
3y means of one supplement, all the rates on products of the 
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farm, orchard, garden and range in tariffs specified in the tar. 
iffs listed in that supplement are bodily lifted from the tariffs 
and suspended for six months from January 1, that is, to July 
1, 1922. The tariffs on the face say that the rates in the tariffs 
listed covering the articles carried in attached lists shall stand 
suspended for a six months’ period from January 1. 

The second publication is a master tariff containing tables 
showing what the new rates will be on the articles mentioned 
in the first mentioned tariff. The tables are exactly the same 
as in the supplements issued in the fifteen per cent case and 
Ex Parte 74, except that the percentage is different. 

In the tariff listing the commodities on which the reduced 
rates are to be applied, and listing the tariffs in which existing 
rates are to be found, reference is given to a joint issue o1 
master tariff, known and described as Boyd’s I. C. C, A-1250, 
Countiss’ 1100, Curlett’s A-66, Fonda’s 122, Gilbert’s 113, Hawkes’ 
3, Kelly’s 1178, Leland’s 1504, and Speiden’s 599, with expiration 
date June 30, 1922. The master tariff states that, effective Jan- 
uary 1, 1922, rates then in effect on commodities listed in sup- 
plements to other tariffs which make specific reference to this 
tariff are reduced to the rates shown in column B on pages 4, 
5, 6, ete. 

The scheme looks simple. In one tariff it is set forth that 
the rates on certain commodities named therein, to be found 
in tariffs also mentioned, shall be suspended for six months— 
from January to the end of June—and that from and after July 
1 the rates thus suspended shall be again in effect. This tariff 
tells the man who is looking for the new rates to consult such 
and such tariffs issued by well-known tariff publishing agents, 
such as Boyd, Countiss, Kelly, Curlett, Leland, etc. The names 
of all the agency publications are set forth on each agency 
issue, so that all the inquirer need do, to be officially advised 
as to what rate he is to pay, is to pick out the tariffs carrying 
the present rates and then take the single supplement giving 
the new tables of rates. 

The fifteen per cent and Ex Parte tariff publication consisted 
of a rate table supplement to be attached physically to every 
tariff and supplement. In this case, the attachment of such a 
rate table supplement will be made by appropriate reference to 
a joint publication of that table of rates. 

The scheme was good enough to pass the scrutiny of the 
tariff men of the Commission. That, of course, does not mean 
that if it is discovered hereafter that that is not a compliance 
with the law, or with the rules of the Commission prescribed 
under authority of the law, the Commission will be estopped 
from directing the carriers to make changes therein. 

The New England railroads decided to make the ten per 
cent agricultural reduction because they found it difficult to 
make interterritorial rates to take care of the reductions out- 
side of New England. They were also subjected to criticism 
for not joining with the railroads in other parts of the country 
in extending relief to agricultural interests. The New Haven 
was the first to decide that the money that might be obtained by 
holding rates steady at the existing level would not be com- 
pensation for the trouble in making properly limited tariffs and 
answering criticisms resulting from failure to join in the ten 
per cent reduction. 


SENATE DISCUSSES FREIGHT RATES 


The Traffic World Washington Bureau 


A little sarcasm as to experts on freight rates was injected 
into debate in the Senate by Senator Norris of Nebraska, just be- 
fore the Senate adjourned for the holidays, during a speech by 
Senator Trammell of Florida in which the latter urged “in the 
name of justice and fairness * * * a reduction of express and 
freight rates so the people of my state can enjoy the prosperity 
they deserve and in justice are entitled to.” 

Senator Trammell had remarked that there was very little 
left for the producer of oranges after he had paid his freight rate 
of $400 to $475 a car and packing charges. 

“IT think what the senator says is correct,’ interjected Sen- 
ator Norris; “but he is not an expert, and these farmers are not 
experts; so it does not become us to say that railroad rates are 
too high. If you ask the railroad people, who are experts, they 
will say the rates are not high enough, and as bearing that out 
I have a letter which I received just a few days ago from one of 
the employes of the Nebraska State railway commission, who is 
supposed to be an expert. He said in his letter to me that an in- 
junction had just been granted by the United States court en- 
joining the State commission from decreasing any intrastate 
rates, and that the Interstate Commerce Commission about the 
same time issued an order permitting the State commission to 
increase rates; so that they were in this situation, that the State 
commission had authority from the Interstate Commerce Com- 
mission to increase rates, and they were prohibited by the in- 
junction of the United States court from decreasing rates. While 


that does not look quite right to us, we can take the word of 
experts that it is right, and we ought to keep on toiling and keep 
on working, and get our reward in the next world, if we do net 
get any profit in this.” 

“Of course,” agreed Mr. Trammell, “that is the trouble; we 
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have too many experts. 
me by an automobile dealer down at Cocoa, Fla., who is also an 


A very forcible illustration was given 


orange grower. We were talking about the excessive transpor- 
tation charges on grove and farm products, and he said, by way 
of illustration, that he could not understand how it was that he 
could ship a carload of automobiles, which cost him over $10,000, 
from Detroit, Mich., to Cocoa, Fla., for about $400, but when he 
got ready to ship a carload of oranges, which he would sell prob- 
ably for $1,200 gross, from Cocoa, Fla., to New York, his freight 
pill was around $500. 

“IT have just little enough expert sense myself to not under- 
stand the discrepancy, and why it was they imposed a rate of 
$400 on that carload of automobiles worth $10,000 but the farm- 
er’s products are assessed $500, or a rate of $100 more per car. If 
that is the result of the work of experts, I think we need to, 
eliminate some experts. If experts, without reason or justice, 
discriminate against growers and farmers who are the very back- 
bone of the country, then we need a little common sense put into 
our rate making and less expert injustice and foolishness. In the 
name of justice and fairness I appeal on behalf of the State of 
Florida for a reduction of express and freight rates so the people 
of my State can enjoy the prosperity they deserve and in justice 
are entitled to.” 

Mr. Trammell read the following letter from a constitutent in 
Florida: 

I am inclosing to you account sales of a shipment of cabbage I 
have just shipped to Richmond, Va. Please note what a farmer gets 
out of this shipment, and then see what the express company gets. 
Now, I ask you to take up this matter with the Interstate Commerce 
Commission, and show them how a truck grower can do anything with 
— express charges. We need some relief. We can not stand such 

“The account of sales which was sent to me by Mr. A. B. 
Prevatt, of Seville, Fla., who signed this letter,’ said Trammell, 
“shows that at Richmond, Va., the commission merchcant sola 
seven crates of cabbage for $34, approximately $5 a crate, which 
was a reasonably good price for those cabbage to have sold in 
the market at Richmond. Charged against that $34 was $22,23 
for express; or, in other words, it cost him $3.17 per crate upon 
his cabbage to ship it from Seville, Fla., which is only about 80 
miles below Jacksonville, to Richmond. The commission being 
deducted, $3.40, left the farmer $8.37 for his seven crates of cab- 
bage. Out of that $8.37 he had to pay the expense of production, 
he had to pay for the gathering of the cabbage, for crating it, 
packing it, and hauling it to the station; the consequence being 
that the farmer, on account of the excessively high express rates, 
did not receive the cost of production on the seven crates of cab- 
bage which sold in Richmond at a fairly good price, namely, about 
$5 per crate. It would have been far better for Mr. Prevatt to 
have let his land stand idle. 

“Mr. President, unquestionably the farming interests of this 
country need relief. The Interstate Commerce Commission 
should enter into a serious investigation of the rates that are be- 
ing imposed upon the agricultural products of the country. : 

“Certainly some relief should be afforded, not only in the in- 
terest of the producer, but in the interest of the consumer. Think 
of a charge of $3.17 per crate upon cabbage for a haul of not ex- 
ceeding 750 miles, probably 700 miles. 

“TI merely desired to bring these deplorable conditions to the 
attention of the Senate. I hope that they may also be consid- 
ered by the Interstate Commerce Committee of the Senate in its 
investigation of the existing railroad and express rates.” 

“I think the senator’s farmer should feel good about that 
shipment,” remarked Senator Norris. “He ought to thank God 
that he got anything out of it, after it had been shipped on the 
railroad in these times. I have just heard of a man in Nebraska 
who shipped a carload of corn——a whole carload of corn—from 
Verona, Nebr., to Billings, Mont., where they had no corn, and 
he did not get enough for his carload of corn to pay the freight. 
He was in debt to the railroad company 51 cents when he got 
through with the operation. So the Florida man ought to feel 
glad to think he got out without owing the express company 
something when he got through with the shipment.” 

In concluding his speech, Trammell said: 

I have received a great many communications from grove people 
and farmers telling me of actual losses, where the returns were not 
sufficient to pay the freight; but this particular instance of Mr. 
Prevatt’s is the one last to come to my attention, and this illustrates 
very plainly that the industry will not stand the rates which are 
imposed. It illustrates that even when the product brings a reason- 
able and fair price in the market the producer receives little or nothing, 
on account of the excessive and exorbitant express charges. 

Of course, it might be said by some that the carload rate by 
freight is cheaper. That is_ true, although it is excessive; but a 
large part of the farm products can not be marketed in carload 
lots, and if you attempt to market them in carload lots, even if 
the producer has a sufficient crop to market in that way, you do not 
have a proper diversity of marketing. The matter of proper, intelli- 
gent, diversified marketing of our products is one of the great prob- 
lems of the country. Therefore, there are a great many shipments 
which have to go in less than carload lots for that reason. 

I contend that the rates, generally speaking, are too high, and 


the producers in my state have suffered very sorely from these 
excessive rates. 
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LA FOLLETTE DISCUSSES CONFERENCE 
The Trafic World Washington Bureau 


Senator LaFollette of Wisconsin, in his speech in the Senate 
on the farmers and the railroads referred to in The Traffic World 
on December 24, p. 1315, said he thought Senators Trammell and 
Norris, who had been discussing high freight charges on ag- 
ricultural products, would be interested to know “that some of 
the representatives of some of the agricultural organizations are 
entering into a very close relationship with the transportation 
companies of the country for the ‘adjustment’ of all ills and com- 
plaints which agriculture has suffered at the hands of the rail- 
roads.” 

“IT do not know whether senators observed in the news- 
paper reports of Sunday morning (December 18) the disclosure 
of a secret meeting which had been held on December 9, between 
representatives of the railroads and other great interests and the 
representatives of some of the agricultural organizations who 
are accredited as agents of agriculture in Washington,” said Sen- 
ator LaFollette. 

“I want to bring to the attention of senators and of the coun- 
try the information which I gathered from the reports in the 
press and from other sources pertaining to this important meet- 
ing. 

“My attention was directed to an article in the Washington 
Post of Sunday, December 18, entitled, ‘Rail Foes End Feuds, 
Officers of Systems and Shippers to Work in Harmony. Or- 
ganize Committee Here. Farmers Unite with Steel, Lumber, 
Coal, and Other Interests.’ This article was printed in the Post, 
copyrighted, under the name of Harden Colfax. It begins with 
this statement: 





While the Interstate Commerce Commission is trying to find out 
whether railroad rates should be reduced or not, and is conducting a 
general inquiry into the transportation situation on its own account, 
the railroads and the shippers, which have fought each other for a 
generation, have quietly and without publicity gotten together and 
agreed to bury the hatchet. Hereafter, instead of antagonizing each 
other they will work in harmony and as a team. 


“Hvidently, Mr. President, the attack upon the agricultural 
bloc, which was inaugurated by a member of the Cabinet of the 
present administration in a public speech a few days ago, has 
proven pretty effective. 

“Some representatives of the agricultural organization appear 
to have been captured by those who were unduly apprehensive 
of the activities of the bloc. Their efforts are to be enlisted from 
this time on for the destruction of that organization known as 
the agricultural bloc, it appears, by ‘boring from within.’ 

“Listen further to the story recited in the Post of Decem- 
ber 18: 

A solemn agreement to that effect— 

That is, to the effect that there is to be harmony between the 
farmers and the steel, coal, Inmber and other interests hereafter— 


was entered into at a meeting here on December 9, news of which 
was withheld by both sides alike, between a special committee of the 
Association of Railway Executives, representing the carriers of the 
entire country, and a selected delegation of the biggest of America’s 
big industries. 

Important in its novelty, the meeting was still more important 
from another standpoint. The farmer, through his delegates, sat 
down and worked with the manufacturer, the coal operator, the lumber 
man, and other big business interests which he had for many years 
considered his oppressors. 

“In other words the farmer, it appears, is converted, made to 
see, through some magic or other, that these interests, which 
he had supposed were hostile to him, are instead his best friends. 

“Now, that very important announcement in the Post records 
the further fact that an executive committee was appointed to 
carry out these agreements. This executive committee, the ar- 
ticle states, consists of J. R. Howard, of Chicago, President of 
the American Farm Bureau Federation; S. J. Lowell, of Fre 
donia, N. Y., master of the National Grange, J. A. Campbell, of 
Youngstown, Ohio, president of the Youngstown Sheet & Tube 
Co.—just think of that gentleman being yoked up with the 
head of the farm bureau federation!—Ernest T. Trigg, of Phila- 
delphia, president of the National Federation of Construction In- 
dustry; Charles Hill of New York, Southern Pine Sales Corpora- 
tion; J. D. A. Morrow, of Washington, vice-president of the Na- 
tional Coal Association. 

“The Senator from Oregon (Mr. McNary) will remember that 
in the coal investigation conducted by the Committee on Manu- 
factures we became somewhat acquainted with Mr. Morrow. I 
think in the course of the testimony, taken before that commit- 
tee it appeared that the association which he represented, un- 
der a large salary, had been indicted in Indianapolis for viola- 
tion of the anti-trust law. He is one of the associates of the 
president of the Farm Bureau Federation. Another is F. R. 
Todd, of Moline, vice president of the Deere Co. 

“The article continues: 

The executive committee appointed as its counsel James A. Emery, 
of this city, who is also— 


“Note that ‘who is also’— 


counsel for the National Association of Manufacturers. 
“Many of the members of the Senate who recall the investi- 
gation conducted by a Senate committee of a corrupt lobby that 
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operated here for many years, will remember that that associa- 
tion in particular was involved in the disreputable business of 
influencing the election of members of the senate and members 
of the House who would be useful in serving the National As- 
sociation of Manufacturers. 

“Now, Mr. President, that very interesting news article was 
followed the next day by an editorial in the Washington Post. 
That editorial was entitled ‘Railroad-Shipper Protocol.’ It began 
as follows: 


The announcement that the railroads and the big shippers of the 
country, the latter including farmers, manufacturers, lumber and coal 
producers, and others, have come together in a plan for co-operation 
for the common objective of getting the transportation systems upon 
a better and more stable basis is most encouraging. * * * The 
understanding reached promises that the railroads will share with the 
shippers the financial benefits of all further reduction in the cost 
of operation which may come to them from lower wages or cheaper 
materials, and that the shippers on their part will be reasonable in 
their demands and not attempt to force conditions upon the roads 
which will be unduly burdensome. 


“There is to be, it seems, cooperation between these repre- 
sentatives and the railroads in securing reductions of rates, es- 
pecially through further reductions in the wages of the railway 
employes. 

“Mr. President, when we assemble again after the recess 
which is to occur for the holidays, I shall set myself the task 
of presenting to the Senate and to the country some data, the 
result of a very serious study upon my part, bearing upon the 
subject of the pay of railway employes. I may broaden the dis- 
cussion somewhat to make it cover the wages of all labor 

“TI say now that I believe I shall be able to demonstrate that 
it is economically impossible, without destroying the productive- 
ness of industry, and the home market for American merchants, 
to lower further the wages of labor. I set myself the task of 
proving to the Senate and the country that the wages of labor 
today are less than they were at the beginning of this century; 
that the purchasing power of labor at this moment of time will 
not command, by a considerable amount, as much of the neces- 
saries of life as was the case 10 years before the beginning of 
this century I undertake to say, sir, that no answer can be made 
to the facts and the arguments which it will be possible to put 
before the Senate of the United States 

“T speak at this moment, sir, for the purpose of issuing a 
word of admonition to the farmers of the country to beware of 
that leadership in any of the organizations which are represented 
here that would shackle them in combination with railroad ex- 
ecutives and with the great combinations and trusts of the coun: 
try, leaving it to that group to determine what is to be the 
policy of this Government with respect to transportation” 

Senator Norris inquired whether LaFollette could give any 
information as to what agreement, if any, had been reached at 
the meeting 

“T have been informed,” replied Senator LaFollette, “I be- 
lieve reliably informed, that an agreement was reached between 
representatives of certain agricultural organizations, the repre- 
sentatives of the railroad executives, and the representatives of 
other great business and shipping organizations—lumber, steel, 
coal and others such as I have indicated from the excerpts which 
I have read here—that the organizations representing agricul- 
ture should withdraw their support of legislation pending before 
the Senator or Senate committees for the restoration to the state 
commissions of the power to regulate State rates; and, moreover, 
that they should withdraw their support of legislation pending 
before both House and Senate committees proposing the amend- 
ment of the transportation act by striking out that portion of the 
act which is known as section 15a of the Esch-Cummins law 

“Senators who have studied that transportation act will know 
that by its main provision it imposes upon the Interstate Com- 
merce Commission the obligation to ascertain the aggregate 
value of the railroad property of the country and to impose upon 
transportation rates sufficiently high ‘as near as may be’ to make 
a fair return upon the ‘aggregate value’ of the railway property, 
and that provision of the Esch-Cummins law required the In- 
terstate Commerce Commission to make a determination ‘aggre- 
‘ gate value’ just as soon as the Esch-Cummins law became a 
statute” 

Senator LaFollette then reviewed his opposition to the rate- 
making section of the transportation act, declaring that the sec- 
tion compelled the Commission to accept the book value of the 
railroads for rate-making purposes He said: 


I undertake to say just this on the subject of valuation and its 
relation to rates at this time: There is in railroad property of 
this country an excess capitalization charge of something like six or 
seven billion dollars. 

The trouble with the transportation of this country, in just a 
word, may be stated as follows: The railroads have an overhead 
charge for capitalization of from 40 to 45 per cent greater. than 
ever was put into the property, and greater than the property ever 
can carry. If it be attempted to make the products of the country 
pay the transportation charges on a valuation of $19,000,000,000, then 
we have fixed the rate so high as to stall traffic. It is essential to 
lessen the overhead, or traffic can not move in such a way as 
to make any adequate return to the producers of this country. Even 
if we strike out the little proviso which was agreed to be stricken 
out in the conference to which I have referred—the 5% to 6 per 
cent income provision, which expires in any event in March—if we 
strike that out we have remaining in section 15 the provision that it 
is the duty of the Interstate Commerce Commission to fix rates “as 
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near aS may be’’ so as to insure a fair return upon the “aggregate 
value”’ of the property. 


This valuation, as I have indicated, has been ascertained by the 


commission in the only manner which the Esch-Cummins law per- 
mitted, namely, by accepting the book value or investment accounts 
of the railroads. So if section 15a be retained in the law the commis- 
sion must keep the rates as near as may be to the present rates. The 
attempt to make the present rates pay 5% to 6 per cent was a failure, 
because the traffic could not make the return. The commission will 
have to lower the rates somewhat, but they will still struggle with 
that provision left in the Transportation Act, as has evidently been 
agreed to by this combination that has been set up here without con- 
sulting the farmers who are paying the expenses of the heads of 
these organizations. So there will continue to be imposed upon the 
Interstate Commerce Commission the obligation to fix rates which 
will pay a return on this overcapitalization, and they will be compelled 
to accept the valuation fixed by the railroads themselves largely in 
their investment accounts, in round numbers, $19,000,000,000. 

I merely wanted this evening, before we concluded the session 
prior to the Christmas recess, to let the farmers who are putting 
up the money to pay the expenses of the Grange and the. Farm 
Bureau Know what is going on here, and to warn them that their 
representatives here are making secret deals with the heads of these 
great combinations. Be . ’ 

I think that perhaps it is fair to put into the record a statement 
of those who were present. I have already named Mr. J. R. Howard. 
This conference was participated in by the special committee repre- 
senting the railway executives, of which Mr. Atterbury, of the Penn- 
sylvania Railroad, was chairman. It was held at the Racquet Club 
in Washington on December 9, 1921. There had been a previous con- 
ference in New York on September 21, of which Mr. J. R. Howard 
was made chairman. Those present at the Racquet Club meeting 
were Mr. W. W. Atterbury, of the Pennsylvania Railroad; Howard 
Elliott, of the Northern Pacific; W. J. Hanrahan, of the C. & O.; W. B. 
Storey, of the Atchison; R. S. Binkert, who is assistant to the chair- 
man of the Association of Railway Executives, New York. 

The iron and steel industries were represented by J. A. Campbell, 
of the Youngstown Sheet and Tube Company, of Youngstown, O., and 
Cc. E. Bement, of Lansing, Mich., representing the Novo Engine Co. 

Railway supply organizations were represented by A. B. Johnson, 
president of the Railway Business Association, of Philadelphia, Pa., 
and Frank W. Noxon, secretary of the same association. 

Lumber interests were represented by Charles Hill, of the South- 
ern Pine and Sales Corporation, of New York; A. B. Hammond, of the 
Hammond Lumber Co., of San Francisco, Calif.; J. H. Browne, of the 
Pacific Lumber Co., New York City. 

Construction companies were_represented by R. C. Marshall, 
ow Building, Washington, D. C., and E. T. Trigg, of Philadelphia, 


a. 
- The National Industrial Traffic League was represented by W. H. 
Chandler, Boston, Mass. 
he National Association of Manufacturers was represented by 
Gray Silver, H. C. McKenzie, of New York, Ralph Snyder, of Kansas, 
J. A. Emery, of Washington, D. C. 

The agricultural interests were represented by J. R. 
and O. E. Bradfute, of Chicago. I think he is president of the Farm 
Bureau of Ohio. They were all of the American Farm Bureau Federa- 
tion, the last three named being members of its legislative committee. 
The agricultural interests were also represented by W. I. Drummond, 
president of the International Farm Congress, and by T. C. Atkeson, 
of the National Grange. 

Mr. Atterbury stated that they desired the help of the interests 
represented in securing further wage reductions, and in opposing the 
Capper bill. After a considerable discussion, the agricultural repre- 
sentatives not being disposed to oppose the bill absolutely, adjourn- 
ment was taken for lunch, with the understanding that representatives 
of the carriers and of the agricultural interests would talk the matter 
out. After lunch, Mr. Howard reported that the agricultural repre- 
sentatives were prepared to agree that section 15-A should not be 
amended, except for the removal of the proviso in paragraph (3) 
relating to the percentage of return for two years following March 
1, 1920, which expires by statutory limitation in March next. 

So far as state control over intrastate rates was concerned, it was 
agreed that they would not undertake to deprive the Interstate 
Commerce Commission of power to set aside rates discriminating 
against intrastate commerce, but that they did desire to have the bill 
protect the powers of state commissions to function locally. They 
desired that. 

It was left with a committee composed of Mr. Emery, Mr. Atkeson 
and Mr. Silver to rewrite the Capper bill. I congratulate the Senator 
from Kansas. He is to have his bill ‘‘fixed’’ for him. It is also said 
that it was agreed that the interests represented in the conference 
would support the bill as redrafted when agreed to by counsel for the 
railway executives; but, on the other hand, at least one of the men 
representing another interest denies such agreement for himself, but 
said the agricultural interests did assent. 


“I should like to say to the senator from Wisconsin,” said 
Senator Capper, “that the bill to which he refers as the Capper 
bill, introduced by me, was prepared by the chairman of the 
public utilities commission of the state of Kansas, with the as- 
sistance of the general counsel of the state railway association 
of the United States and has the support ...” 

“The general counsel of the state railway association is Mr. 
Benton?” asked Senator LaFollette. 

“Mr. Benton,” replied Senator Capper, continuing his state- 
ment, “and it has the approval, as it ought to, of the farm organi- 
zations of Kansas and of other western states. If any committee 
undertakes to rewrite that bill and make any very material 
changes in the measure, I think they will hear from the farmers 
of Kansas.” 

“T think so myself,” concluded Mr. LaFollette, “particularly 
after the farmers of Kansas come to be informed concerning the 
secret agreements which their representatives are making with 
the great special interests. It is for that reason that I have taken 
the liberty of detaining the Senate this afternoon, for the pur- 
pose of putting this information before the Senate and, in a way, 
before the country.” 

Senator LaFollette followed up his attack on the “secret 
meeting,” by issuing a statement reviewing substantially what 
he said on the floor of the Senate and also attacking section 15-a 
of the interstate commerce act. The statement said, in part: 

On March 1, one clause of the rate guaranty of the Esch-Cummins 


law, defining at 5% or 6 per cent the rate of return assured the car- 
riers in the law, will expire by statutory limitation. 


Howard, 
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December 31, 1921 


I warn the country that a plan is now afoot to perpetuate the 
fundamental provision of the Esch-Cummins law, embodied in sec- 
tion 15-a, and to render permanent the intolerable conditions which 
have made the transportation system for the past two years an instru- 
ment for the exploitation of the American people. 

The Esch-Cummins law was the most reactionary measure ever 
enacted by Congress dealing with transportation. It gave the finan- 
ciers who control the railroads a flat guaranty of profits under which 
in the six months from March to August, 1920, inclusive, a draft of 
more than $600,000,000 in public money was made upon the United 
States treasury. Then, in section 15-a, the Interstate Commerce Com- 
mission was commanded to increase freight rates to a level where 
they would return a profit upon ‘‘aggregate value.” 

The elimination of the clause relating to a return of 5% or 6 per 
cent on March 1, 1922, however, will not take the fundamental vicious- 
ness out of section 15-a. It will leave the rate guaranty of the law 
substantially intact. The Commission will still be under a mandate to 
make the rates high enough to pay a net income based on “aggregate 
value,’’ which means that, so long as section 15-a remains in force, 
the farmers, merchants, manufacturers and all classes of shippers 
and consumers must continue to pay tribute in the form of rates based 
on a highly inflated valuation of approximately $19,000.000.000. 

When it is considered that the ‘‘aggregate value’? which is now the 
basis for rates is billions of dollars in excess of the actual value of the 
roads, it will be understood why rates are now so extortionate as to 
operate as a practical embargo on many products of factory and farm. 

After March 1, section 15-a will compel the Interstate Commerce 
Commission to determine ‘‘what percentage of such aggregate property 
value constitutes a fair return.’’ The Commission may continue in 
force the present 6 per cent rate guaranty, or they may define a 
“fair return’? at an even higher percentage. In any event, since the 
railroads will be assured rates sufficient to pay them a fat net income 
on inflated valuation, they may continue after March 1 the practice of 
padding maintenance and repair accounts and buying supplies and 
equipment at high prices from favored concerns in exactly the same 
manner in which they have worked this fraud upon the public since 
the Esch-Cummins law went into effect. With section 15-a in force, 
the great bankers who contrcl the railroads, and the steel and coal 
interests from which the roads purchase their supplies, may demand 
from the Commission rates high enough to pay a “fair return,” no 
matter how high their expenses. 

On December 9, a secret meeting was held in Washington, an 
accurate report of which has néver reached the public, at which high 
officials of the railroads and the coal, steel and lumber interests at- 
tempted to enlist the farmers in an agreement whereby all agitation 
vy the farm interests for the repeal of section 15-a and for the restora» 
tion of state control over intrastate rates should cease. 

The great special interests represented at this conference were 
successful in obtaining the consent of certain of the farmer repre- 
sentatives to such an agreement. 5 

It is not necessary to impeach the sincerity of purpose of the farm 
organization officials who participated in the conference in branding 
this secret meeting as a conspiracy to betray not only the farmers, but 
the consuming millions of the nation. 


Mr, LaFollette then gave a “brief report” of the “secret meet- 
ing” along the lines of that given in his speech: 


It was held out to these farm organizations officials that by further 
cuts in the rate of pay of railroad workers it would be possible to 
reduce freight rates and to give the farmers some measure of relief 
to which they were entitled. 

If the farmers of the country abide by the agreement entered into 
by a few of their representatives at Washington, December 9, the 
railroad interests, by agreeing to forego the’ benefits of one clause of 
section 15-a which expires automatically in two months, will defeat 
the united demand of farmers in every section of the country for 
relief from the present extortionate railroad rates. The railroad in- 
terests will also enlist the farmers with themselves and with the coal 
and steel interests in the scheme to lower wages, by the terms of this 
agreement. In other words, the farmers are asked to abandon their 
fight for lower rates, which, if continued, will bring them real relief, in 
return for the repeal of one clause of section 15-a which will expire by 
its own terms on March 1 next. 

I take this occasion to admonish the farmers to beware of that 
leadership in any of the great farm organizations represented in Wash- 
ington that would shackle them in combination with railroad execu- 
tives and with the great combinations and trusts of the country, 
leaving it in the hands of that group to speak the voice of the farmer 
in the framing of legislation dealing with transportation. 


: For two years we have experimented with the Esch-Cummins law. 

Under its provisions the railroads have taken hundreds of millions of 
dollars from the public treasury in the form of guaranties and loans. 
They have obtained rate increases which netted them last year the 
enormous gross revenue of $6,235,000,000 a year, a sum fully half as 
large as the market value of all railroad securities. They have reduced 
the wages of their employes by hundreds of millions of dollars without 
passing this gain on to the public in reduced rates, and are deter- 
mined to “take out of labor’ any further reductions in freight rates 
that are to be given to the people. They have increased passenger 
fares 20 per cent, Pullman fares 50 per cent and freight rates 35 per 
cent over what they were when the government relinquished the roads 
and have brought ruin to thousands of merchants and manufacturers 
and millions of farmers throughout the land, who have been unable to 
ship their products and merchandise at a profit. 

I serve notice at this time that a fight will be made in the Senate 
against the conspiracy which has been hatched to keep the Esch- 
Cummins rate guaranty in force, and I appeal to the farmers, the 
shippers and every legitimate interest in the country to demand the 
repeal of section 15-a in its entirety, and to advise Congress that the 


People will no longer tolerate railroad rates based on a fraudul - 
ation of railroad property. eaaenaiiccees 





HOWARD EXPLAINS CONFERENCE 


J. R. Howard, president of the American Farm Bureau Fed- 
eration, in an open letter addressed to Senator La Follette, De- 
cember 29, categorically denied the charges of collusion by the 
railroads and the farmers and pointed out that the meeting 
against the secrecy of which the Senator had objected was, in 
fact, “open to anybody who might have cared to attend.” The 
letter, which reviews the series of conferences between the 


railroad executives and agricultural representatives which be- 
gan last September, is as follows: 


Press re 
that th 
been in 


ports indicate that you have made statements to the effect 
e Grange and the American Farm Bureau Federation have 
Secret conference with railroads and other interests to the 


eae 


THE TRAFFIC WORLD 1363 


pm tana of the interests of the American public and American agri- 
culture. 

I want to assure you that no secret conferences have been held 
nor any working agreements reached which are not entirely in har- 


mony with the adopted resolutions of the American Farm Bureau 
Federation. 


My own sole personal interest is in an Iowa farm, but no one 
knows better than I the necessity of adequate transportation and the 
oppressiveness of exorbitant freight rates. ; 

The American Farm Bureau Federation was the only farmer's 
organization to protest before the Interstate Commerce Commission 
against the valuation of the railroads upon which the advanced freight 
rates of August 26, 1920, were made. The American Farm Bureau 
Federation was only a temporary organization at the time of the 
passage of the Cummins-Esch bill. We were, however, on record 
for the speedy return of the railroads to their owners, but did not 
approve certain features of the Cummins-Esch bill, particularly the 
guaranty clauses. We have strenuously opposed this feature ever 
since. 

Let me recall your attention to two conferences which have been 
held recently regarding transportation matters, together with some 
of the causes leading up to these conferences and the results of the 
conferences: ‘ 

Following the hearing before the Interstate Commerce Commis- 
sion in August on grain rate reductions, in which the American Farm 
Bureau appeared as complainant, I personally called upon a few 
western railroad executives urging in the interest, not only of Amer- 
ican agriculture, but in the interest of the whole country, that rate 
reductions be speedily made. I leave you to judge whether or not 
this work was effective for agriculture. Later the secretary of the 
National Manufacturers’ Association, Mr. James A. Emery, with- 
out suggestion or knowledge on the part of the American Farm 
Bureau Federation, issued a call for a conference in New York City 
on September 21. I do not know who selected those who were in- 
vited to this conference. The list included three representatives of 
the Grange and three representatives of the American Farm Bureau 
Federation. Master S. J Lowell, of the National Grange, was made 
chairman of the meeting. : 

After considerable open discussion the conference appointed a 
small group to bring in definite recommendations. This group con- 
sisted of three railroad executives and agricultural implement manu- 
facturers, the secretary of the National Manufacturers’ Association, 
and myself. I stated to the railroad executives that lower rates 
were an immediate necessity and that. we would rather get them 
through voluntary adjustments than through forced legislation or 
long and _ extended hearings. I told them that the least that would 
satisfy the American farmer would be an immediate reduction on 
basic commodities, including agricultural products, coal and build- 
ing materials, corresponding to the labor reductions of July 1, to- 
gether with a definite pledge that further reduction in rates should 
be made as fast as operating costs decreased, until the advance of 
August 26, 1920, was eliminated. ’ 

The railroads stressed the necessity of taking care of dependent 
stock and bond holders and the dangers of their going into bank- 
ruptcy. My reply to them was that we had heard for years of their 
orphans and widows, and we sympathized with them, but not more 
than with the orphans and widows of farmers who had been left 
destitute because of a bad economic situation, which high freight 
rates had helped create. JI further told them that many farmers 
and business men were compelled to go through bankruptcy, and 
that it was no worse for a railroad to go into the hands of a receiver 
than for a farmer or a manufacturer. I added that I believed it 
would be a good thing for the public if some of the railroad com- 
panies did go into receivership in order that the value of their prop- 
erty might be determined by the public. 

After discussion, these three executives agreed to submit the 
farmers’ proposal for immediate rate reductions, and subsequent re- 
ductions as well, to the executive committee of the railroad execu- 
tives. This they did at a meeting on October 8. We were informed 
that this executive committee approved the proposition with a 10 
per cent reduction effective immediately and subsequent reductions 
as requested. The matter, however, was referred to a general meet- 
ing of railroad executives in Chicago on October 14. That meeting 
did not approve the immediate reductions, but it pledged further 
reductions as operating expenses decreased. . . 

The following day I met a small group of railroad executives and 
expressed keen disappointment that they had refused immediate reduc- 
tions, stating that we would be compelled to make immediate appli- 
cation for same through the Interstate Commerce Commission. The 
American Farm Bureau Federation that very day did file a petition 
for immediate reductions on all agricultural commodities of from 
10 to 20 per cent, with subsequent reductions as operating expenses 
were reduced. 


Other interviews during the next two or three weeks were held 
between the American Farm Burau Federation and the railroad 
executives, with the result that the railroad executives voluntarily 
requested the Interstate Commerce Commission to approve a 10 per 
cent reduction on agricultural commodities, effective January 1, 1922, 
for a period of six months. 


The reduction was not as much as we should have liked and would 
not have satisfied us had it not been for the promise of future reduc- 
tions. The railroad executives treated us with fairness and frank- 
ness. <A full statement of this conference and its results was given 
to the press by the American Farm Bureau Federation several weeks 
ago and was widely printed. 


A second conference was called by the same agency that called 
the first one, in Washington on December 9. I asked that a larger 
group of our representatives might attend the second conference. 
This request was granted, and in addition to the Farm Bureau and 
the Grange, the International Farm Congress was represented. 

The principal discussion at this second conference had to do 
with the so-called Capper bill, providing for the repeal of section 15-a 
of the transportation act, and defining the powers of the various 
state commissions. Every interest, except the farmers, expressed 
themselves as being opposed to this measure. Without discussing 
the details of the conference. which was entirely informal, but as I 
understand it, open to anybody who might have cared to attend, the 
farmers’ demand for the repeal of the guaranty clauses of section 
15-a was, in substance, acceded to, as was our contention as to main- 
taining integrity of the state commissions. Many of us were not 
sufficiently familiar with this bill and other bills to commit ourselves 
regarding any phraseology, which was referred to a committee con- 
sisting, as I recall it, of T. C. Atkeson, representing the Grange, Gray 
Silver, Washington representative of the American Farm_ Bureau 
Federation, and James A. Emery, secretary of the National Manu- 
facturers’ Association. Mr. Silver was instructed by me, as presi- 
dent of the American Farm Bureau Federation, to consult with the 
properly constituted attorney of the state railroad commissioners 
in the formulation of any suggested changes in the bill. I am in- 
formed that Mr. Silver has done so, although no report_of the com- 
mittee has been submitted as yet for the American Farm Bureau 
Federation office in Chicago. : 

Other matters were briefly discussed, particularly wages and the 
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status of the Railroad Labor Board, but no attempt was made to 


reach any agreement. The cards were all on the table at all times. 
I regret that you were misinformed regarding this meeting. It is 

unfortunate both for you as well as agricultural interests that state- 

ments indicating secrecy and collusion should have been made by 

you. 

_ I trust that the day may come when business men or representa- 

tives of any group or interest may openly confer with farmers with- 


out hints of suspicion, and that statesmen may be guided by equal 
openness and frankness. 


Miscellaneous Decisions 


— ~. 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 


s) 
Copyright by West Publishing Co.) 
. 


REGULATION OF COMMON CARRIERS 


Where There Are Two Tariffs, That Specifically Dealing with 
the Identical Material Shipped Applies: 

(Supreme Court of Mississippi, Division A.) In a suit by a 
shipper against a carrier for an alleged overcharge of freight de- 
manded and collected by the carrier of the shipper, on shipments 
of rough sawed heading, and claimed by the latter to be unrea- 
sonable and extortionate, and there were two tariffs of the carrier 
on file with and approved by the Railroad Commission, one pro- 
viding a rate on heading bolts, and the other on rough sawed 
heading, and the testimony showed a substantial difference be- 
tween heading bolts and rough sawed heading, held, the tariff 
rate on rough sawed heading applied, and not the tariff on head- 
ing bolts, because the former dealt specifically with the identical 
material shipped.—E. L. Young Heading Co. vs. Payne, Director 
General of Railroads, 89 Sou, Rept., 782. 


Statutes Held to Intend That All Freight Schedules Shall Be 
Filed with and Approved by Railroad Commission, That No 
Carrier Shall Charge More Nor Less Than the Rate Fixed, 
and Shipper Cannot Recover for Unreasonable Charge of 
Rate So Approved: 

Sections 4842, 4839, 4840, 4841, 4845, 4844, and 4849, Code of 
1906, Hemingway’s Code, Sec. 7627, 7624, 7625, 7626, 7629 7630, 
and 7634, manifest plainly a purpose on the part of the Legisla- 
ture that all common carriers by railroad doing business in this 
state shall submit to, and file with, and have approved by, the 
State Railroad Commission, all schedules of freight rates; and 
that the Railroad Commission shall have power to determine and 
fix what shall be reasonable rates, and when so determined and 
fixed that no common carrier will be permitted to deviate from 
such rates so filed and approved, either by charging more or less 
than the rate so fixed: therefore in a suit by a shipper against a 
common carrier to recover freight charges demanded and col- 
lected by the latter of the former, on the ground that the same 
were unreasonable and extortionate, which claim the evidence for 
the plaintiff tended to establish, but where the evidence showed 
further that the rate demanded and collected has been filed with 
and approved by the Railroad Commission, there can be no 
recovery by the plaintiff.—lIbid. 


Shipper’s Remedy for Unreasonable Charges Under an Approved 

Schedule Is by Application to the Railroad Commission: 

In such a case the shipper is furnished by section 4849, Code 
of 1906, section 7624, Hemingway’s Code, a remedy for the al- 
leged unreasonable and extortionate rate, by means of complaint 
and hearing before the Railroad Commission, which is fully au- 
thorized by order to revise and reduce any rate found to be un- 
just, and enforce compliance therewith by the carrier.—Ibid. 


Statute Prohibiting Unreasonable Compensation Does Not Apply 
to Rate Approved by and Filed with Railroad Commission: 
The clause in section 4839, Code 1906, section 7624, Heming- 

way’s Code, which prohibits carriers from demanding and receiv- 
ing unreasonable compensation for services rendered in the car- 
rying of freight, must be construed in connection with the other 
sections of the Supervision Statutes, and, when so done, it is ap- 
parent that it has no application where the tariff rate in question 
has been approved and is on file with the Railroad Commission— 
it only applies when this has not been done.—TIbid. 


Carrier’s Observance of Rate Approved by the Railroad Commis- 
sion Prohibits Common-Law Remedy for Overcharge: 

The observance by the carrier of the rate on file and ap- 
proved by the Railroad Commission, where the law prohibits the 
earrier from charging either more or less than the approved rate, 
abrogates the common-law remedy of the shipper to recover for 
an overcharge in freight on the ground that it is unreasonable 
and extortionate.—Ibid. 

Statute Prohibiting Charging More Than Rate Specified in Bill 
of Lading Does Not Apply to Rate Filed and Approved by 
Railroad Commission: 

The clause in section 4839, Code of 1906, section 7624m, Hem- 
ingway’s Code, prohibiting the carrier from charging more than 
the rate specified in the bill of lading issued by its authority, has 
no application where the rate charged and collected is on file 
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with and had been approved by the Railroad Commission; that 
clause only applies where the rate in question has not been ap- 
proved by the Commission.—Ibid. 


_ Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


© ne ee 


LOSS OF OR INJURY TO GOODS 
Freight Agents’ Agreement to Purchase Damaged Goods Held 

Unauthorized: 

(Supreme Judicial Court of Maine.) An agreement by a lo- 
cal freight agent for the railroad’s purchase of a damaged ship- 
ment of goods is outside the scope of his employment and is not 
binding on the company.—A. Gauthier & Son vs. Hines, Director 
yeneral of Railroads, 115 Atlantic Reporter, 258. 

In an action against a railroad company for damaging goods 
in shipping, where the company had disposed of damaged goods 
and tendered the proceeds to the plaintiff, direction of a verdict 
for plaintiff for that amount was proper.—Ibid. 

Carrier Liable for Loss Caused by Strike of Its Employes: 

(Supreme Court, Appellate Term, First Department.) A car- 
rier may by express contract exempt itself from its common-law 
liability as an insurer against loss from any cause except the act 
of God and the public enemy, but not from liability as an ordinary 
bailee, for its own negligence, since to do so would be against 


public policy—Hance Bros. Co. vs. American Ry Express Co., 190 
N. Y. S. 530. 


Act to Regulate Commerce, page 20, as amended by Acis June 
29, 1906, February 25, 1909, June 18, 1910, March 4, 1915, and Au- 
gust 9, 1916 (U. S. Comp. St. Sec. 8592, 8604a, 8604 aa), and in- 
corporated in the Transportation Act of 1920, declaring common 
carriers liable to the lawful holder of a receipt or bill of lading 
for any loss or damage caused by it to property covered thereby 
notwithstanding any limitation of liability or agreement as to 
value therein, supersedes all state regulations as affecting inter- 
state shipments.—Ibid. 


The construction of a statute must rest on the language used 
therein, not on the views of an individual member of the Senate 
or House in debate on the measure; such views not representing | 
the reasons for the majority support thereof.—Ibid. 

Under Act to Regulate Commerce, December 20, as amended ° 
by Acts June 29, 1906, February 25, 1909, June 18, 1910, March 4, 
1915, and August 9, 1916 (U. S. Comp. St., Sec. 8592, 8604a, 
8604aa), and incorporated into the Transportation Act of 1920, 
declaring a common carrier liable to the holder of a receipt or 
bill of lading for any loss, damage or injury “caused by it” to 
property covered thereby, the carrier’s liability as an insurer 
may be modified by an agreement fairly entered into with the 
Shipper, but such agreement must not include exemption from 
liability due to ts own negligence or that of any of its employes 
acting within the scope of their employment.—Ibid. 


CARRIAGE OF LIVE STOCK 


Failure of Carrier to Notify Shipper of Delay Held Negligence: 


(Kansas City Court of Appeals. Missouri.) Under the Car- 
mack Amendment (Comp. St. Sec. 8604a, 8604aa), the burden of 
proving actual negligence causing delay of an interstate stock 
shipment is on the shipper, and unusual delay in transporting a 
shipment is not presumptive evidence of negligence—Holland et 
al vs. Hines, Director General of Railroads, et al, 234 S. W. Rept. 
366 

In live stock shippers’ action for negligent delay, evidence 
held to show negligence, causing delay.—Ibid. 

Where, when “stock pick-up extra” train reached a point 47 
miles from the stockyards and market at 3 o’clock a, m., the con- 
ductor knew that there would be delays preventing the train 
from reaching the stockyards in time for the market at 8 o’clock 
a. m., it was negligence for the carrier to fail to notify shipper, 
loading his cattle at that point, of that fact.—Ibid. 


LOAN TO W., C. F. & N. RAILWAY 


The Waterloo, Cedar Falls & Northern Railway Company 
has applied to the Commission for a loan of $381,347 for ten 
years to aid it in meeting interest payable Januarv 1 and July 1, 
1922. The company says it cannot seccure the funds desired from 
any other source because the credit of the company was greatly 
impaired while under federal control because no funds were fur- 
nished to the corporation from January 1, 1918, to late in No 
vember, 1919, with which to take care of its maturing interest. 

“In addition to impaired credit.” the company says, “it is a 
matter of common knowledge that the strongest railroads cannot 
procure money at the present time without excessive rates of in- 
terest and under onerous conditions.” 
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MERCHANT MARINE SUBSIDY 


The Traffic World Washington Bureau 


Publication of what he characterized as only a “rough 
draft” of the views of some of the members of the committee 
on experts appointed to make recommendations to the Shipping 
Board as to various forms of national aid for the American 
merchant marine resulted in A. D. Lasker, chairman of the 
Shipping Board, issuing a statement December 27 to the effect 
that the recommendations had not been presented to the board 
and that he would not approve the majority of the recommenda- 
tions made. He declined to say which of the recommendations 
he did not approve. 

Mr. Lasker said he did not see any hope for the future of 
the American merchant marine unless a subsidy in some form 
was provided to aid it. He said the recommendations of the 
committee of experts constituted merely “the first rough draft 
of thoughts for discussion prepared by one of five independent 
groups whom the Shipping Board has impressed into service to 
make a study of the whole question.” He said the committee 
already had withdrawn some of the suggestions made. 

The other groups which are studying the subsidy question 
include the ship operators, ship owners and ship builders, and 
marine labor leaders. 

Chairman Lasker said when the board had completed its 
recommendations on the subsidy question a report would be 
made to the President. He said he expected this report to be 
made about February 1, 1922. The President probably will go 
to Congress shortly thereafter and submit his recommendations 
as to what legislation should be enacted to aid the American 
merchant marine. 

Included in the proposals are recommendations for the es- 
tablishment of a $100,000,000 loan fund for the aid of American 
operators, and for an appropriation of $10,000,000 to aid in the 


establishment of a non-profit making corporation which would - 


insure government ships and offer hull insurance at cost to pri- 
vately owned American vessels. It is further suggested that, if 
10 per cent of the customs receipts were used as a direct aid to 
American ships, approximately $34,000,000 would be available in 
the fiscal year 1922-23. 

The recommendations made to the board are as follows: 


The key to the situation is the higher cost of operation of ships 
under the American flag than under the flag of any of the other 
principal maritime nations. The higher cost of operation of American 
ships results largely from: (a) Higher salaries and wages paid to 
American officers and crew, (b) higher subsistence standards, (c) 
higher fixed charges due to excessive rates for interest and deprecia- 
tion on our admittedly higher shipbuilding costs, as well as to costs 
that are higher than those ordinarily obtaining in foreign countries 
on marine insurance and for interest on money invested in ship- 
building and operations. 

The subject of governmental aid to the American merchant ma- 
rine naturally resolves itself into two main divisions: I. Indirect aid. 
II. Direct aid. 

I. Indirect Aid. Measures of indirect aid suggested are the fol- 
owing: 

Ship sales. The. Shipping Board should sell its remaining fleet 
as rapidly as possible at prices not to exceed the prevailing world 
market price for similar tonnage. 

Loan fund. By amendment of Section 11 of the merchant 
marine act, a merchant marine loan of about one hundred million dol- 
lars should be established under the administration of the Shipping 
Board for the purpose of making loans at reasonable rates of interest, 
not to exceed 5 per cent per annum, on first mortgages on American 
flag ships; this fund not to be limited to Shipping Board transactions, 
but to be available for the financing of all American ship operating 
organizations. 

3. Income tax relief. (a) In order to create an incentive for ship- 
pers to use American flag ships and as a stimulus to our foreign trade, 
a deduction from net federal income tax payable should be allowed 
on the basis of a small percentage of the freight paid by exporters 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwardded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 











POSITION WANTED—By aggressive young man of 27, having 
broad knowledge of traffic management as applied to flour milling and 
mixed feed industries. Understand transit principle in theory and 
operation. Can supervise and co-ordinate unloading, packing and 
loading departments, insuring efficient operation on most economical 
basis. References. Address F. E. S., Traffic World, Chicago. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service and Carload 
Distributors 





‘THE TRAFFIC WORLD 


Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 





Originators of package car service to 
Mexico City. ) 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republie 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains. 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 





HAL L. BRENNAN S. E. LEONARD 
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and importers on American flag vessels. (It is left open for consid- 
eration whether a similar deduction should be made on passenger 
fares. 

th) Through co-operation with the Treasury Department, or by 
legislation, a greater allowance for depreciation for income tax pur- 
poses should be made on ships, in order to make the depreciation 
allowance more accurately represent the actual depreciation of vessels 
and to give effect to the marked slump in the value of tonnage during 
the past several years. 

4. Marine insurance. The government should create a non-profit 
making corporation to insure its own ships and _to offer hull insurance 
at cost to privately owned American vessels. The corporation should 
be managed by its policyholders, who in due course will all be private 
ship owners. The government should authorize the Shipping Board to 
classify American ships and steamship lines for insurance purposes 
and to insure cargo on such ships or lines when private underwriters 
refuse to carry the insurance upon the basis of the board’s classifi- 
cation. This will permit the board to give a first-class rating to each 
operator at the start and to revise the rating from time to time as the 
actual experience of the operator warrants. The net effect of this 
will be to offer hull insurance to American ship operators at about 
20 per cent below the present cost and to divert cargo to American 
ships through the elimination of the present adverse differential in 
cargo insurance rates. p 

For the organization of the non-profit making corporation a $10,- 
000,000 loan will be necessary, this ultimately to be returned to the 
government. The cost of handling cargo insurance will involve a 
loss of about a million dollars the first year and a decreasing amount 
each year thereafter, the loss ultimately vanishing. 

f Immigration. Through co-operation with the Bureau of Im- 
migration of the Department of Labor, regulations should be prescribed 
and legislation enacted that would assure to American flag passen- 
ger ships at least 50 per cent of the immigration coming to this country 
from abroad. ‘ , 

6. License system. For the better regulation of foreign flag ship- 
ping touching our shores, a bill along the lines of S. 2678, providing for 
a licensing system, should be adopted. : a 

7. Navigation laws. The subject of amending and revising the 
navigation laws has been a matter of investigation by the committee 
composed of leading men in ship operation and shipbuilding and the 
heads of the maritime labor organizations. ne 

This committee was appointed by the Shipping Board and has 
already given the subject considerable consideration and made some 
preliminary reports. The entire matter is too extensive to discuss in 
this report, and it is recommended that its discussion be deferred 
until the committee on navigation laws before referred to has made 
its final report. The committee appreciates the importance of early 
decision and is doing everything possible to expedite the completion 
of the work which will enable it to make its report and recommenda- 
tion to Congress for such legislation as may be necessary. ; 

8. Sections 28 and 21. It is generally believed that considerable 
indirect aid will result from the making effective of Section 28 of the 
merchant marine act providing for preferential through rates only on 
American flag vessels, and Section 21 of the act, extending the coast- 
wise laws to our insular possessions and the Philippines, on or about 
February 1, 1922. i 

9. Naval reserve. For the purpose of making for the more effi- 
cient and economical operation of American ships, as well as for the 
building of a trained personnel for our merchant marine naval aux- 
iliary, there should be co-operation between the Shipping Board and 
the Navy Department for the making effective of legislation providing 
for additional compensation for officers and crew in our merchant 
marine enrolled in the naval reserve. Consideration should also be 
given in connection with this proposed legislation on the entry of 
vessels of desirable type as auxiliary naval ships, on terms that would 
pe to the advantage of the ship owner as well as to the navy itself. 

Il. Direct aid. While American shipping can be assisted by meas- 
ures of indirect aid, such as those mentioned above, and while the 
committee feels that all indirect aids should be extended, nevertheless, 
indirect measures alone, in view of the higher fixed charges and oper- 
ating expenses, will not be sufficient to enable American ships to 
operate successfully in competition with the ships of other nations. 
Direct financial aid will also be required. i 

As to the amount of direct aid required to put American shipping 
on a parity with that of other nations, the aim should be to put our 
shipping on an even competitive basis with British shipping, which 
is the dominant factor in the trade of the United States, and is the 
greatest factor in the carrying trade of the world. 

This differential should be compensated for by protection in the 
form of a basic payment which would remunerate American ship 
operators for the general wage and subsistence differential between 
American ships and British ships and would apply to all American 
steamships plying in and out of United States ports, regardless of 
their service; that is, it would be paid to passenger steamers and to 
cargo steamers, whether engaged in liner or tramp service. 


Basic differential. Several methods of computing this differential 
suggest themselves: (a) Average differential based in percentage on 
the pay roll of the vessel and applied only to American citizens; (b) 
average differential per gross ton of vessel in dollars; (c) based on a 
combination of speed, tonnage and distance covered. 


For a ship of 8,800 tons deadweight or 5,700 tons gross register the 
pay roll under the American flag is $4,025 per month; under the 
British flag it is $2,925, or a monthly difference of $1,100. Between 
$12,000 and $15,000 would represent the ordinary annual differential of 
coal burner to coal burner. Assuming that 7,500,000 gross tons would 
be required to carry the major portion of our foreign commerce and 
computing the differential on the basis of $2.50 per gross ton per 
annum, the amount necessary to be provided for the basic remunera- 
tion would be $18,750,000. 

(a) Based on percentage of pay roll. In order to approximate 
$18,750,000 on the basis of percentage of the pay roll, the reimburse- 
ment should be on the basis of 33% per cent of the sea wages paid 
to officers and crew who are American citizens. This would avoid the 
need of any limitation or requirement as to the number of American 
citizens in the crew. This pay roll formula would, to a considerable 
extent, meet the differential of wages involved in operating both high 
speed and passenger ships. This method is preferred by a majority of 
the committee. 

(b) Differential based on gross tons. A rate of differential per 
gross ton in dollars per year or per the portion of the year a ship is 
actually employed in foreign trade is the method of fixing the re- 
muneration for higher wages and standards of living aboard ship that 
was embodied in the bill of the Gallinger merchant marine commis- 
sion of 1904-1905. This was adopted because it seemed to be more 
understandable than the rate per ton mile, or one hundred miles, pro- 
vided in the Frye-Hanna bills of 1899-1902—it was not regarded as 
more precise or effective. 

The advocates of this plan claim that this method of establishing 
the differential per gross ton in dollars per year has the advantage of 
making quickly understandable the amount of differential which any 
ship of a given tonnage would receive if employed a year, or part of a 
year, in foreign commerce. 
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It was estimated by the Gallinger commission that $5 per gross 
ton would provide substantially as much aid as the per ton year mile 
rate of the slower cargo steamers of the Hanna bill. What is proposed 
is a differential at the basic rate of $2.50 per gross ton per year, as 
remuneration for the higher cost of wages and subsistence of American 
ships when actually employed in foreign trade. 

(c) Differential based on combination of speed, tonnage and dis- 
tance covered. Concerning the method based on combination of 
speed, tonnage and distance covered: In this method an attempt is 
made to combine in one formula the total subsidy to be paid to a 
vessel. As boiled down, it amounts to a certain number of cents per 
gross ton for each 100 miles steamed in the foreign trade. For speeds 
up to 14 knots this rate is constant; including and beyond 14 knots the 
rate varies with the square of the speed. The reason for this increase 
in the rate is to place a premium upon speed, and this to compensate 
for the greatly increased cost of operating the high speed vessels 
suitable for carrying the mails in time of peace or for use as naval 
auxiliaries in time of war. A naval auxiliary in order to keep up with 
the fleet must be able to maintain a sea speed of at least 14 knots. 
The advantages claimed for this method are that it is logical, simple, 
and does encourage the building and maintaining of vessels suited for 
use as naval auxiliaries. By adjusting the basic rate per gross ton 
for each 100 miles steamed, it can be made to produce any required 
subsidy and will, it is believed by its proponents, produce a logical 
result for each speed and class of vessel to which it is applied. 

2. Postal subvention. We regard Section 24 of the merchant ma- 
rine act of 1920 as a valuable means to encourage the building and 
operation of passenger vessels of adequate size and speed not only 
to provide for the carrying of mails but as possible naval auxiliaries. 
Under this section the Shipping Board and the Postmaster-General are 
authorized jointly to determine a just and reasonable rate of com- 
pensation to be paid for the carriage of mails to American vessels. 
We_recommend that a sufficient portion of the remuneration fund be 
made available for the purpose of carrying out the provisions of this 
section, and, after consultation with the Post Office Department, con- 
sider that $8,000,000 per annum will be sufficient for the purpose of 
encouraging the construction of and insuring the operation of a suffi- 
cient number of passenger vessels of size and speed suitable for car- 
rying out the provisions of Section 24, provided that contracts author- 
ized by this section can be made for periods of from five to ten years. 

The aid to be given under this section is to supplement the aid 
given under plans (a) and (b), but would be unnecessary under plan 
(c), which sufficiently covers the subject. 

3. for special types. A special subvention for experimental 
types of design and propulsion is probably not required because the 


. board possesses a surplus of vessels having excellent hulls but poor 


machinery, and assistance for the building of experimental machinery 
can best be given in the supplying of these hulls at very low prices to 
purchasers undertaking to install special machinery. Special types 
of ships, the building of which it is desired to encourage, may also be 
stimulated through the construction and general loan funds. 

4. Pioneer results. Special services which may still be non-ex- 
istent or inadequate and new trade routes not attractive to private 
capital may be fostered and encouraged through any one of several 
methods: (a) Bare boat chartering on a nominal basis; (b) under a 
managing operator’s contract until such time as the route is attractive 
to private capital; (c) under the principle of competition, that is, by 
prescribing the route, the service, and requesting bids for the mainte- 
nance of such service. 

III. The fund. Customs receipts: The fund for the payment of 
direct remuneration should be created by diverting 10 per cent of 
the customs collections on imports into a special fund to be admin- 
istered by the Shipping Board for the purpose of paying the remunera- 
tion to American ships on the basis adopted. 

_ It is estimated that for the fiscal year 1922-1923 the customs re- 
ceipts will amount to about $300,000,000, and 10 per cent thereof would 
be $30,000,000. 

Tonnage taxes: This remuneration fund should be augmented by 
adding thereto the tonnage taxes collected in American ports from 
all ships, American and foreign. These tonnage taxes for the ensuing 
fiscal year it is estimated will be $2,000,000, on the present basis, but 
if the increase in tonnage dues proposed under the pending measure 
is made effective the taxes would probably amount to $4,000,000. 

The amount thus raised, approximating $34,000,000, may be suffi- 
cient to reimburse somewhat more than the differential in operating 
costs and subventions on the minimum of 50 per cent of American 
foreign commerce, which is the basis of this study. It is hoped that 
within a reasonable period the remuneration proposed would result in 
restoring to the American flag a considerably larger proportion of 
our foreign commerce, and if this desideratum were brought about all 
of the fund suggested would be required and should be available. 

Inasmuch as an annual governmental subvention given in ac- 
cordance with a uniform rule to owners of vessels of different types 
and to vessels operated in dissimilar service and under varying con- 
ditions of competition may cause the owners of some vessels to receive 
a net operating income substantially in excess of a fair return upon 
the value of the property held for and used in the transportation serv- 
ices performed by said vessels, it should be provided that any vessel 
owner that receives such an income in excess of a fair return shall 
repay a part of the excess to the United States Shipping Board, to be 
added to the fund for the aid of the merchant marine. 

General considerations. All forms of assistance should have 
several governing considerations: (a) Just as far as possible the idea 
of permanence should be kept in mind so ship owners and operators 
could reasonably be assured that the legislation would not be repealed 
without having been given a fair trial over a term of at least ten 
years. (b) All forms of assistance to apply equally as far as possible 
to privately owned tonnage having classification of Al or its equiva- 
lent. (c) They should be of such nature as far as possible to eliminate 
questions or judgment and the human elements, as, for example, the 
choice of new individual companies or a determination of efficiency 
other than by the natural one of success or failure. (d) They should 
be simple as possible, and should avoid a complex series of rules not 
easily understandable by the average citizen, or which might be 
“‘beaten.”? (e) The source of revenue should be such as to grow with 
the merchant marine; that is to say, with the demands upon it. 


LASKER URGES STATE AID 


(From the Nautical Gazette, December 17) 

In an address this week to the Milwaukee Association of 
Commerce, Chairman Lasker of the Shipping Board took occa- 
sion to reply to certain queries propounded by “The Traffic 
World” of Chicago, which he says epitomize the opposition of 
the superficial and the ignorant to the great enterprise of a re- 
established American merchant marine. One of the questions 
asked was, why should the American public be taxed for the 
maintenance of a national merchant fleet, which is being run 
at a loss, if our ocean-borne commerce could be carried more 
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THE TRAFFIC WORLD 


PORT OF NEW BEDFORD 


The Southern Gateway to Industrial New England 


An Opportunity for Shipping Interests! 


Recognized as the chief cotton concentration point and storage 
center in New England, this port handles annually fully 750,000 
Up-to-date freight handling facilities. bales. Mills consuming 1,250,000 bales each year are situated 


Served by N. Y., N. H. & H. Railroad within easy motor-trucking distance. 
with tracks direct from pier. 


A large, sheltered harbor. 


Modern steel and concrete pier ac- 
commodations for large vessels. 


Most of this cotton now comes by rail but can be transported 
from the South by water much more advantageously and cheaply 
were there direct water connection with Southern ports. 


Modern warehouse space on pier and 
in port, totalling 1,250,000 sq. ft. 


Direct steamer service to Lisbon, Por- 


tugal, via Azores Islands. Overwhelming volume of outgoing traffic from New England’s 


thousands of industrial plants to draw from for return cargo. 


Much Quicker Service and Lower Handling Charges Than in More Congested Ports 


Write to any of the following firms: 


David Duff & Son New Bedford Boiler and Machine Co. 
Greene & Wood New Bedford Storage Warehouse Co. 
Gunning Boiler and Machine Co. Slocum & Kilburn 


Full co-operation will be given 
in developing traffic through 
the port. Market and business 
data, credit information, etc., 
furnished on request. 


THE KANSAS CITY SOUTHERN 
RAILWAY COMPANY 


Wishes You a Happy and Prosperous New Year 


That the New Year may bring to you that prosperity which we are all looking forward to is our 


earnest wish and desire. Efficiency in Railroad service is one of the necessary precautions to bring 
you this most desirable result. 


Previous issues of the TRAFFIC WORLD contained: 


Map of the Kansas City Southern Railway. 

Schedule of Manifest Service. 

Schedule of Package Car Service. 

Information as to Terminal Service and connections with other lines; and, 
Information of Value to Shippers and Receivers of freight. 


In soliciting your business we feel that the service we are rendering and the attention we are 
giving to your traffic will be one of the means of bringing this prosperity to you. We solicit in- 
quiries as to our service or any information as to the distributing territory we reach, the use of Port 
Arthur, Beaumont, New Orleans or Galveston for your export or import traffic; to the service that 
is being rendered to Mexico via the various Rio Grande crossings and through the Gulf Ports to 
Tampico and Vera Cruz; and any other matters that may be of interest to the receivers and shippers 
of freight. Our purpose is to serve you in such a manner as to encourage you to entrust your traffic 
to our care and to merit an increased tonnage. We maintain General Agencies at many important 
centers throughout the country where information can be obtained, but we will be very glad to have 
you take up with this department any matters of interest to you pertaining to our handling of your 
traffic. 

H. A. WEAVER, G. F. A. 


J. F. HOLDEN, Vice-President 
Kansas City, Mo. 


Kansas City, Mo. 


PORT 
ARTHUR 
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cheaply in foreign bottoms? In answer to this interrogation, 
Mr. Lasker gave two reasons for an American merchant marine 
supported by state aid being essential to our economic progress. 
The first is that we cannot rely on other nations furnishing us 
with the tonnage required to carry our products to foreign mar- 
kets, while in the second place the payment of large sums to 
foreign shipowners for the carriage of cargoes overseas is in- 
jurious to our national prosperity. 

It is Mr. Lasker’s contention that, were we to be dependent 
hereafter on other maritime countries for the transportation of 
the bulk of our sea-borne commerce as in the half century pre- 
ceding the outbreak of the world war, our commerce might be 
dealt a deadly blow in a time of intense international trade 
competition through our rivals at sea refusing “even at a seem- 
ing loss of profit to themselves” to supply the ships needed to 
carry our products abroad. This argument is based on the 
erroneous assumption that foreign shipowners are bent on pro- 
moting the trade of their own native land and eager to injurs 
that of its possible commercial rivals. Nothing could be further 
from the truth. As someone has aptly said “sea transportation 
is a business, not a religious or sentimental activity.” We know 
of no case where a shipowner refused to carry a cargo for a 
foreigner on the ground that such transportation would be in- 
jurious to his own country’s trade. 

In saying that the amount paid by American citizens in 
the shape of freights to foreign shipowners is diverted from our 
national wealth and forever lost to us, Mr. Lasker is merely 
reviving an old argument which has been repeatedly brought 
forward by advocates of subsidies to our merchant marine. Forty 
years ago the late James G. Blaine made the same assertion to 
the New York Chamber of Commerce. It is difficult to see, 
however, why the payment of freight money to foreigners should 
mean the subtraction of an equivalent amount from our national 
wealth. It would be just as logical to claim that whenever we 
purchased goods from foreigners we were out of pocket to the 
extent of the sum thus expended. In either case “wealth is 
traded abroad,” to use Mr. Lasker’s phrase. Yet no one would 
seriously claim that the buying of articles from alien traders 
leads to our impoverishment and that we would be better off 
if we had no dealings with foreign nations and kept our money 
at home. 
would have us believe, most hard-headed business men will in 
our estimation take the view that, if we pay British, Norwegian 
and other foreign shipowners large sums for freighting services, 


which it would cost a great deal more to perform ourselves, we, 


profit rather than suffer by such an arrangement. Unless better 
arguments than those urged by Chairman Lasker are brought 
forward, the American public is not likely to be convinced of 
the desirability of a state aided merchant fleet supported with 
funds from the national treasury. 


MISSOURI PACIFIC OCEAN BOOKINGS 


O. C. Olsen, foreign freight agent of the Missouri Pacific, 
has taken exception to the reference to the Missouri Pacific in a 
summary of the Commission’s report to the Senate on railroad- 
steamship contracts and .agreements, which was published in 
The Traffic World, November 26, p. 1105. It was stated in this 
summary that: “The Missouri Pacific, under agreements with 
the Harrison Line via New Orleans, the Leland via New Orleans, 
the Elder-Dempstem Line via New Orleans, and the Norton Lilly 
Line via New Orleans, received 1,639 tons of freight and delivered 
10,476 tons of freight.” 

Mr. Olsen says the reference to the Missouri Pacific is mis- 
leading because the company has no agreements with the steam- 
ship lines named. 

“This exchange of tonnage is simply the result of ocean 
bookings made primarily direct by shippers with the steamship 
lines and merely confirmed by the railway carrier, and the im- 
ports represent certain traffic that consignees directed routed in 
connection with our line at New Orleans and does not reflect in 
any way a preferential working arrangement or agreement of any 
description,” said he. 

The resolution adopted by the Senate directed the Commis: 
sion “to send to the Senate copies of all agreements on file with 
it between railroads in the United States and steamship lines or 
companies operating from ports of the United States in the for- 
eign trade and to give the Senate all information in its possession 
with respect to the amount of freight handled under each of 
such agreements.” 

In responding to the resolution the Commission prepared a 
tabulated statement showing exchange of tonnage between the 
steamship lines and the railroad companies named therein under 
the following heading: . 

“Statement of quantity any kind of traffic received:from and 
delivered to steamship lines engaged in foreign commerce, by the 
railways named, during the year ended December 31, 1920, com- 
piled from reports rendered to the Interstate Commerce Com- 
mission in Statistical Series Circular No, 14, ‘Contracts and traf- 
fic between railroads and steamship lines in foreign commerce.’ ” 

The Missouri Pacific and the steamship lines named in con- 
nection with that company with the tonnage exchanged was set 
forth in the statement. 

In Statistical Series Circular No. 14 the Commission asked 
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specifically for a statement of the movement of tonnage under 
contracts or agreements between railroad companies and steam- 
ship companies 

“If the carrier addressed has no such contracts, this circular 
should be returned with a notation to that effect,” the Commis- 
sion said in a notice to carriers prefacing the order calling for 
copies of agreements and the amount of tonnage moved there- 
under. 

Officials of the Commission who had charge of the compila- 
tion of the reports from carriers said it was assumed that if a car- 
rier replied to the circular and gave the amount of tonnage 
moved, the tonnage had moved under an agreement or contract, 
as otherwise a report was not required. 

The Missouri Pacific, however, filed no copies of contracis 
and agreements with the Commission, and it should not have 
filed a report of the tonnage exchanged by it with steamship 
companies. The inclusion of the Missouri Pacific in the list of 
railroads having contracts or agreements with steamship com- 
panies was not due to error on the part of The Traffic World in 


making a summary of the official tabulated statement sent to the 
Senate. 


UNITED AMERICAN LINES LEASE PIER 
The United American lines have leased Pier 32, North River, 
Foot of Canal Street, New York, for the use of steamers of the 
American-Hawaiian Steamship Company’s intercoastal service, 
for which the United American Lines are managing agents. This 


arrangement has been made in order to give Manhattan con- 
signees the advantage of centrally located pier facilities. 


RETURN OF GOODS FROM CUBA 

An important measure of relief to the owners of American 
goods that have been holding in Cuban ports is contained in the 
presidential decree of November 28, 1921, according to the De 
partment of Commerce. “Imported goods which have been de- 
clared for consumption in Cuba may, for a period of 120 days, be 
returned to the port of origin without the payment of duties, 
upon request by the importers or their legal representatives. Ex- 
portation must be effected within a period of 30 days——which is 
not subject to extension——from the date of request,” said the 
department. 

“The concession is largely the result of representations on 
behalf of American interests, made through the legation at Ha- 
bana by Commercial Attache Chester Lloyd Jones. The son- 
signees of merchandise now holding in the Cuban customhouses 
who lack funds to clear their goods through the customs, and 
representatives of American houses who find the present market 
conditions in Cuba unfavorable for the entry of goods shipped, 
will thus be permitted, for the period of the concession, to re- 
turn the merchandise to the United States without payment of 
Cuban import duties.” 


FT. SMITH & WESTERN 
TION 


; The Traffic World Washington Bureau 
Approval has ‘been given by the Commission to the plans 
for rehabilitating the Fort Smith & Western, on the plan pro- 
posed by A. C. Dustin, which calls for a reduction in capital 
liabilities, something that has seldom been done in the reor- 
ganization of a railroad. But the Commission’s approval is 
conditioned upon a still further reduction, not in the total of 
capital liabilities, but in the amount of the fixed charges arising 
out of the first and second mortgage bond issues. 

Dustin proposed an issue of $1,500,000 20-year 7 per cent 
gold bonds upon all the properties to be acquired from the 
bondholders’ protective committee at the foreclosure sale, which 
property, so acquired, is to also secure an issue of $3,500,000 
of bonds redeemable at 102 and accrued interest, at any interest 
period, and $3,744,000 of second mortgage 20-year 6 per cent 
gold coupon bonds, the whole issue of that class to be $10- 
000,000 redeemable at 102 and accrued interest, provided that 
the interest on the last mentioned issue should be non-cumu- 
lative for the first five years and payable only if and when 
earned. 

The Commission approved the plan upon condition that 
the interest rate on the $1,500,000 issue be reduced to not ex- 
ceeding 6 per cent, and on the second mortgage bonds at not 
more than 5 per cent, to be paid during the first ten years, if 
and when earned. 

A comparison of the liabilities of the old company with the 
liabilities of the new, as proposed by Dustin, shows a reduction 
of $1,366,000 in capital liabilities and $159,000 in fixed interest 
charges. 

The Commission also authorized the new company to issue 
62,400 of an authorized total of 70,000 shares of no-par stock. 

The plan calls for the assumption by the new company of 
receivership certificates amounting to $348,000, $23,643 of equip- 
ment obligations and $231,000 of short term notes. The Com- 
mission called attention to the fact that no application to assume 
responsibility had been made. . It therefore held open that part 
of the case. Delaware issued the charter for the new company. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 


American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 
Boston sag New York 


Sees TOE, Sscecsccccerse epeieics en 
SB. ABIZONAN .ncccccccccces i” ere Jan. 5 
a... fea Jan. 7 Jan. 12 
S.8. FLORIDIAN _....cccccccee pt | en Jan. 19 
BU. TENOR ccccciccces csccces Jan. 21 Jan. 26 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 


U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 


Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
SB. FOUN CEINTON onccccccvcccccesecccvessveves Jan. 5 
is ooh inils,« boo ¥ se waedweewe-aiew eeu eee Jan. 7 
SB, PW TIES i ccccccccccowscveecseceveseess Jan. 12 
ee, SE NE oetdas a orvniiiae, nvdicosaisicienidsicew eae Jan. 19 
Re I ect Sas til ig os antibissotnselece arti wisteigiave'e' nO wie~ake Jan. 26 
See TROIS = CAMO, ono ccccccccsecssscvceescc Feb. 2 
AN TUNER, ese ee win theca eb causa nigewaiee manwion Feb. 9 


*Carries third-class passengers. 
¢Cabin and third-class passengers 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 


S.S. THEMISTO (via Baltimore)....................00. Jan. 21 
S.S. CLARKSBURG (via Baltimore) ................. Mar. 1 


BOSTON TO BREMEN AND HAMBURG 


S.S. CLARKSBURG (via Baltimore and Norfolk) 
S.S. CALLISTO (via Baltimore and Norfolk) 


BALTIMORE TO BREMEN AND HAMBURG 


S.S. CLARKSBURG (via Norfolk)...............cceee: Jan. 12 
cn SI ata ie sere cla ghavernse'e:<oieie-.6 6's orcmaciptaione's ba Jan. 28 
Ss. CATTABTO Gein Nerkellk) ....ccccsccccccccecccces Feb. 16 
Os I aia nce aio oicin ésngchisonieraie gmneaceoaiele Mar. 9 


NORFOLK AND NEWPORT NEWS TO BREMEN 


AND HAMBURG 
ED Siria ne aca panaes vanicbanionnvienl Jan. 14 
8.8. CALLISTO 


NEW ORLEANS TO BREMEN AND HAMBURG 


| err Early January 
ns Early February 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
oo’. oe |, Jan. 10 


Loading Pier 21, Pouch Terminal, Clifton, 8. I. 


NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
hires so caw suwaenteunecsosnenes Jan. 10 

Loading Pier 21, Pouch Terminal, Clifton, S. L 


General Offices: 39 BROADWAY, New York 
Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 


327 South LaSalle Street, Chicago Phone Wabash 4891 
BRANCH OFFICES 

40 Central Street, Boston Phone Fort Hill 3084 

Bourse Bldg., Philadelphia Phone Lombard 7050 

Oliver Bldg., Pittsburgh Phone Grant 7431-2 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome S8t., San Francisce 
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Questions of Interest to Traffic Men 





: 


MISQUOTATION OF RATES 
Editor The Traffic World: 

In discussing “Misquotation of Rates,” I wish particularly 
to refer to J. R. Burch’s remarks as printed in The Traffic World, 
December 17. 

In reading a certain article on “The Interpretation otf 
Tariffs,” I was informed that there are over 400,000 tariffs from 
which rates may be obtained in the United States proper. These 
tariffs are being constantly revised or superceded by other issues, 
which means that if the rate clerk is not on his job (and fre- 
quently happens if he is on the job) a misquotation is the result. 

To the ordinary layman or business man a tariff, is a tariff 
for all of that. He demands a rate and gets it. If in the course 
of time he finds that that rate is incorrect he comes back at 
the rate clerk and demands an explanation. The clerk informs 
him that, as accurate as he tries to be, yet he does make mis- 
takes, and informs him he is sorry, etc. How often is this same 
identical situation going to present itself? 

These very same business men, when told of the advantages 
of a traffic man, the time, money and labor they would be able 
to save, give a courteous reply, when approached, that it is a 
fine thing and all that, but we do not care to interest ourselves. 
Why they take this stand I am unable to learn. 

R. E. Sagendorf, Pres., 


Kingston Traffic Bureau. 
Kingston, N. Y., December 21, 1921. 





Editor The Traffic World: 

May I add my mite to the discussion on “Misquotation of 
Rates”? This is a subject, like many others, on which unlimited 
criticism, whether founded on facts or not, can be indulged in. 
If the criticisms are of a constructive nature and offer meritori- 
ous methods to overcome fully established faults, they are bene- 
ficial. If, however, they are simply to provide a vehicle for the 
airing of our grouchy feelings, they are worthless. 

Now, relative to our subject under discussion. There was 
a time within the memories of most of us when special rates 
were carried under hat bands and in inside pockets—when it was 
necessary to “get next” to the proper party. That is history. 
Today all items entering into transportation costs by carriers 
coming under the Interstate Commerce Act are carefully de- 
termined, indexed, published and passed on to the public as 
their rates by a duly constituted and lawful authority. They 
are not the carriers’ rates, but your rates and my rates. Now 
if our rates are vitally important in our business why should 
we trust such matters to rate clerks whom we may not know 
or have never seen? I cannot conceive of a responsible traffic 
director accepting without verification a quoted rate. The car- 
riers are not charged with the quotation of correct rates. They 
are charged with collecting.the legal or published rate for the 
corresponding service, and the public is charged with knowing 
and paying such rates or charges. If you take chances on short 
cuts that have proved costly to others and get “stung,” be game. 
Don’t kill the poor rate clerk. Just taxe a day off and hang 
around his desk and those dormant sympathies will begin to 
warm up. 

Now, if you really feel the carrier should be held strictly 
responsible for quoting you the lowest rate, no matter how 
laborious to compile, just trade places with the rate clerk for 
a day. In comes a request for the very lowest rate on a com- 
modity moving on less carload and carload rates from Boston, 
to Houston, Texas. Figure out for yourself the different combina- 
tions. To begin with there is 15 or more standard all-rail combi- 
nations. For each, two separate factors must be used—to and 
from the basing point. Next, of the 15 or more combinations, 
single out Chicago, St. Louis and Cincinnati, to which you must 
consider the standard all-rail, differential, rail-and-lake, and 
ocean-and-rail rates. Now you see, on a strictly class rate propo- 
sition, on these three combinations you have been obliged to 
combine 48 separate rates to ascertain 24 through rates. Don’t 
forget you are the rate clerk and must go through the other 
twelve or more combinations, and then still more, you must 
not overlook the coastwise tariffs. Now while you are getting 
this conglomeration in form to present to your friend (?) an- 
other friend (?) drops in and wants the very lowest rate on 
a commodity from Boston to a point in Oklahoma, in less car- 
loads and carloads,: that is subject to an additional arbitrary, 
and also commodity rates from certain basing points. Remem- 
ber you are one of those rate clerks certain “guys” have been 
kicking about in The Traffic World, and only two of your fifty 
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or a hundred friends (?) have called on you in the last hour 
and a half. Keep this up all day, and dollars to doughnuts you 
will figure your own rates or else you will be more sympathetic 
with the fellow who is doing his best. 

Now be a good sport and try the above suggestion before 
you tear me up the back and down at the heels for sticking up 
for the rate clerks. I hold no brief for the carrier—just want 
to play the game fair and try to get some comfort from the old 
saying “God helps those who help themselves.” 

J. D. Burkholder, Traffic Manager, 


The Chapman Valve Mfg. Co. 
Indian Orchard, Mass., December 23, 1921. 


AMERICAN MERCHANT MARINE 
Editor The Traffic World: 

The reading of your issue of December 17 brought the writer 
some unalloyed pleasure. Your editorial on the American mer- 
chant marine is entitled to unstinted praise from all of the 
ordinariy clodhoppers of the country who are not furnished with 
statesmanship minds and a sufficient breadth of vision to enable 
them to see that they are but uneducated rubes who could not 
understand why a man could not lift himself by his boot straps. 

Personally, the writer is a pretty firm believer in relativity, 
and if it costs me $1.50 to procure for me one dollar’s worth 
of service, or revenue, I will try to let somebody else make the 
trade, so as to keep within the dollar limit. Many men employ 
a chauffer to drive their cars because it is cheaper to pay his 
wages than it is to ruin an expensive suit of clothes crawling 
under the car to repair a faulty adjustment. 

My experience (and I do not talk entirely as a man who has 
always lived in the inland) teaches me that the life of the ordi- 
nary seaman is not a particularly elevating one, and I can think 
of no good reason why we should tax ourselves to encourage 
our young, or old, men, for that matter, to embark on the briny 
waves. 

The great Middle West is still a surplus producing country, 
interested primarily in reaching foreign markets at the least 
possible cost, and if we are paying more to have our goods hauled 
in American bottoms than we would pay to have them hauled in 
foreign bottoms, either directly or indirectly, we are just that 
much out of pocket. 

I have no fault to find with owning all the shipping we can 
operate, in either coastwise or foreign trade, without a net loss, 
and to that end I would remove all kinds of restrictions, so that 
the boats could be operated at the least possible expense in compe- 
tition with vessels of all foreign nations. Otherwise we should 
not be in the shipping business at all. 

There is no more reason why we should maintain, at a tre- 
mendous cost to the taxpayers of this country, a tremendous 
merchant marine, than that we should maintain a great standing 
army, and I can see no difference in this respect between the 
pronouncements of a Lasker with statesmanship vision, and that 
of a Hindenburg or Leudendorf with a very similar, but equally 
misguided, opinion. 

I was equally pleased with the editorial on page 1239 in 
regard to the operation of the government barge line. Surely 
this article, together with the figures published on page 1269 
under the heading, “‘Report of Waterway Service,” should prove 
an eye opener to men of ordinary solid sense, even if minus a 
statesmanship vision. 

J. H. Johnston, Traffic Manager, 
Oklahoma Cottonseed Crushers’ Assn. 
Oklahoma City, Okla., December 20, 1921. 


GOOD RAILROAD SERVICE 


Editor The Traffic World: 

We desire to add our bit to the several letters that have 
been published recently in the “Open Forum” regarding good 
railroad service. 

On December 2, 1921, we delivered to the D. L. & W. Rail- 
ried, Pier 68, North River, New York Station, a carload of anti- 
freezing compound, which was loaded into car D. L. & W. 40794, 
consigned to our Kansas City office. The car left the pier that 
night, was delivered to the Wabash Railroad at Buffalo on the 
morning of December 4, left that point same date and arrived 
at Kansas City on the morning of December 8, having made 
scheduled movement. 

In the afternoon of December 8 the writer received a tele- 
phone call from the office of the Wabash Railroad in this city 
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advising of the arrival of the car that morning, as we previously 
informed them that the contents of the car was urgently needed 
at destination and we wanted to be advised of its arrival. 

We could quote any number of similar instances of the good 
service being performed by the carriers. 

Wm. W. Price, Traffic Manager, 
Pyrene Manufacturing Co., Inc. 
New York, N. Y., Dec. 27, 1921. 
Editor The Traffic World: 

With reference to several letters which have been published 
in the “Open Forum” of The Traffic World lately regarding good 
railroad service. 

I heartily agree with Mr. Simmons and others that we should 
give the railroads credit when it is due them. 

Shipments now are handled in about half the time taken 
during government control and the treatment the shippers are 
getting now from the carriers is far above what they received 
prior to the release of the roads by the government. 

During government control there was no way possible that 
you could get correct information regarding a car in transit, but 
now, with the passing reports back in effect again, it is a very 
simple task to find out where your shipment is; and with that 
information a shipper knows just when the car will arrive and 
can prepare to have it taken care of on arrival, where, during 
government control he could not tell where the shipment was 
nor could he figure just about when it would get in. Another 
thing about the passing reports, it gives the shipper a chance 
to check on the carrier to see if they are giving the proper 
service, and, if not, he can so route his shipments to get the 
service to which he is justly entitled. 

More power to the officials of the roads and less power to 
the wage board, and there will still be a great improvement in 
the service. 

F. L. Cobb, Traffic Manager, 
J. W. Darling Lumber Company. 
Cincinnati, O., Dec. 28, 1921. 


—". 


Personal Notes 


Ss. 


C. J. Nelson, who entered the service of the Chicago, Bur- 
lington & Quincy 15 years ago, and who until recently was com- 
mercial agent for that road at Paducah, Iowa, has been appointed 
general agent for the Burlington, at Herrin, Ill., where he will 
give particular attention to coal traffic. 

The Boston & Maine has announced the following appoint- 
ments: John W. Rimmer, assistant to the vice-president in charge 
of traffic: James R. McAnanny, assistant general freight agent, 
Boston; Frank F. Farrar, assistant general freight agent, Bos- 
ton: Charles W. Boynton, general agent, Boston; Paul R. Val- 
entine, chief of tariff bureau, Boston. George H. Eaton, assist- 
ant freight traffic manager, has resigned to enter the industrial 
field. 

The Pennsylvania System has announced the following ap- 
pointments: G. H. Cobb, division freight agent, Harrisburg, Pa.; 
M. H. MacQuown, division freight agent, Altoona, Pa.; W. W. 
Finley, Jr., division freight and passenger agent, Chambersburg, 
Pa.: W. J. Rose, assistant to traffic manager, Harrisburg, Pa.; 
F. X. Quinn, division freight agent, New York City. 

Walter S. McCaa has been appointed traveling freight agent 
for the Alabama & Vicksburg and the Vicksburg, Shreveport & 
Pacific railways, at Shreveport, La. 

The Atlantic Coast Line has announced the following ap- 
pointments: E. S. LeGette, general agent, Atlanta; Phillip J. 
Lee, commercial agent, Nashville; Warren C. Dixon, commercial 
agent, New York; F. J. O’Conner, traveling freight agent, Roches- 
ter, N. Y.; W. E. Renneker, assistant general freight agent, 
Rocky Mount, N. C.; W. C. Ragin, assistant general freight 
agent, Wilmington, N. C.; Hansford Sams, assistant general 
freight agent, Savannah, Ga. 

The Louisville & Nashville has announced the following ap- 
pointments: A. L. Burnett, commercial agent, Macon, Ga.; J. 
D. Hatchett, city freight agent, Atlanta, Ga.; W. H. Wilsman, 
traveling freight agent, Atlanta. 

The Canadian Pacific has announced the following appoint- 
ments: J. J. Morton, foreign freight agent, New York; W. I. 
Chudleigh, import freight agent, Chicago; W. C. Bowles, assist- 
ant freight traffic manager, Montreal; H. E. Macdonnell, special 
freight traffic representative, Montreal; R. E. Larmour, general 
freight agent, Montreal; S. C. Hurkett, assistant general freight 


agent, Montreal; C. E. Jefferson, general freight agent, Win- 
nipeg. 


DOINGS OF THE TRAFFIC CLUBS 


Nelson C. Brown, of the New York School of Forestry, will 
talk on the possibilities of wooden shipping containers at the 
meeting of the Traffic Club of Syracuse, N. Y., to be held at 
the Chamber of Commerce, January 16, 1922. Professor Brown 
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will tell about the methods used at the forestry laboratory, at 


Madison, Wis., for determining the strength and correctness of 
various containers. 


The Traffic Club of Newark will give an old-fashioned Christ- 
mas party at Achtel-Stetter’s, January 9. Gifts will be distrib- 
uted. Fred Van Amberg will speak on “How to Fail.” 


The annual meeting and election of officers of the Trans- 
portation Club of Louisville will be held February 14. Members 
have been asked to assist in making nominations. 


Henry Wallace, Secretary of Agriculture, and James (. 
Davis, Director-General of Railroads, will be the speakers at 
the fourteenth annual meeting of the Traffic Club of Philadel- 
phia, to be held at the Bellevue-Stratford Hotel, January 9, 1922. 


Senator Medill McCormick of Illinois will speak at the 


luncheon of the Traffic Club of Chicago, to be held at the Hotel 
La Salle, January 5, 1922. 


The following officers were elected at the annual meeting 
of the Lansing, Mich., Traffic Club, December 14: President, 
H. E. McGiveron, traffic manager, Motor Wheel Corporation; 
vice-president, E. L. Jennings, agent, Michigan Central Railroad; 
secretary-treasurer, J. T. Ross, traffic commissioner, Lansing 
Chamber of Commerce; executive committee, W. G. Davis, traf- 
fic manager, Auto Body Company; W. K. Andrews, agent, Pere 
Marquette Railway; C. R. Morris, secretary, Michigan Screw 


Company; J. C. Van Nordstrand, agent, American Railway Ex- 
press Company. 


HINES ADVOCATES CONSOLIDATION 


Walker D. Hines, former Director-General of Railroads, in 
an address on the railroad situation before the annual meeting 
of the American Economic Association, held in Pittsburgh, De- 
cember 27-30, said the discussion of the national agreement, 
which he signed as Director-General, September 20, 1919, in 
public hearings and addresses, was an illustration of the undue 


attention given “to exaggerated and poorly balanced impressions 
as to the influence of federal control.” 

Compulsory consolidation of the railroads into a few large 
systems, common ownersip of freight cars, and the securing 
of greater economy in railroad operation were among the things 
advocated by Mr. Hines as steps toward reducing heavy oper- 
ating costs, so as to reduce rates. He also expressed the view 
that substantial wage reductions alone would not solve the 
problem of heavy operating costs. 

“There was never a time in the history of our country when 
the railroad situation was as difficult to appraise as it is today,” 
said Mr. Hines, pointing out that few, if any, lines of industry 
had returned to a normal status, and that the only great indus- 
tries which admit of reasonably confident treatment were those 
which were fortunate enough to make extraordinary profits dur- 
ing the war and which were farsighted and prudent enough to 


conserve their profits to carry them through the period of re- 
adjustment.” 


The railroads, he said, however, were not included in the 
above “fortunate class,” because their profits were limited and 
they had no opportunity to make vast profits out of the war 


and no chance to build up their reserves out of the government 
rental. He said: 


There are at this time two special difficulties in getting a _satis- 
factory idea as to the present or prospective situation of our railroads. 
One difficulty grows out of a state of mind and the other difficulty 
grows out of the facts. 

The state of mind of railroad officers and of the public in general 
has not been favorable to obtaining a well proportioned and accurate 
estimate of the railroad situation. In order to win the war the gov- 
ernment took possession of the railroads and operated them as a 
unified system, and then terminated the unified operation as soon as 
a scheme of legislation for their further regulation and protection 
could be adopted. This unified governmental possession and control, 
suddenly entered upon to meet a paramount emergency and pro- 
visionally continued only long enough to secure legislation, consti- 
tuted a fact so unprecedented and so striking as to dominate the 
thought on the railroad problem and displace nearly all other thoughts 
on the subject. Consequently undue attention has been given to ex- 
aggerated and poorly balanced impressions as to the influence of 
federal control, when the time and energy could have been more 
profitably spent on a more comprehensive estimate of things as they 
are, giving due regard to their relative importance. Such a statement 
of mind was perhaps inevitable, but in any event it is a fact which 
must be considered in viewing the present railroad situation. 

A single illustration will emphasize the effect of this state of 
mind. I believe the thing which has caused more discussion in public 
hearings and addresses and in the press than anything else has been 
the national agreement which IT signed with the shop crafts on Sep- 
tember 20, 1919, to remain in effect during federal operation. One of 
the most costly branches of railroad operation is the maintenance of 
equipment. Its cost was $1,230,000,000 in 1919 and was $345,000,000 
more, or $1,575,000,000, in 1920. I believe the impression has been 
created that a very large part of this heavy cost and particularly 
nearly all of the great increase in 1920 over 1919 is due to the national 
agreement, and that upon the Labor Board’s correcting the unde- 
sirable features of that agreement many hundreds of millions of dol- 
lars will be saved in the most of maintenance of equipment. 

The fact is that practically all the basic rules which have a pro- 
portionately large bearing on cost and which were incorporated in 
the national agreement were not initiated at that time, but repre- 
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sented rules or practices which the experienced railroad men in the 
Railroad Administration (adopting what prior to the war was in 
effect on numerous railroads) had already made applicable to all the 
railroads in 1918. Therefore, in the respects involving especially large 
amounts of operating cost, these rules, contrary to the popular im- 
pression, figure in the operating cost for 1919 and do not account for 
the increase in maintenance of equipment of nearly $350,000,000 in 
1920. Furthermore. the features of these rules which have the most 
significance in dollars and cents have been approved by the Labor 
Board. In some respects the Labor Board has ordered changes which 
will result in substantial savings, but far short of what the public 
has been led by the widespread discussion and criticism to expect, 
especially because many of the things most extensively discussed 
consist of extreme cases which represent a very small percentage of 
the operating cost. 

I shall discuss this national agreement at greater length on an- 
other occasion. I mention it here simply to illustrate the state of 
mind which is so attracted by misleading and fragmentary retro- 
spection concerning federal control as to be drawn away from a study 
with due perspective and balance of the great question as to how 
——r billion dollars it is going to cost to operate the railroads in the 
uture. 

_ But while the state of mind has not been favorable to an analysis 
bringing out the real bearing of existing conditions upon the pros- 
pective cost of railroad operations, an equally great difficulty con- 
fronts us on account of the facts themselves, since they involve so 
many fluctuations as almost to defy intelligent comparison of railroad 
operations. Prior to the war it was possible to make very useful 
comparison of results month by month with the corresponding month 
of the preceding years. But this has become largely impracticable 
at present, and indeed the comparison of one year with another is 
so affected by sudden and fundamental changes largely influencing 


at 2 aaa costs that the utility of the comparisons is seriously im- 
paired. 


Mr. Hines then made brief mention of “some of these ab- 

normal fluctuations” in 1918, 1919, 1920 and 1921, referring to 
the congestion of traffic and severe weather early in 1918; the 
general increase in wages retroactive to January 1, 1918; the 
increase in freight rates and passenger fares in June, 1918; 
the general increase in wages of the shop crafts retroactive to 
January 1, 1918; other wage readjustments; the slump in busi- 
ness after the armistice; wage readjustments in 1919; bituminous 
coal miners’ strike in November, 1919; bad weather in 1920; 
the unauthorized switchmen’s strike in 1920; the increase in 
rages effective May 1, 1920; the increase in rates and fares 
under Ex Parte 74; the slump in business at the end of 1920; 
the continuance of the slump in 1921; the reduction in wages 
effective July 1, 1921, and the curtailment of maintenance by 
the railroads in 1921. 

“In view of such kaleidoscopic railroad conditions in the 
last four years,” he continued, “it is far more difficult than ever 
to form an idea as to the railroad situation. The factors have 
been @ normal, rapidly fluctuating, and almost hopelessly be- 
cloudifig.” 

The financial results of the operation of the roads in the 
four years under discussion, that is, up to November 1, 1921, 
were then given by Mr. Hines, his figures having been taken 
from the testimony of L. E. Wettling, statistician for the rail- 
roads, before the Senate committee in the Cummins investiga- 
tion, and from the Commission’s reports for 1921. 

He stressed the point that, in considering the first ten 
months of 1921 and the corresponding period of 1920, it was 
particularly important to bear in mind that maintenance ex- 
penses had been reduced $473,269,000 in the 1921 period, as 
compared with the 1920 period. 

“In view of such results during the last four years and of 
the extraordinary and fluctuating conditions I have mentioned, 
as well as others not mentioned,” said he, “and some of which 
doubtless have not been adequately investigated, the effort to 


forecast the future on the basis of the present railroad situation 
is almost hopelessly baffling.” 


Referring to the fact that business had been below normal 
in 1921, he said the change in rates under Ex Parte 74 made 
it exceedingly difficult to deduce from the operating revenues 
the change in the volume of business. Continuing, he said: 


But the freight loading is more suggestive. Throughout 1921, 
almost without exception, the freight loaded per week has been at 
least from 100,000 to 150,000 carloads less than in the corresponding 
weeks of 1920. The average decrease has been perhaps 12 per cent 
or 14 per cent for the year. For two weeks in October, 1921, the 
loading approached within 50,000 carloads of last year, but then began 
to drop and has kept about 100,000 carloads per week below the 
rapidly dropping traffic of last year. Indeed in recent weeks the 
loading has been less than it was in corresponding weeks of 1919 
during the coal strike or in 1918 following the armistice. It seems a 
reasonably safe assumption that a return of railroad prosperity can- 
not be expected until there shall be a substantial increase in the 
volume of traffic, and that meantime every practicable economy is 
imperative. 

But even with a return to normal traffic, the greatest concern 
must continue to be felt as to the operating expenses, and this is 
particularly true because of the strong pressure which will continue 
to be manifested for the reduction of rates. 

A comprehensive and impartial study of the probable cost of op- 
eration on the basis of the factors as they now exist would contribute 
greatly to an understanding of the railroad situation. I hope that the 
Interstate Commerce Commission will have occasion to consider the 
practicability and advisability of undertaking such a study for the 
class I railroads in connection with the pending general rate investi- 
gation. Such a study should, of course, allow for the savings esti- 
mated to result from the modifications which the Labor Board is 
making in the rules and working conditions, and should also allow 
for a normal and proper program for maintenance, both of way and 
structures and of equipment. While no such study could be con- 
clusive, it would substantially clarify the present state of knowledge 
on the subject. 

I believe such a study would be exceedingly useful, although its 
effect may later be modified by the results of the current efforts by 
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the railroad companies to secure further reductions in wages. Doubt- 
less these_efforts will eventually go to the Labor Board for decision. 
But even if the Labor Board should decide in favor of substantial 
wage reductions, I do not believe such a decision will be a solution 
of the great problem of heavy operating cost, because I have no 
doubt that wages of railroad employes, even after any probable re- 
duction, and also the cost of fuel and other supplies and materials, 
will still be very much above the prewar level, and the railroad com- 
panies and the public will still be confronted with the necessity of 
finding new ways to reduce the cost of operation. ; 

In considering the present railroad operating cost, it is important 
to remember that the heavy increase in labor cost is probably par- 
ticularly burdensome in the maintenance work and in the terminal 
part of transportation work, and it seems to be these very branches 
of railroad operating cost where less progress has been made in de- 
veloping labor saving methods, and where additional basic statistics 
would be most useful. 

Indeed the question arises whether sufficient attention has been 
paid to the problems of securing both as to terminal service and as to 
maintenance service the maximum output for the expenditure made. 
Great stress has been placed by railroad managers and by the public 
on the increased efficiency obtained from increasing the trainload. 
It is, of course, true that an increase in the trainload tends to obtain 
more ton miles for the material and labor expended directly or in- 
directly in the hauling of the train. But a mere increase in the 
trainload does not secure in return for the material and labor ex- 
pended in terminal and maintenance work more units of terminal 
service or of maintenance service. I believe that the present rail- 
road situation demands, especially in view of the substantial increase 
in the cost of labor, that there should be concentrated upon terminal 
work and upon maintenance work an amount of attention correspond- 
ing to that which has been concentrated in the past on increasing 
the trainload, both in ascertaining and analyzing the facts as to 
existing methods and results and in devising ways and means to 
secure improved results. If we assume that the cost of transportation 
absorbs about 50 per cent of the total operating cost probably two- 
fifths thereof should be attributed to the treminal cost as dis- 
tinguished from the road cost, and if so, about 20 per cent of the 
total operating expenses should be regarded as representing terminal 
expenses. If, then, we assume that the maintenance of equipment 
and maintenance of way and structures together absorb about 45 
per cent of the total operating cost, it follows (and these percentages 
are purely tentative and suggestive) that about 65 per cent of the 
total operating cost relates to terminal and maintenance work and 
only about 30 per cent relates to road transportation. It is true that 
the favorable influence of improvement in the trainload is not con- 
fined to the 30 per cent representing road transportation cost, but 
tends also to diminish the cost per ton mile of the terminal and main- 
tenance work (unless—and this is a point which may be overlooked 
at times—the increase in the trainload leads to an offsetting increase 
in the terminal or maintenance cost). But it is also true that it is 
of supreme importance that new methods be devised to the end that 
the necessary maintenance and terminal work, now costing approxi- 
mately 65 per cent of the total operating expenses, shall be obtained 
more economically. 

But however much may be secured through operating economies 
of the sort I have mentioned, I am convinced that the people of this 
country will insist also on additional economies being secured through 
the greater unification of railroad facilities. I do not believe the 
public is going to be willing to pay the price involved in maintaining 
so many different railroad companies, so many different terminal or- 
ganizations, and so many different owerships of railroad equipment. 
The public is going to realize by degrees that, without sacrificing 
anything of real value in a competitive way, it can save an important 
owt of the heavy cost of railroad operation by forcing further unifi- 
cations. 

The transportation act of 1920 provides that the Interstate Com- 
merce Commission shall adopt a plan for voluntary consolidation of 
the railroads. I believe this is a useful first step, but I believe event- 
ually there will probably have to be a compulsory consolidation into 
a few large systems. Meanwhile I believe the terminals ought to be 
more fully consolidated and that there ought to be speedily developed 
a plan for the common ownership of freight cars, and I believe methods 
= and should be found for overcoming the admitted difficulties in 

e way. 

To recapitulate my impressions as to the present railroad situa- 
tion, the difficulties of accurate appraisal are far greater now than 
ever before in our history, but it is safe to conclude that, even with 
a normal traffic. ways must be found to reduce the heavy operating 
costs so as to reduce rates and still leave the railroads with an 
adequate return and the opportunity to build up adequate reserves. 
The new operating burdens which confront the railroads must be met 
by new remedies, and I believe these remedies will be partly found 
if as much attention and planning are concentrated upon terminal 
work and maintenance work as have heretofore been concentrated on 
increasing the trainload, and I believe, further, that a highly im- 
portant part of these economies can and must be found in the con- 
solidation of terminals, the common ownership of freight cars, and 
eventually in the consolidation of the railroads themselves into a 
very small number of large systems. 


LOUISIANA RATE ARGUMENT 


The Trafic World Washington Bureau 


On the ground that there is nothing on which they can 
operate, the Louisiana Public Service Commission has asked the 
federal Commission to vacate its orders of August 12, 1920, and 
August 11, 1920, in the three Natchez Chamber of Commerce 
cases, Nos. 8845, 8920, and 9036. In his arguments for such ac- 
tion, Wylie M. Barrow, assistant attorney-general for Louisiana 
and counsel for the public service body, claimed that because the 
Louisiana regulating body, by a general order dated October 26, 
1921, adopted the rates prescribed by the federal body, the juris- 
diction of the latter over intrastate rates came to an end. He 
said that by reason of the action of the Louisiana commission, 
the rates in effect in western Louisiana, against which the com- 
plaints in the three Natchez cases were directed, are on the 
same level as interstate rates, the jurisdiction of the Commission, 
which is limited to a removal of unjust discrimination against 
interstate commerce, the federal body is without authority to 
continue its order. 

As precedent for what he asked, Barrow called attention to 
the fact that the Commission, as a result of arguments made 
June 8, 1921, vacated its order of May 9, 1921, under which it 
had extended, “until the further order of the Commission,” its 
order of January 16, 1919. 
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Gulf Line 


DIRECT SERVICE 


BETWEEN 
NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


SS OSAGE .... . Second half January—From the Gulf 
SS ALVARADO ... First half February— ‘ ‘6 
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SS REDHOOK . Last Half December— ‘“‘ om * 
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THE STEELE STEAMSHIP LINES, Incorporated 


GENERAL GULF AGENTS 


630 Common St., New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 50 Broad St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 


Pacific Mail Steamship Co. 


PASSENGER AND FREIGHT SERVICES 


SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL ROUTE” 


Direct Passenger and Express-Freight Service between San Francisco, 
Los Angeles and New York 


Calling at Manzanillo, Mexico, San Jose de Guatemala, La Libertad, 
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S.S. Columbia sails from Baltimore January 12th 
(Thereafter future sailings from New York) 


S.S. Venezuela sails from New York February 8th 
S.S.*Ecuador sails from San Francisco January 28th 
and approximately every 18 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 


PANAMA SERVICE 
San Francisco to Mexico, Central America and Canal Zone 
Sailings approximately every twenty-two days 


General Offices: 508 California Street, San Francisco 
10 Hanover Square, N. Y. Continental Building, Baltimore 


“The Sunshine Belt to the Orient” 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
anila, Hongkong 

Passenger and freight sailings by new and luxurious U. S. Ship- 

ping Board 21, 100-ton displacement, 1714-knot, steamers: S. S. 

Golden State (January 14th); S. S. Empire State (February 

7th); S. S. Hoosier State (March 4th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, 
Singapore, Colombo, Calcutta 
Passenger and Freight sailings by new and commodious U. S. 
Shipping Board steamers: S. S. Wolverine State (January 
19th); S. S. Creole State; S. S. Granite State. 


Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CoO. 
508 California St., San Francisco 
10 Hanover Square, N. Y Continental Building, Baltimore 


anaging Agents: U.S. Shipping Board 








THE TRAFFIC WORLD 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Colorado Building, Washington, D. C. 


Delay Caused by Strike—Liability of Carrier 


Maryland.—Question: A shipment of fertilizer (a seasonable 
commodity) was shipped from one of our factories to a point 
about 200 miles away. After this shipment was accepted it 
seems that a strike of the switchmen followed and the shipment 
of fertilizer did not reach destination until 30 days after shipping 
date. This, of course, made the goods of no value to the con- 
signee at destination, as they had no use for same, and we were 
obliged to have the car returned to our factory. 

We did not ask the carrier handling this shipment to assume 
our loss in this sale on account of delayed service, nor did we 
ask them to assume transportation charges both ways, but we 
merely asked them to assume the return transportation charges, 
which they refused to do, claiming that they were not responsible 
on account of the strike which had occurred. Kindly let us have 
your opinion regarding this matter and whether we can legally 
obtain the return charges on this shipment. 

Answer: A strike, unless of such a character that neither 
the railroad nor the civil authorities, when called upon, could 
control, is not an excuse upon which the carrier may rely for a 
defense to a claim for damages resulting from unreasonable 
delay in the transportation of goods by the carrier. 

For unreasonable delay in the transportation of goods the 
shipper is entitled to recover the difference between the market 
value of the goods at the time and place at which delivery should 
have been made and their market value when delivery was 
actually made. 

The carrier, if liable for the delay, should be willing to re- 
fund the transportation charges, if not in excess of its liability 
under the rule for ascertaining the amount of damages in such 
cases, set forth above, as a compromise settlement, but, of 
course, cannot be compelled to do so. 


Interest on Loss and Damage Claims Covering Shipments Moving 
During Federal Control 


Illinois—Question: Several shipments of cotton piece goods 
consigned to us arrived in Chicago and were loaded in trap cars 
and reconsigned to our siding on the “Q.” Upon arrival we 
detected the damage the goods had suffered and had an inspection 
made before shipment was unloaded. Therefore, owing to this 
evidence and other information that we gave the carriers in 
support of our claim, we feel that the investigation and settle- 
ment should not have taken more than sixty to ninety days. 

However, as this shipment moved during Federal control, 
the claim was referred to the Regional Counsel and finally set- 
tled fifteen months after it was first presented, Owing to this 
unreasonable delay we filed a claim for interest, but the carriers, 
the Regional Counsel and, last, the Director General, have turned 
down our claim on the grounds that the policy is not adopted to 
pay any interest on loss or damage claims. 

It appears to me that the carriers have made exception to 
this rule some time or other, and I would appreciate your ad- 
vising me in this connection. 

Answer: It is not, we understand, the policy of the Rail- 
road Administration to voluntarily pay interest on claims for 
loss or damage, and therefore in order to recover interest on your 
claim you must file suit therefor. 

Whether or not interest could be recovered through suit de- 
pends upon the decisions of the courts of the state in which the 
suit is filed with respect to the allowances of interest, as the 
decisions of the various states are not entirely uniform in their 
holdings on the question. 


Liability of Carrier for Negligence in Routing Shipment 

Ohio.—Question: Some time ago we received an order from 
a Cleveland customer for 5 cans of our grade No. 2 mustard. 
Through error on the part of our shipping department we shipped 
this customer 5 cans of our grade No. 1 mustard, worth approx- 
imately twice as much as the inferior grade ordered. The error 
was discovered the following day and local freight agent was 
immediately notified. He succeeded in communicating with des- 
tination agent by telephone prior to delivery of the shipment 
and requested that shipment be returned to shipper. Having 
received advice that delivery of original shipment had been 
stopped, we then made shipment of the goods ordered. We were 
surprised to receive a few days later what was intended to be 
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the return of our first shipment, but which in reality consisted 
of ohne can of grade No. 1 and 4 cans of grade No. 2 mustard. 
It will be seen, therefore, that agent at Cleveland confused these 
two shipments and sent back four cans of our second shipment 
and only one of the first. We so advised the railroad company 
at once, but in the meantime the consignee had disposed of the 
goods, not knowing that he was selling a first-class product at an 
inferior price. 

We would like to have you advise if we have a just claim 
against the carrier for the difference in value of the two ship- 
ments, bearing in mind that the railroad company had no way of 
discriminating between the two shipments other than the fact 
that they moved one day apart. 

Answer: The carrier having undertaken to return the ship- 
ment in compliance with your instructions, should, in our opinion, 
pay the amount of your loss caused by its negligence in perform- 
ing the same. 


Damages—Delay in Transit 


New York.—Question: On November 10 we shipped a carload 
of Portland cement to a customer at Blank, R. I. Our bill of 
lading was correctly drawn up and we have ascertained that 
the car was correctly billed from point of origin. However, 
through some error on the part of the carrier, car finally reached 
Blank, Mass. The agent at the latter destination, unable to find 
the consignee, wired us on November 23, and we ordered the 
car reforwarded to correct destination, Blank, R. I., where it was 
delivered on November 26. In the meanwhile our customer had 
already paid for this consignment on November 20, taking the 
discount at the end of the 10 day period and stating that the 
car had not yet arrived. On November 22 there was general 
reduction on Portland cement of 15 cents per barrel and we 
were forced to send our customer a check for this amount. We 
feel that the carrier should reimburse us for the amount of this 
credit, as there had been ample time for the car to reach des- 
tination, be unloaded and turned over by our customer before 
the reduction in price. Is there any ruling or precedent estab- 
lished that would support our claim? 

Answer: For unreasonable delay in the transportation of 
goods the shipper is entitled to the difference between the mar- 
ket value of the goods at destination at the time of arrival and 
that at the time the goods should have arrived in the usual course 
of transportation. 

Assuming that, under the terms of your contract of sale, you 
were legally bound to refund the 15 cents per barrel to your cus- 
tomer, and that the price you received, after deducting the gen- 
eral reduction of 15 cents per barrel, represents the market value 


of the goods at time of arrival, the carrier should pay your claim 
in the amount thereof. 


Freight Charges—Liability of Consignor for 


Illinois —Question: On April 18, 1918, the L. & G. Manu- 
facturing Company made a shipment for the account of the 
C. W. Company, consigned to a United States naval training sta- 
tion. Shipment in question moved on collect billing and the 
consignee refused to pay the charges, stating that shipment 
should have been sent to them prepaid Carriers have taken the 
matter up with the shipper, the L. & G. Manufacturing Company, 
who advised that, inasmuch as shipment was made for the 
account of the C. W. Company, carriers should look to the C. W. 
Company for any payment of charges. 

Since the shipment was made we took over the business of 
the C. W. Company, and now we are presented with a frright bill 
for this shipment which is now more than two and one-half years 
old. We realize that carriers are compelled to collect all freight 
charges, but we do not believe that we should be held responsible 
at this late date, considering the facts as already noted. 

We have been unable to find any cases of this character in 
your issues and we would thank you to advise us as to the 
carrier’s legal right in demanding this payment; also advise us 
as to the statute of limitations covering this particular case and, 
if possible, kindly quote some decisions on cases similar to this. 

Answer: The consignor, as the party with whom the con- 
tract of shipment was made, is primarily liable for the payment 
of the freight charges, notwithstanding the delivery of the goods 
to the consignee without payment of the freight charges. 

Paragraph 3 of section 16 of the interstate commerce act 
now provides that all actions by a carrier for the recovery of 
all or any part of its freight charges shall be begun within three 
years after delivery of the property, but under the construction 
usually given such statutes this provision of the act has no retro- 
active effect and therefore a suit for charges may be begun by 
the carrier within the period of limitations fixed by the state 
statute in which suit is brought, but not later than three years 
from the date of the enactment of the provision now carried in 
the interstate commerce act, namely, March 1, 1920. 


ST. LOUIS TERMINAL BONDS 
The Terminal Railroad Association of St. Louis has applied 
to the Commission for authority to sell $65,000 of par value 
general mortgage 4 per cent bonds which have been tendered 
and accepted at face value in payment for real estate bought by 
the company in St. Louis. 
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REGULAR SERVICES 
FREIGHT and PASSENGER 
Between 


MONTREAL PHILADELPHIA 
BOSTON PORTLAND, ME. 


and 


NEW YORK 
BALTIMORE 
Moret ‘OWN ANTWERP BRISTOL 

YMOUTH HAMBURG GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG SOUTHAMPTON DANZIG 

LEVANT 
Import and Export Freight Shipments Solicited 


COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 





Loose-Leaf Traffic Law Service 


on the 
Federal Regulation of Interstate Commerce and Common Carriers 







SS CHAPTERS embracing every phase of INTERSTATE COMMERCE COMMISSION JURISDICTION. 
Each chapter complete with ANALYSIS — SUBJECT -MATTER — INDEX — TABLE OF CASES 
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The binder never contains obsolete matter 


Traffic Law Service consists of three important component parts: 


(1) A loose-leaf work of living transportation law, always 
up-to-date. 

(2) The service of keeping the loose-leaf work current by 
amendatory and supplementary pages to meet the con- 
stant changes in and development of the subject. 

(3) Expert Consultation Services, which include the rendering 
of opinions on all matters within the limits of the subject. 


Prices and Terms 


PLAN 1: The loose-leaf work and the service of keeping the same 
current for one year by amendments and supplements, at a price of 
$100 less 5% for cash, or else an initial payment of $10 and the bal- 
ance at $7.50 per month. Renewal cost after first year, $25 per 
annum, optional with subscriber. 

PLAN 2: The loose-leaf work and the continuation service as set 
forth in Plan 1, together with Consultation Privileges for one year, 
at a price of $150 less 5% for cash, or else an initial payment of $25 
Sise of page, 7 3-4 x 10 3-4 in. and the balance at $10 per month. Renewal cost after first year, $50 
Russia leather binder. Steel expansion poste. | per annum, optional with subscriber. 










LOOSE-LEAF TRAFFIC LAW SERVICE will be forwarded for examination and soy: sted without obligation eaten er. An 

examination of this work, especially a review of such chapte' ers as “Limitation Carrier’ jer’s Liabilit: “Freight 

Rates and Charges,” “Freight Tariffs or Rate Schedules,” Leng andithers Saul Clause,” etc., will afford you the 
t opportunity to judge of the value of this Service. 









Transportation law _is distributed throughout thousands of volumes of decisions of the Interstate Commerce Commission and 
Federal and State oe A working library on this subject costs a of dollars, together with the great cost of main- 
tenance. TRAFFIC LAW SERVI Ick is the only compact, comprehensive, and up-to-date work on this subject wherein 
the law on every a berae bn is fully stated in an aatuceheniee a manner. 


TRAFFIC LAW SERVICE analyzes each case from its inception before the Interstate Commerce Commission, or trial Court, to 
its disposition by the United States Supreme Court, or other appellate authority 


ee 
The merits of TRAFFIC LAW SERVICE stand proved. It is the authority for the law governing all transportation problems. 
Daily access to FRAFFIC LAW SERVICE would ne of material assistance in the adjustment of rate, claim, and reparation 
matters at a great saving of time, labor, and money. 


TRAFFIC LAW SERVICE CORPORATION, =.ziSsiiz sce: CHICAGO, ILL. 


Write at once for FREE DESCRIPTIVE LITERATURE, using firm letter-head 





Fortnightly 
Sailings 





NAWSCO LINES 





PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 








General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


MEXICO 
Exporters, Attention! 
Port of Laredo Cleared 


Through the splendid cooperation of the Nationa} 
Lines of Mexico, freight congestion, at this port 
has been entirely relieved and we are now pre- 
pared to render service of the highest efficiency. 


Route your merchandise for reforwarding via our 


PACKAGE CARS 


FIVE to SIX DAY SERVICE to MEXICO CITY 


















Camphuis & Company, Inc. . 


Forwarding Agents 
LAREDO .. . TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


OFFICES: 
Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps. Juarez, Chih. 
Piedras Negras, Coah. Mexico City Monterrey, N. L. 


Write us for fall particulars and request 
@ copy of our shipping instructions. 


100 A-1 Steel 
Steamers 


FAST REGULAR INTERCOASTAL FREIGHT SERVICE 


BOSTON, MASS. 
PHILADELPHIA, PA. and 
PORTLAND, ME. 


SAN DIEGO 
LOS ANGELES 
SAN FRANCISCO 


OAKLAND 
ASTORIA 
PORTLAND 


SEATTLE 
TACOMA 
VANCOUVER 


Through Bills-of-Lading to Hawaiian Islands and the Far East 


NORTH ATLANTIC AND WESTERN STEAMSHIP COMPANY 


Owners and Operators U.S. Shipping Board Ships 


136 South 4th Street, Philadelphia 
98 Exchange Street, Portland 


111 Summer Street, Boston 
2 Stone Street, New York 


601 Bessemer Building, Pittsburgh 
142 South Clark Street, Chicago 


or, ADMIRAL LINE, Pacific Coast Ports 
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CLEVELAND BODY ASKS LOWER RATES 


The Cleveland Chamber of Commerce, through its board of 
directors, has adopted and circulated an outline of the position 
they fill take at the general rate investigation, January 9. An 
immediate general reduction in rates, on a horizontal basis, is 
demanded, on the theory that operating expenses have been 
decreased sufficiently to warrant such a reduction and because 


it is believed a heavier traffic and larger earnings will result. 
The outline is as follows: 


Since the decision of the Commission in Ex Parte 74, establishing 
the present level of rates, there have been material reductions in 
wages, approximating 12 per cent, under awards of the Labor Board; 
there has been a readjustment of working conditions certain to result 
in lower expenditures for employment and further reductions in the 
labor bill of the railroads are anticipated both from a lower wage 
scale and from the dismissal by the carriers of a large number of 
employes. There have been, also, very considerable decreases in the 
cost of materials purchased by the railroads during the last twelve 
months. Manifestly because of these conditions lower rates should 
now earn for the carriers a return equal to that anticipated under 
Ex Parte 74. 

Furthermore, it is the general feeling throughout the country that 
improved economic and industrial conditions would be inspired by a 
general reduction in railroad rates, and it is our belief that such a re- 
duction is warranted in anticipation both of further economies and 
wage reductions on the part of the carriers and of increased earnings 
due to larger traffic which would be the probable result of the stimu- 
lation produced by these lower rates. 

Inasmuch as the increases of rates have been horizontal and ap- 
plied to all classes of traffic and articles of transportation, it is the 
feeling of our body that a reduction such as we believe is now war- 
ranted should also be of general application and that as the penalty 
of the increased rates was general in character, so should the benefit 
of a reduction be generally distributed. 

Our body is not in a position to offer a definite suggestion as to 
the measure of the reduction which should be made, feeling that this 
is a matter which is the province of the Commission to discover, and 
we are confident that, in deciding upon the amount of any reduction 
to be ordered, the Commission will consider and conserve the car- 
riers’ revenues so that adequate service and facilities may be main- 


tained, and provision be made for the expansion of the country’s 
business. 


CANADIAN RATE REDUCTION 


General Order No. 350 of the Board of Railway Commis- 
sioners of Canada, which ordered a 10 per cent reduction in 
freight rates and the reduction of sleeping and parlor car rates 
to a basis 25 per cent over the rates of September 13, 1920, 
the reductions to be effective December 1, 1921, was promulgated 
on the recommendation of Chief Commissioner F. B. Carvell, 
who presided over an informal conference last August, at which 
the Canadian roads and the board met to discuss rates and fares. 

Although the railroads generally contended that they could 
not stand a reduction, Chief Commissioner Carvell, after analyz- 
ing their figures, arrived at the conclusion in his recommenda- 
tion, that on the improved showing of the past few months, a 
substantial reduction could be made. He said, in part: 


I think that instead of showing a deficit of $1,100,000, they (the 
Canadian Pacific) will have a substantial surplus after meeting all 
dividend requirements and, of course, fixed charges, pensions and 
income tax. If I am correct in this estimate, then there should be 
a reduction in rates, because the public is entitled to every cent of a 
reduction in rates which is possible under existing circumstances. A 
year ago this board gave the railroads a percentage increase in rates 
on all traffic excepting a few items hereinafter referred to, such as 
sand, gravel, crushed stone, etc., and they were given, at least by 
me, under the firm conviction of absolute necessity, with the hope 
that some time in the near future rates might be brought back to 
the same basis subject to a few special reductions which the railway 
companies would like to make for any reason which to them may 
seem proper. As they have already made very considerable reduc- 
tions, which I have particularly referred to, I think they could stand 
a 10 per cent reduction on the remainder of their freight traffic and 
still pay their dividends. 

I, therefore, think an order should issue instructing all steam 
railway companies in Canada, under the jurisdiction of the board, to 
file tariffs reducing the fares on their sleeping Pullman and parlor 
cars by 25 per cent, not 25 per cent from existing rates, but, going 
back to 1920, when they were given an increase of 50 per cent, it 
should now be figured on an increase of that date of 25 per cent. 
This, I am sure, will produce more money at the end of the year for 
the railway companies than they could possibly earn under present 
rates, because, as before stated, I am satisfied that these rates are 
so high that they are preventing much traffic which otherwise they 
would obtain. That all freight rates other than those on which de- 
creases have already been made and also those hereinafter especially 
provided for, should be decreased by 10 per cent from the increases 
given in 1920, which would leave the increase in western Canada at 20 
per cent and in eastern Canada at 25 per cent. In cases where the 
reductions already granted have not amounted to 10 per cent they 
should be reduced to that point; where they exceed 10 per cent they 
will remain as at present. There will be no reductions on crushed 
stone, sand and gravel, cord wood, slabs, edgings and saw mill refuse 
when used exclusively for fuel, and milk, as no increases were given 
on these commodities by the 1920 order. There should be no reduc- 
tion on coal because the increases on this commodity in no cases 
exceeded 20 cents per ton and were graduated down to 15 and 10 
cents per ton according to distance. There should be no decrease in 
the minimum class rates now in force by order of this board or in 
the minimum charge per shipment, as these were not increased a 
year ago. There will be no decrease in commutation or passenger 
fares, because passenger fares are now back to where they were in 
1920, and commutation fares have been dealt with by a special order 
of this board. The decrease hereby authorized shall be only for line 
hauls and shall not affect local switching rates, tolls for interswitch- 
ing, or such incidental services as milling in transit, diversions, recon- 
signments, stop-overs, demurrage, weighing .and the like, as they 
were not dealt with in the 1920 order. In arriving at these decreases, 
existing spreads between the rates from various mills in British 
Columbia shall be maintained, the same as provided for in the order 
of 1920, and, of course, the export rates will not be affected by this 
order, as they were subject of a special order of the board. 
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The order in presuance to the above recommendation was 
issued as follows: 


It is ordered that the railway companies operating steam railways 
subject to the jurisdiction of the board file tariffs, effective December 
1, 1921, providing for the following reductions in domestic freight 
rates within Canada, excepting transcontinental commodity rates 
(hereinafter mentioned) and rates on coal, crushed stone, sand and 
gravel, as follows: 

(a) In the territory east of and including Westfort, Fort William 
and Port Arthur, Ont., rates based upon 25 per cent over the rates in 
effect prior to September 13. 1920. 

_ (b) In the territory west of and including Port Arthur, Fort Wil- 
liam_ and Westfort, Ont., rates based upon 20 per cent over the rates 
in effect prior to September 13, 1920. 

(c) On through rates between eastern and western territories the 
above named percentages shall apply to the eastern and western 
factors respectively. 


(d) Recognized differentials in commodity rates to be preserved as 
far as possible. _ 

(e) Transcontinental commodity rates shall be constructed on the 
basis of an increase of 23% per cent over the rates in effect prior 
to September 13, 1920. 

That sleeping and parlor car rates be reduced to the basis of 
25 per cent over the rates in effect prior to September 13, 1920. 

Provided that no rates at present in effect be increased under 
the provisions of this general order. 

That the ordes® shall not apply to the minimum class scale es- 
tablished by order in council P. C. 1863, nor to switching rates and 
charges for special services, such as milling-in-transit, stopover de- 
murrage and weighing. 


That, in working out the rates authorized under this order, 


_— be disposed of as set out in the said order in Council P. C, 


On November 26 the order was amended as follows: 


(f) That rates on cordwood, slabs, edgings, and mill refuse for 
fuel purposes, be restored to the basis in effect prior to September 


13, 1920. 
COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 

“Coal production declined again during the week ended De- 
cember 17, and established a new low record for the season this 
year,” the Geological Survey said in its current coal report. “The 
total output of bituminous coal was 7,046,000 net tons and the 
average per working day, 1,174,000 tons. The lowest daily aver- 
age in any December of the past eight years, the period over 
which records of current output extend, was 1,379,000 tons in 1914. 

“Expressing the same idea in different terms, it may be noted 
that the present production is at the rate of only 362,000,000 tons 
a year. The latest year in which the country’s needs were met 
with so small an amount was 1908. This fact is the more extra- 
ordinary when it is remembered that December is ordinarily a 
month of maximum output, and that the country’s normal re- 
quirements have increased by 175,000,000 tons since 1908. 

“The lake season is over, and the seaborne export trade is 
very dull, but these facts alone do not account for the decrease 
in output. It is evident that coal is flowing rapidly out of storage, 
for 7,000,000 tons a week is insufficient to meet current consump- 
tion. 

“Final reports from the Ore and Coal Exchange indicate that 
the total quantity of bituminous coal handled at Lake ports in the 
season of 1921 was 23,171,449 net tons. Three-quarters of a mil- 
lion tons (759,069 tons) were used for vessel fuel. The cargo 
shipments totalled 22,412,480 tons, almost exactly the same figure 
as that for 1920. In comparison with 1919 the present season has 
shown a slight increase. It was, however, nearly 6,000,000 tons 
below 1918. 

“The season of 1921 has resembled 1919 in many respects but 
in none more than in the destination of the coal shipped up the 
Lakes. The tonnages and the relative proportion moving to 
American and Canadian points have been almost exactly the same 
as in that year. As before, 79 per cent of the total forwarded 
went to American ports, and 21 per cent to Canadian ports. Per- 
haps the most significant shift in distribution was an increase of 
half a million tons in the quantity moving to American destina- 
tions on Lake Superior, which was compensated for by a de 
crease of like amount in shipments to Lake Michigan. : 

“An increase in tonnage handled at Hampton Roads piers 
during the week ended December 17 was due to recovery in coast- 
wise shipments rather than to any revival of the export trade. 
The total quantity dumped is reported at 294,540 net tons, an in- 
crease of 35 per cent. Cargo coal consigned to New England 
ports rose from 134,476 to 197,705 tons. Exports were reported 
to be 39,595 tons, barely equal to the daily rate in the year 1920. 


EXPORT COAL RATE CONFERENCE 


The Trafic World Washington Bureau 


The disagreement between the coal men and other members 
of the committee dealing with the export coal rate situation, 4 
disclosed after a meeting of that committee, December 22, was 
unexplained and seemed inexplicable. There was no doubt but 
that the coal men believed that the meeting disclosed, as a fact, 
a determination on the part of the railroads to adhere to theif 
previously announced position of refusing to make the suggested 
dollar a ton reduction. 7 

It was equally certain that other members of the committee 
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DALLAS,TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 


North China 


* 
Line 
Columbia Pacific Shipping Company 


Regular Direct Freight Service Without Transhipment 
PORTLAND, OREGON 


Yokohama, Kobe, Shanghai, Tsingtao, Tientsin 
(Taku Bar), Chinwangtao, Dairen _ 


SS LAS VEGAS ...... an. 23 SS WEST NOMENTUM. Mar. 6 
SS EASTERN SAILOR . Feb.13 SS WEST KADER .. ..Mar. 27 


Shanghai, Manila and Hongkong 





We Specialize on Distribution and Storage 
of Merchandise of All Kinds 


OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


HOUSTON, TEXAS 
Binyon-O’Keefe Fireproof Stg. Co. 


The House of Real Service 


SS WEST KEATS .... Jan. 17 
SS WHER cwwccccc Feb. 17 
SS WEST CAYOTE .. . Mar. 17 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, Pukow, Nanking and other open 
Yangtze River Ports 


For information regarding Space, Rates, etc., apply to 
COLUMBIA PACIFIC SHIPPING CO., 44 Nyhitshall Street, 
UNITED AMERICAN LINES, INC., 327 South La Salle Street, 
R. T. JOHNS & COMPANY, INC., Cnn Building, 


hicago, 
Seattle, Washington 


COLUMBIA PACIFIC SHIPPING CO. 


GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 












MUSKOGEE, OKLA. | 


Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 







ROCHESTER, NEW YORK 


General Storage 


Carload Distribution 
Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 





BROOKLYN ‘‘PERSONAL SERVICE” NEW YORK 


MERCHANDISE STORAGE COMPANY, INC. LIGHTERAGE 


FOURTH AVENUE AND SIXTH STREET, BROOKLYN CILITIES 


INSIST ON CLEAN—DEPENDABLE—STANDARDIZED WAREHOUSING 


AND SELECT YOUR WAREHOUSEMAN AS YOU WOULD YOUR OWN BANKER 













GENERAL FREIGHT SERVICE ASSOCIATION 


(INCORPORATED) 
TRANSPORTATION AND TRAFFIC SPECIALISTS FOR SHIPPERS 


ST. LOUIS, MO. 


LONG DISTANCE TELEPHONE 
BELL-OLIVE 7418 


se eee. President 
- McGARRY, Vice-Pres. and Gen. Mgr. 


J. F. ROACH, Manager Demurrage Dept. 
re “RYAN, Traffic Manager 


ARTHUR E. HAID, Counsel 


-— 










OUR RAPIDLY INCREASING CLIENTELE HAS MADE IT NECESSARY FOR US TO LEASE LARGER OFFICES 
ON AND AFTER JANUARY 1, 1922, WE WILL BE LOCATED IN 
710-711-712 LACLEDE GAS LIGHT BUILDING 
ELEVENTH AND OLIVE STS., ST. LOUIS, MO. 


OUR STAFF OF EXPERTS ARE PREPARED TO HANDLE ANY OR ALL OF YOUR TRAFFIC PROBLEMS 
WRITE FOR DESCRIPTIVE CIRCULAR OF OUR COMPLETE SERVICE 
REFERENCE:—UNION STATION TRUST CO., ST. LOUIS, MO. 
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believed the committee meeting resulted in nothing more than 
the assembling of statistics prepared by the operators, the Ship- 
ping Board and the department of commerce, which were to be 
laid before the higher executives of the railroads in the hope 
that they would recede from their prior refusal to make the re- 
duction desired. Director Hardie, of the Commission’s bureau 
of traffic, who could occupy a perfectly neutral position in the 
matter, was positive in a declaration that the committee had not 
the power to make any decision, and that all it could and did 
do was to assemble the facts presented by the operators, the 
Shipping Board, and the department of commerce for communi- 
cation to the higher executives by Vice-President Whitaker of the 
Chesapeake & Ohio. 

Uncertainty as to what was really done in the committee 
meeting existed: because T. F. Farrell, the representative of the 
coal men on the committee, left the city almost immediately 
after the meeting. The report that the railroads had rejected 
the proposal for a reduction, rightly or wrongly, was attributed 
to him. Representatives of the various coal associations in 
Washington believed that the railroads had again declined to 
make the reduction, and the fact that they so believed was at- 
tributed to what Mr. Farrell had said. 

The members of the committee other than Mr. Farrell, it is 
known, understood, when the-meeting came to an end, that Mr. 
Whitaker would place before the higher railroad executives the 
memoranda that had been submitted thereat. It is also cer- 
tain that they believed that the higher executives would again 
go over the subject before the matter was closed. 

Members of the committee other than Messrs. Whitaker and 
Farrell received the impression that the railroads would be in- 
clined to make the reduction if the Commission would give them 
assurance that, in the event they made the reduction, the Com- 
mission would not consider it a precedent in any other move 
for the establishment or the lowering of export rates, or as a 
fact having any bearing upon the domestic coal rate adjustment. 


COAL TARIFFS SUSPENDED 


ihe Trafic World Washington Bureau 

By means of a suspension order in I. and S. 1460, promul- 
gated December 27, the Commisison stopped what looked like 
a riot over the adjustment made by it in its report on I. and S. 
No. 774, in comparison with which the commotion caused by 


Ford’s Detroit, Toledo & Ironton would never have been noticed. | 


By its order in I. and S. 1460, the Commission suspended sup- 
plements of the Chesapeake & Ohio and the Louisville & Nash- 
ville, effective January 19. The day the Commission announced 
the suspension of the supplements indicated, it received another 
supplement from the Louisville & Nashville, effective date Janu- 
ary 29, which, if allowed to become operative, probably would 
have intensified the disturbance to the dignity of a rate war of 
first magnitude 

Suspension of the tariffs was made upon protests from the 
New York Central, Pennsylvania, and Baltimore & Ohio. The 
suspension runs to April 24 and covers schedules published in 
supplements Nos. 6 and 7 to Chesapeake & Ohio Railway Com- 
pany tariff I. C. C. No. 8665, effective December 25, 1921, and 
Supplement No. 15 to Louisville & Nashville Railroad Company 
tariff I. C. C. No. A-14875, effective January 19, 1922. 

The suspended schedules, according to the Commission’s 
announcement, propose reductions in the rates on bituminous 
coal, carloads, from mines on the Chesapeake & Ohio and Louis- 
ville & Nashville Railroad stations to destinations on the South- 
ern Railway in Indiana and Illinois. The following shows the 
present and proposed rates in cents per net ton on bituminous 
coal, carloads, from Chesapeake & Ohio mines in the Kanawha 
and Big Sandy districts to destinations indicated: 

To Present Proposed 

Muren, Indiana 364 347 
Oakland City, Indiana ! 347 
Mt. Carmel, Illinois 347 


Centralia, Illinois 3 347 
Kast St. Louis, Illinois 


This imitation of Ford, on a large scale, was brought about 
by the desire of the Chesapeake & Ohio to place the mines on 
its rails on an equality with those on the Louisville & Nashville. 
The two roads come into competition for business in Indiana, 
Illinois and other middle western states, from the McRobeits- 
Jellico-Hazard fields or district on the Louisville & Nashville 
in eastern Kentucky, and the Big Sandy field on the Chesapeake 
& Ohio. A mountain separates the fields. 

In Ex Parte 74, the Chesapeake & Ohio was treated as be- 
ing in the eastern district and the Louisville & Nashville as 
being in the southern. Forty per cent added to the rates from 
mines. on the Chesapeake & Ohio put them at a decided disad- 
vantage with the mines on the Louisville & Nashville, on the 
other side of the mountain, because the L. & N.-could add only 
33% per cent to the rates from its mines. 

A short time ago the Chesapeake & Ohio made a move to- 
ward placing the mines on its rails east of the mountain on 
more nearly an equality with the Louisville & Nashville. In 
the mass of correspondence sent to the Commission it appears 
the Chesapeake & Ohio obtained the consent of the eastern dis- 
trict rate committee to the making of reductions from the Big 
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Sandy district. That much is not in dispute. The Chesapeake 
& Ohio, however, did not stop at the Big Sandy mines. It 
made readjusting reductions from the mines in all districts on 
its rails, so the Big Sandy would not have an advantage ove! 
competitors on the Chesapeake & Ohio. 

The eastern committee may have consented to what the 
Chesapeake & Ohio proposed, but the Louisville & Nashville 
did not. In effect it insisted upon the Chesapeake & Ohio 
taking advantage of its location, which, in this case, was a 
disadvantage brought about by the inclusion of its rails in the 
eastern or highest rated district. It met the move of the 
Chesapeake & Ohio by proposing a simultaneous reduction from 
the McRoberts district. 

When the Chesapeake & Ohio readjustment supplements, 
effective December 24, came out, the L. & N. felt constrained to 
file another supplement, effective January 19. It did that, accord- 
ing to its explanation, because the readjustment proposed by the 
Chesapeake & Ohio affected not merely the Big Sandy, but coy- 
ered other mines that compete with mines on the L. & N. 

The first moves were all confined to stations east of Prince- 
ton, Ind. By later supplements the whole of Indiana and Illinois 
stations on the Southern have become involved, including East 
St. Louis and stations in Iowa and Wisconsin, regardless of 
Princeton. 

Among the things the Chesapeake & Ohio supplements are 
said to do is to put destinations served from the Chesapeake & 
Ohio mines as much as 15 cents under the rates from Louisville 
& Nashville mines. Another effect was actually to put the Ohio 
mines, in which the Baltimore & Ohio and Pennsylvania are 
directly interested, 4 cents over rates from the mines in the 
Kanawha district in West Virginia, instead of 25 cents under, 
as the Commission, in I. and S. 774, said they should be. 

Reductions ranging from 17 to 66 cents are proposed in the 
supplements that have already been suspended. If permitted to 
become operative they would wipe out the greater part of the 
increase made by the carriers under permission granted in Ex 
Parte No. 74. 

The basis for the claims and counter claims is the adjust- 
ment which existed prior to Ex Parte 74. The varying per- 
centages of increase allowed in that case, together with the rule 
for disposing of fractions, resulted in making the Commission’s 
I. and S. 774 adjustment look like the proverbial cocked hat. 
So long as the demand for coal was greater than the supply the 
departures from the cents per ton relationship did not worry 
either the operators or the railroads. There was no trouble in 
selling all the coal that could be loaded. Now, however, five 
cents per ton looks almost as. big as-a mountain. Yet the rule 
for disposing of fractions is based on the assumption that it is 
so small that it can be disregarded. Inasmuch as the relation- 
ship ordained by I. and S. 774, in many cases, was represented 
by 10 or 15 cents per ton, the rule for disposing of fractions 
has become a thing of vital importance to both mine operators 
and railroads. The Louisville & Nashville is insisting upon 
maintenance of the relationship established by the rates allowed 
in Ex Parte 74, while the Chesapeake & Ohio is trying to get 
back, as nearly as possible, to the differentials that existed before 
Ex Parte No. 74. 


IRON ORE TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


The Commission, December 24, in I. and S. 1459, suspended, 
from December 27 to April 26, all the schedules in Erie I. C. C., 
Nos. A-6224-and A-6225 and Pennsylvania Railroad, I. C. C,, 
F-1346, naming rates on ex-lake iron ore, from Lorain, Toledo and 
Cleveland. The suspended schedules would have become effective 
December 27 but for the order of suspension. In effect, they 
would have continued the reduction made October 18 against 
which the lake front furnaces made so vigorous a protest that the 
Commission condemned the lowering of rates on ore, without be- 
stowing any attention at all on the fuel rates which enter largely 
into the cost of producing pig iron. 

The tariffs put on the suspension file were among the eal- 
liest filed for a continuance of the October reductions. Others 
proposed the re-filing of the reduced rates December 31. An 
order of suspension, pro forma, will have to be put against 
them, unless the carriers cancel them before that day. The 
carriers that did not get their continuance tariffs on the files 
early enough to give statutory notice were denied sixth section 
permission because they had given no attention to the fuel 
rates. 

Formal complaint is the only method left open for the Jake 
front furnace men if the Lehigh Valley and the Chesapeake & 
Ohio decline to cancel out their import rates, made effective 12 
September, and which are supposed to have precipitated the 
elimination of the Ex Parte 74 increase. 


OIL TARIFFS NOT SUSPENDED 


The Trafic World Washington Bureau 


The Commission has declined to suspend Kelly and C. F. A. 
individual lines tariffs, effective January 1, reducing joint local 
and proportional rates on petroleum and its products 3.5 cents 
per hundred pounds. Protests against them were made by the 
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They Roll Steadily Onward 


thru all kinds of weather—thru blinding, driving rains, thru cold 
icy sleet, and heavy, wet snows that tend to slow down traffic. 
Trains move slower, lines become blocked quicker, and repairs pile 
up and take longer to make under such trying weather conditions. 


; PENNSYLVANIA” TANK CARS stand out—alone—at these 

times. Quality materials and high-class workmanship now prove 
their worth. They stay out of glutted repair shops—ready to 
move on to their appointed destination. 


And once again built-in strength and sturdy staunchness demon- 
strate the practical utility of the “Pennsylvania” Tank Car—the 
ability to stand up and come thru under all conditions of 


Weather and Wear. 
“After All, Service Counts’’ 


The Pennsylvania Tank Car Company 
Sharon, Pa. 












New York St.Louis Houston Tampico San Francisco 


“Pennsylvania Tank Cars are used by Leaders of Ind 
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Standard Oil Company of New York, the Sun Company and the 
Mexican Petroleum Company, on the ground that the reduction 
would cause discriminations against them. 


discrimination, they said, would result because, while 
Central Freight Association refiners will be able to ship East 
into Trunk Line territory, those located in Trunk Line terri- 
tory will not be able to send their traffic West, except at Ex 
Parte 74 rates. In defending the proposals the Central Freight 
Association lines said they wanted to get rid of the rule for 
making rates on combination devised during federal control and 
go back to the old custom of making such rates by the ordinary 
process of adding rates together. At the time this was written 
the Commission had under consideration protests against the 
reduction of the export rate from the Midcontinent field, via 
Gulf ports, from 32.5 to 24.5 cents, to meet the reduction from 
Wyoming points to the Gulf ports, from 73 to 50 cents, but no 
action has been taken. 


DIFFERENTIAL PASSENGER FARES 


The Trafic World Washington Bureau 


A fight about differential line passenger fares, such as in 
the old days would have attracted great attention, has been 
started by the Lackawanna, Erie, Grand Trunk, Nickel Plate, 
Wabash, Toledo, St. Louis & Western and the Baltimore & Ohio. 
They have filed tariffs effective January 1, restoring differential 
passenger fares between specified points in Official Classification 
territory. Prior to federal control there were differential lines 
on business between New York and Chicago and between some 


other points on account of their longer lines or fewer passenger 
trains. 


Objection to the re-establishment of the differential fare 
system has been made by the New York Central and its affili- 
ated and subsidiary lines, the Michigan Central, Big Four and 
Pittsburgh & Lake Erie. In their protest against the proposed 
fares, the New York Central and those joined with it averred 
that the fares suggested in the tariffs would not be consistent 
or logical from the standpoint of according aid to railroads in 
poor financial condition. 


In support of the tariffs proposing the establishment of the 
differential fares, the roads which desire to put them into effect 
said that the Commission had recognized the principle of dif- 
ferentials as a scheme “to effect a distribution of traffic between 
strong lines and weak lines, so that weak lines will receive, 
through the application of differentials, a sufficient volume of 
traffic to justify them in maintaining service, both as to freight 
and passengers, * * * acceptable to the public and to result 
in a fair amount of traffic being given to the weak lines.” 

“Nothing could be more incongruous than the inclusion of 
the Delaware, Lackawanna & Western as a weak line,” said 
George H. Ingalls, vice-president in charge of traffic, and Clyde 
Brown, attorney for the protestants. They said it was absurd 
for that railroad to establish differential fares for the purpose 
of diverting business to it in order to improve its financial con- 
dition, in view of the fact that it has only recently asked per- 
mission to distribute $45,000,000 worth of accumulated earnings 
as a stock dividend. They called attention to the fact that that 
railroad advertised itself as being “mile for mile the most highly 
developed railroad in America.” Its dividends, they said, for 


Many years had been at the rate of 20 per cent, with occasional 
extra dividends. 


The Chicago & Northwestern has also protested against the 
re-establishment of the differential fares, on the ground that 
the establishment of differential lines would have a direct effect 
on the revenues of that company. The Wabash, in answer to 
the Chicago & Northwestern, denied that it and the old dif- 
ferential lines were trying to create any new condition, but were 
merely trying to re-establish conditions that had been in effect 
for 30 years prior to federal control. 

“Whatever those conditions were, the Chicago & North- 
western was prosperious under them,” said W. C. Maxwell, vice- 
president of the Wabash in charge of traffic, by way of answer 
to what the Chicago & Northwestern said. “I respectfully con- 
tend that this is not a matter in which the western group of 
railroads has any voice, and that their action is due entirely 
to suggestions of the New York Central and because they fear 
they will have to render justice to the Chicago Great Western 
by permitting it to put in some differentials.” 

Mr. Maxwell added that he understood that other prosperous 
western railroads had protested against the establishment of 
differential fares. Therefore, he said, he wished his observa- 
tions in respect of the Chicago & Northwestern to be applied 
to other objecting western roads. 


SEEK CONTROL OF SMALL ROADS 


The Trafic World Washington Bureau 

The New York Central, Toledo & Ohio Central, and the Ka- 

nawha & Michigan, in an application filed with the Commission, 

ask authority under paragraph 2 of section 5 of the interstate 
commerce act to acquire control of other carriers as follows: 

“The Kanawha & Michigan Railway Company desires to take 
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a lease of the railroads, properties and franchises of Kanawha & 
West Virginia Railroad Company; the Toledo & Ohio Central 
Railway Company aesires to take a lease of the railroads, prop- 
erties and franchises of the Zanesville & Western Railway Com- 
pany and of the Kanawha & Michigan Railway Company’s pro- 
posed lease of the Kanawha & West Virginia Railroad, the New 
York Central Railroad Company desires to take a lease of the 
railroads, properties and franchises of the Toledo & Ohio Central 
Railway Company, which lease will include assignments of the 
leaseholds proposed to be acquired by that company as above set 
forth. The applicants show that the making of such proposed 
leases will be in the public interest for the reasons, among others, 
that substantial economies will be thereby effected in the admin- 
istration and operation of the properties involved and the ex- 
pense of accounting, and that increased efficiency of operation and 
improved service will result therefrom.” 

The Cleveland, Cincinnati, Chicago & St. Louis has made ap- 
plication under paragraph 2 of section 5 of the act for approval 
of the acquisition by the applicant of capital stock and bonds of 
the Peoria & Eastern. The applicant now controls the P. & E. 
through ownership of over 50 per cent of the company’s capital 
stock and says acquisition of the additional stock and bonds will 
bind the two carriers more closely together and tend toward a 
unification of their properties. 


ALABAMA GREAT SOUTHERN BONDS 

The Alabama Great Southern Railroad Company has been 
authorized by the Commission to procure authentication and 
delivery to the company’s treasurer of $1,232,000 of first con- 
solidated mortgage 5 per cent gold bonds, to be held in the 
treasury until the further order of the Commission. The bonds 
will be issued to reimburse the company’s treasury for expendi- 
tures incurred in improving its property. 


c. |. & L. NOTES AND BONDS 

Authority has been granted by the Commission to the Chi- 
cago, Indianapolis & Louisville Railway Company to issue $3,- 
493,000 of first and general mortgage 6 per cent gold bonds, 
series B, in exchange for an equal amount of 5 per cent gold 
bonds, series A. Upon the exchange the series A bonds are to 
be canceled. Under the order the company is authorized to sell 
$3,000,000 of the 6 per cent bonds at not less than 90 per cent 
of par and accrued interest, and to pledge and repjledge, from 
time to time, until otherwise ordered, all or any part of $493,000 
of the 6 per cent bonds for short term notes. The proceeds 
from the sale of the $3,000,000 of bonds will be used to pay off 
a loan of $1,400,000 from the War Finance Corporation and for 
other lawful corporate purposes. The company said that the 
6 per cent bonds could be sold on more favorable terms at the 
present time than the 5 per cent bonds. The company has 
made arrangements to sell the $3,000,000 of bonds to a banking 
house at not less than 90 per cent of par and accrued interest. 
Should the banking house purchasing the bonds be able to resell 
them at an advance in excess of 3 per cent, the Commission 


said, the company will share such excess equally with the bank- 
ing house. 


CARTHAGE & PINEHURST ABANDONMENT 

The Norfolk Southern Railroad Company, as lessee of the 
Carthage & Pinehurst Railroad, in Moore County, North Carolina, 
has been authorized by the Commission to abandon operation of 
the property, and the Carthage & Pinehurst Railroad Company 
has been authorized to abandon and take up the railroad, which 
extends from Pinehurst to Carthage, N. C., a distance of 12.226 
miles. The lease under which the Norfolk Southern operated 
the road expired upon the termination of federal control, but it 
has continued to operate the property. Such operation, the 
Commission said, has proved not only unprofitable but unduly 
burdensome upon the revenues of the applicant’s own line. The 
total deficit for the year 1920 was $35,327.59. The applicants 
stated that Carthage and Pinehurst, the only towns served by it, 
have ample railroad facilities, Carthage being served by the 
Randolph & Cumberland, and Pinehurst by the Norfolk Southern. 
The Carthage & Pinehurst company offered to sell the line for 
the amount of its outstanding bonds, $37,500, but has received 
no bid, the Commision said. 


ABANDONMENT OF NORTHERN PACIFIC BRANCH 

The Northern Pacific has filed an application with the 
Commission for authority to abandon its Boulder-Elkhorn branch, 
consisting of 19.61 miles of branch line main track and ap- 
proximately 2.18 miles of yard track and sidings in Jefferson 


County, Montana. The line was built to serve the mining in- 
dustry, but there is no traffic now from that source, the com 
pany says. 


LIVE OAK, PERRY & GULF ABANDONMENT 


The Live Oak, Perry & Gulf has applied to the Commission 
for authority to abandon a branch or spur track extending from 
a point near 54 Mile Post to Murat, Fla., a distance of 3.74 
miles, because of removal of a turpentine plant which the branch 
served. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Columbia; also Mexican ports. 








ST. LOUIS OFFICE: 1217 Pierce Building 


BIRMINGHAM OFFICE: 424-425 Ch Idi 
IRVING H. HELLER, Manager amber of Commerce Building 


GEO. C. McLAUGHLIN, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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Docket of the Commission | 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 


lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 3—Chicago, Ill.—Examiner Hunter: 
13107—The National Live Stock Exchange vs. A. T. & S. F. et al. 
January 4—Toledo, O.—Examiner Money: 
10122—-Standard time zone investigation. 
January 4—Chicago, Ill.—Examiner Keeler: 
13061—Universal Portland Cement Co. vs. A. T. & S. F. et al. 
January 4—Argument at Washington, D. C.: 
Valuation docket 4—Valuation of property of K. C. S. Ry. Co. 
be a docket 26—In re San Pedro, Los Angeles & Salt Lake 
. i 
January 4—Pittsburgh, Pa.—Examiner Carter: 
1. and S. 1454—Brick from St. Louis and Vandalia, Mo., to eastern 
trunk line territory. 
January 4—Philadelphia, Pa.—Examiner McGrath: 
13185—F’. R. Phillips & Sons Co. vs. Boston & Albany. 
January 5—Indianapolis, Ind.—Examiner Fuller: 
i. and S. 1449—Cancellation of rates on wooden paving block material 
from Alabama, Florida and Georgia to Norfolk, Va., etc. 
January 5—Philadelphia, Pa.—Examiner‘McGrath: 
13179—Vim Motor Truck Co. vs. Diredtor General. 
13191—Vim Motor Truck Co. vs. Pa. RigR. et al. 
January 5—New Orleans, La.—Examiner® Howell: 


be gee E. Moore Stave Co., Inc.j 4s. Director General, A. T. & 
&. &. Ct ai. 


i ee oe Bag Corporation vs: Director General, A. T. & 
. F. et al. 
January 5—Washington, D. C.—Examiner Pitt: 

Portions of fourth section applications 703, A. C. L. R. R.; 1563, 1572, 
608, 682, B. & O. R. R.; 1911, Ches. S. S. Co.; 12130, Clyde S. S. Co.; 
1787, Erie R. R.; 1625, C. C. McCain; 769, M. & M. T. Co.; 1481, 
Nn. Yom. ee. & HE. RK. KR. Zits, OC. B.S. Co. of B.: 1078, S. A. L. 
Ry.; 1548, Sou. Ry. 

January 5—Chicago, Ill.—Examiner Hunter: 

12630—The National Live Stock Exchange vs. A. T. & S. F. et al. 

Valuation docket 4—Valuation of property of K. C. 8. Ry. Co. . 

beg a: docket 26—In re San Pedro, Los Angeles & Salt Lake 

» eee 
January 5—Toledo, O.—Examiner Hartman: 


4181—Second industrial railways case—Lake Erie & Ft. Wayne 
R. R.. Co. et al. 


'. and S. 414—Cancellation of rates in connection with small lines by 
carriers in Official Classification territory. 
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January 6—St. Louis, Mo.—Examiner Eddy: 
11862—Missouri rates and charges (coal, petroleum and its products). 
January 6—Indianapolis, Ind.—Examiner Fuller: 
13212—Eric Corporation vs. I. & G. N. et al. 
January 6—Pittsburgh, Pa.—Examiner Carter: 
13169—Jones & Laughlin Steel Co. vs. P. C. C. & St. L. et al. 
13219—The Salkeld Coal Co. vs. Pa. R. R. 
January 6—Wichita, Kan.—Examiner Oliver: 
13182—The Wichita Board of Commerce vs. A. T. & S. F. et al. 
January 6—Argument at Washington, D. C.: 
Valuation docket 4—Valuation of property of K. C. S. Ry. Co. 
hy: docket 26—In re San Pedro, Los Angeles & Salt Lake 
~ ee CO 
January 6—Washington, D. C.—Examiner Davis: 
Finance Docket 1881—Application of Western Pacific for authority 
to acquire control by purchase of the Sacramento Northern Ry. 
January 7—Scranton, Pa.—Examiner Koch: 
12979—Lustig-Burgerhoff Co. et al. vs. Director General. 
January 7—Huntington, W. Va.—Examiner Witters: 
13117—Little Fork Coal Co. vs. Eastern Kentucky Ry. et al. 
January 7—Mobile, Ala.—Examiner Howell: 
13125—Turner Supply Co. vs. Director General. 
January 7—Argument at Washington, D. C.: 
11950—Minnesota and Ontario Paper Co. et al. vs. Nor. Pac. et al. 


ee Superior Paper Co., Ltd., et al. vs. Ahnapee & Western 
et al. 


12108—Wisconsin Traffic Assn. vs. C. & N. W. et al. 
11836—Wichita Board of Commerce et al. vs. A. T. & S. F. et al. 


11846—Oklahoma Publishing Co. et al. vs. Director General, Ahna- 
pee & Western et al. 


11846 (Sub. No. 1)—Times Publishing Co. et al. vs.. Director Gen- 
eral, Ahnapee & Western et al. 


11864—Oklahoma Paper Co. et al. vs. Director General, Ahnapee & 
Western et al. 


January 9—Alton, Ill._—Examiner Fuller: 


13195—The Western Cartridge Co. vs. Director General, C. C. C. & 
St. L. et al. 


January 9—Chicago, Ill—Examiner Keeler: 
1. and S. 1451—Deposit of $10 for each live poultry car ordered. 
January 9—Cincinnati, O.—Examiner Witters: 


12984—The exchange of the Cincinnati Grain and Hay Exchange Co. 
vs. B. & O. et al. . 


January 9—Austin, Tex.—Examiner Gaddess: 
13093—Malcolm H. Reed vs. Director General. 
January 9—Tulsa, Okla.—Examiner Oliver: 
12367—Oklahoma Clay Products Assn. vs. A. T. & S. F. et al. 


COMMISSION HEARINGS 


DOCKET 13107—NATIONAL LIVESTOCK EXCHANGE vs. A. T. & S. FE RAILWAY CO., January 3rd, at Chicago, attacks rule providing charges 
for bedding live stock in cars. 


DOCKET 12630—SAME TITLE—Hearings (beginning January 5th), Chicago, St. Paul, Omaha, Denver, Oklahoma City, Kansas City, St. Louis, Buffalo. 


The complaint alleges that the collection of terminal charges at certain markets, while absorbing them at others, has subjected shippers to unjust, 
unreasonable and discriminatory rates, and requests establishment of reasonable rates. 


Orders for official transcripts of the testimony taken in proceedings of 
the Commission (see Docket of the Commission in each issue of The Traf- 
fic World) throughout the country except Washington should be addressed 


DIRECTORY OF ATTORNEYS 


CHAS. E. WALLINGTON 


Attorney at Law and Counsellor in 
Interstate and Forelgn Commerce 


tots Analg “cana 971 SPITZER BLDa. 


frackage Arrangements—Demurrage TOLEDO, OHIO 
and Foreign Commerce 


GEORGE HN. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
aad Practice Rab hn the Interstate 
Commerce Commission. 
Room 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEO. T. BELL 


COMMERCE COUNSEL 


1919-1921, Executive Vice-President, North- 
ern West Vi ia Coal rators’ Associa- 
tion; 1914-1919, Attorney- miner, Inter- 
State Commerce Commission; 1909-1919 
Commerce Counsel for various commercial 
— and shippers of Missouri River 
ef 


MUNSEY BUILDING, WASHINGTON, D. C. 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


106 South La Salle Street 


to The State Law Reporting Company, official reporters to the Commission, 
Woolworth Building, New York City. 


The charge, as fixed by the Commission, is 124% cents per page for 
each copy furnished. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Attorney and Bxaminer, Interstate 
Commerce Commission, and prior thereto engaged im the 
practice of law at Louisville, Ky.) 

Special attention te matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 


Trade Commission, United States Shipping Beard, 
Federal Courts. 


101-706 WOODWARD BLDG., WASHINGTON 


LESSER & LESSER 


Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JAMES BORLAND 


Consulting Traffic Manager 
All Traffic and Transportation Matters 


We make a Specialty of Filing and Collecting Freight 
" ‘call Uapeele Claims for Shippers 


1659 Foulkrod Street, PHILADELPHIA, PA. 


EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Bullding 
St. Louls, Mo. 


Special attention to matters before Inter. 
state Commerce and State Commissions ané 


CHICAGO | ™lread and rate litigation and 
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